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SYMPATHY FOR I.C.C. 

We have every sympathy with the Interstate Com- 
merce Commission because of the heavy task that has 
been imposed upon it by the Hoch-Smith resolution 
and for its need of money to carry on the many investi- 
gations compelled by that resolution in connection with 
its other work. On the other hand, a considerable part 
of its trouble is its own fault. We refer to its method 
of conducting these investigations, which have become 
the subject of hilarity in any gathering of men familiar 
with them, because of the time they are consuming, the 
horde of witnesses heard, and the mass of testimony 
listened to and exhibits introduced. 

The Commission has the power to map its own pro- 
cedure in any and all cases before it. The way to 
investigate anything is to decide, first, what it is one 
wants to know; second, to ascertain where it can be 
found out; and, third, to proceed to find out. Full and 
adequate hearing of interests concerned does not mean 
that the Commission should throw open the doors and 
permit any and all witnesses to cumber the records with 
anything they may have to say, whether important or 
true or not, and persons on the other side to’ consume 
as much time and nearly as much of the record in “show- 
ing off” by asking foolish questions. Among those who 
testify in such cases are many who, perhaps, honestly 
think that what they have to say is the most important 
thing that will be said, and yet whose testimony is more 
or less worthless or, at least, repetition of what has been 
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said by someone else. Others are present and in evi- 
dence merely because they wish to make a “showing” 
for their employers or because they like flitting about 
the country appearing in such cases. The record is ap- 
palling. Perhaps in it the truth lies somewhere con- 
cealed, but an angel of the Lord could not find it. There 
is no rule or method applied in the gathering of it. 
Anyone who has anything to say brings it in and dumps 
it on the pile. The method in the Hoch-Smith investi- 
gations is not much different from that in any other 
proceeding before the Commission—it is only more 
noticeable because of the scope of the case. 

So, before we cry our eyes out about the troubles of 
the Commission, we suggest that it do something to 
help itself. The way in which any private individual 
seeking truth and capable of finding it would conduct 
an investigation of this sort— by determining what it 
was he wanted to know, then ascertaining who could 
tell him or where he could find out, and then asking the 
necessary questions in the proper places— might not 
satisfy the parties to a case of this kind. But, certainly, 
the present procedure does nothing but make them 
laugh, when they are so situated that they may relax. 
There is, of course, a happy and reasonable medium 
which the Commission ought to find. There is no sense 
or reason in its sitting week after week, month after 
month, and, perhaps, year after year, listening to anything 
and everything that anybody cares to say. 


GOVERNMENT OWNERSHIP 

The bugbear of the shipper—as well as of the rail- 
road—is government ownership or operation of the 
railroads, and rightly so. There is always a sentiment 
in favor of government ownership, but it is generally 
regarded as being held by comparatively few men and 
as being practically impossible of accomplishment even 
if the few who favor it were to make the attempt. There 
are, however, present day developments and tendencies 
toward government operation that cannot and ought not 
to be ignored. The railroads, perhaps, are responsible 
for some of them, but we are not thinking of them just 
now. We have in mind a thoughtlessness on the part 
of many leading representatives of shippers who are 
after what they conceive to be advantages for them- 
selves and those whom they represent without, appar- 
ently, an idea or a care as to where the logic of what 
they advocate is leading them and the country. 

What, for instance, shall be said of the energy that 
is being displayed by C. E. Childe, of Omaha, president 
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BLOOMINGTON, ILL., 323 South Madison St.— 
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CHICAGO, ILL., 231 South La Salle St.— 
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DANVILLE, ILL., 32 South Vermilion St.— 
E. R. RAUCH, General Agent. 

DECATUR, ILL., L. C. BUNDY, Div. Frt. Agt., 
125 E. Wood St.—A. G. BROWN, Gen. Agent. 


H. A. TUOHY 
Acting Fgt. Traffic Mer. 
Springfield, Ill. 
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DETROIT, MICH., 703 Transportation Bldg.— 
Cc. F. BEACH, General Agent. 

KANSAS CITY, MO., 930 Board of Trade Bldg.— 
L. W. GENT, General Agent. 

LOS ANGELES, CALIF., 1125 Central Bldg.— 
J. C. McCUTCHEN, General Agent. 

MEMPHIS, TENN., 33 Porter Bldg.— 
H. W. STIGLER, General Agent. 

MILWAUKEE, WIS., 601 Railway Exch. Bldg.— 
CHAS. LITZKY, General Agent. 


NEW YORK, N. Y., 501 Maritime Exchange— 
L. B. KELZ, General Agent. 


PEORIA, ILL., 630 South Washington St.— 
W. M. LONG, General Agent. 


E. E. KESTER, 
Assistant Traffic Manager, 
Springfield, Ill. 


W. H. BLAIR, 
General Freight Agent, 
Springfield, Ill. 


PITTSBURGH, PA., 523 Park Bldg.— 
E. D. FORDE, General Agent. 


SAN FRANCISCO, CALIF., 142 Sansome St.— 
WM. F. SCHMIDT, General Agent. 


ST. LOUIS, MO., 12th and Lucas Ave.— 
H. C. LEUTERT, Asst. General Freight Agent. 


SPRINGFIELD, ILL., Ninth and Adams Sts.— 
E. L. McKEE, Division Freight Agent. 
E. C. FOSTER, General Agent. 

TOLEDO, O., 215 Summit St.— 
H. B. Lumley, General Agent. 


TULSA, OKLA., 505 Daniel Bldg.— 
L. W. GENT, General Agent. 


J. A. GORMAN, 
Chief Tariff Bureau, 





Freight Connections and Junction Points 
on Main Division 


Alton & Eastern— 
Granite City, Ill. (via Alt. & Sou. or 
8t. L. M. B. T 


- L.M. B. T.) 
Venice, Ill. (via So.Ry.V. & C.Belt). 


Alton & Southern— 
Granite City, Ill. 
Venice, Ill. (via So.Ry.V. & C.Belt). 


Atchison, Topeka & Santa Fe— 
East Peoria, Ill. (via P. & P. U.). 
Morton, Ill, 

Baltimore & Ohio— 

Decatur, Ill. (via Wabash). 

Granite City, Ill. (via Alt. & Sou. or 
St. L. M.B. T.). 

Springfield, Ill. 

Venice, Ill. (via 8o.Ry.V. & C.Belt) 

Chicago & Alton— 

Anderson, Ill. 

Bloomington, Ill. (viaC.C.C.& St.L.). 
East Peoria, Ill. (via P. & P. U.). 
Granite City, Ill.(via St.L.M.B.T.). 
Selbytown, Ill. 

Springfield, Ill. (via I. C. or 8. T.). 
Venice, Ill. 

Westcart, Ill. 

Chicago & Eastern Illinois— 

Bronson, ILI. 

Danville Ill. (via Wabash). 

Glover, Ill. 

Granite City, Ill. (via 8t.L.M.B.T.) 
Westville, Ill. 

Chicago & Illinois Midland— 
Auburn, Ill. 

East Peoria, Ill. (via P. & P. U.). 
Springfield, Ill. (via I. C. or 8. T.). 


Chicago & North Western— 
Benid, Ill. 


East Peoria, Ill. (via P. & P. U.). 


Cateage. Burlington & Quincy— 
East Peoria, Ill. (via P. & P. U.). 
Girard, Ill. 
Granite City, Ill. (via St.L.M.B.T.). 
8t. Louis, Mo. (via St. L. M. B. T.). 
Venice, Ill. (via So.Ry.V. & C.Belt). 
Chicago, Rock Island & Pacific— 
East Peoria, Ill. (via P. & P. U.). 
Granite City, Ill. (via 8t.L.M.B T.). 
8t. Louis, Mo. (via St. L. M. B. T.). 
Chicago, Springfield & St.Louis 
Springfield, Ill. (via I. C.). 
Clovgians, Cincinnati, Chicago 
St. Louis— 
Bloomington, Ill. 
Champaign, Ill. (via I. C.). 
Danville (Hillery), Ill. 
East Peoria, Ill. (via P. & P. U.). 


Granite City, Ill. (via 8t.L.M.B.T.). 
Mackinaw, Ill. 


Ridge Farm, Ill.(via N.Y.C.& St.L.). 
Venice, Ill. (via So.Ry.V. & C.Belt). 

East St. Louis & Carondelet— 
Granite City, Ill. (via St.L.M.B.T.) 

Louis, Columbia & 

Waterloo— 

Granite City, Ill. (via Alt. & Sou. or 
&t. L. M. B. T.). 

East St. Louis Connecting— 
Granite City, Ill. (via St.L.M.B.T.). 
Venice, Ill. (via So.Ry.V. & C.Belt). 

East St. Louis Junction— 
Granite City, Ill. (via St.L.M.B.T.). 
Venice, Ill. (via So.Ry.V. & C.Belt). 

Illinois Central— 

Bloomington, Ill. 

Champaign, Ill. 

Decatur, Ill. (via Wabash). 

East Peoria, Ill. (via P. & P. U.). 

Granite City, Ill. (via Alt. & Sou. or 
8t. L. M. B. T.). 

Moore, Ill. 

Seymour, Ill. 

Springfield, Ill. 

Venice, Ill. (via So.Ry.V. & C. Belt) 

Illinois Terminal— 

Edwardsville, Ill. 

Illinois Transfer— 

Granite City, Ill. (via St.L.M.B.T.). 

Litchfield & Madison— 
Edwardsville, Ill. (via I. T. Co.). 
Granite City, Ill. (via Alt. & Sou. or 

8t. L. T.). 


.B. 


Moore, Ill. 
Venice, Ill. (via So.Ry.V.& C.Belt). 
Worden, Ill. 


Louisville & Nashville— 
Granite City, Ill. (via Alt. & Sou, or 
8t. L. M. B. T.). 
Venice, Ill. (via So.Ry.V.& C.Belt). 
Manufacturers— 
Granite City; Ill. (via St.L.M.B.T.). 
St. Louis, Mo. (via St. L. M. B. T.). 
Minneapolis & St. Louis— 
East Peoria, Ill. (via P. & P. U.). 
Mississippi Warrior Service— 
Granite City, Ill. (via St. L. M. B. T. 
or Alt. & Sou.). 
8t. Louis, Mo. (via St. L. M. B. T.). 
Venice, Ill. (via So.Ry.V.& C.Belt). 
Missouri-Kansas-Texas— 
Granite City, Ill. (via St.L.M.B.T.). 
St. Louis, Mo. (via St. L. M. B. T.). 
Missouri Pacific— 


Granite City, Ill. (via Alt. & Sou. or 
St. L. M.B. T.) 


8t. Louis, Mo. (via St. L. M. B. T.). 
Mobile & Ohio— 
Granite City, Ill. (via Alt. & Sou. or 
St. L. M.B. T.). 
Venice, Ill. (via So.Ry.V.& C.Belt). 
New York, Chicago & St. Louis— 
Bloomington, Ill. (via C. C. C. & 
St L. or Ill. Cent.). 
East Peoria, Ill. (via P. & P. U.). 
Edwardsville, Ill. (via I. T. Co.). 


Granite City, Ill. (via Alt. & Sou. or 
8t. L. M. B. T.). 


Ridge Farm, Ill. 

Venice, Ill. (via So.Ry.V.& C.Belt). 
Pennsylvania R. R. System— 

Decatur, Ill. (via Wabash Ry.). 

East Peoria, Ill. (via P. & P. U.). 


Granite City, Ill. (via Alt. & Sou. or 
8t. L. M.B. T.) 


Morton, Ill. (via A. T. & S. F.). 

Venice, Ill. (via So. Ry. B. & C. Belt) 
Peoria & Eastern— 

Bloomington, Ill. 

Champaign, IIl. (via I. C.). 

Danville (Hillery) , Ill. 

East Peoria, Ill. (via P. & P. U.). 

Mackinaw, III. 

Ridge Farm, IIl.(via N.Y.C.& St.L.). 
Peoria & Pekin Union— 

East Peoria, Ill. 


Peoria Ry. Terminal Co.— 

East Peoria, Ill. (via P. & P. U.). 

St. Louis & Belleville Electric— 
Granite City, Ill. (via Alt. & Sou. or 

8t. L. M. B. T.). 
Venice, Ill. (via So.Ry.V.& C.Belt). 

St. Louis & O’ Fallon— 

Granite City, Ill. (via Alt. & Sou. or 
St. L. M.B. T.). 
Venice, Ill. (via So.Ry.V.& C.Belt). 

St. Louis & Ohio River— 

Granite City, Ill. (via Alt. & Sou. or 
8t. L. M. B. T.). 

St. Louis Belt & Terminal— 
Granite City, Ill. (via St.L.M.B.T.) 
St. Louis, Mo. (via St. L. M. B. T.). 

St. Louis Merchants Bridge Ter- 

minal— 
Granite City, Ill. 
8t. Louis, Mo. 

St. Louis-San Francisco— 
Granite City, Ill. (via St.L.M.B.T.). 
St. Louis, Mo. (via St. L. M. B. T.). 

St. Louis Southwestern— 
Granite City, Ill. (via Alt. & Sou. or 

St. L. M. B. T.). 
St. Louis, Mo. (via St. L. M. B. T.). 

St. Louis Transfer— 

Granite City, Ill. (via St.L.M.B.T.). 
St. Louis, Mo. (via St. L. M. B. T.). 

St. Louis, Troy & Eastern— 
Edwardsville, Ill. 

Granite City, Ill. (via Alt. & Sou. or 
8&t. L. M. B. T.). 

McKinley Junction, Ill. 

Venice, Ill. (via So.Ry.V.& C.Belt). 

Southern— 

Granite City, Ill. (via Alt. & Sou. or 
8t. L. M. B. T.). 
Venice, Ill. (via So.Ry.V.& C.Belt). 

Southern (V. & C. Belt )— 
Granite City, Ill. (via Alt. & Sou. or 

St. L. M. B. T.). 
Venice, Ill. 

Springfield Terminal— 

Springfield, Ill. 


Terminal Railroad Association 


of St. Louis— 


Granite City, Ill. (via St.L.M.B.T.). 
St. Louis, Mo. (via St. L. M. B. T.). 
Venice, Ill. (via So.Ry.V.& C.Belt). 


Toledo, Peoria & Western— 
East Peoria, Ill. (via P. & P. U.). 
Wabash— 
Champaign, Ill. (via I. C.). 
Danville (Tilton), Ill. 
Decatur, Ill 


Granite City. Ill. (via St. L. M. B. T. 


or Alt. & Sou.). 
Riverton, Ill. 


St. Louis, Mo. (via St. L. M. B. T.). 


Springfield, Ill. 
Staunton, in. 
Urbana, Ill. 


Venice, Ill. (via So.Ry.V.& C.Belt). 


Wiggins Ferry Co.— 


Granite City, Ill. (via St.L.M.B.T.). 
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Springfield, Ill. 


Freight Connections and Junction Points 
(Illinois Valley Division) 
Atchison, Topeka & Santa Fe— | Chicago, Rock Island & Pacific — 


Streator, Ill. 


Chicago & Alton— 
Streator, Ill. (via A. T. & S. F.). 


Chicago & North Western— 
Spring Valley, Ill. 


Chicago, Burlington & Quincy— 
Ottawa, Ill. 
Streator, Ill. (via A. T. & 8. F.). 


Chicago, Milwaukee & St. Paul— 
DePue, Ill. (via C. R. I. & P.). 


DePue, Ill. 

Ottawa, Ill. 
Marseilles, Ill. 
Minooka, Ill. (via E. J. 


E.). 
Spring Valley, Ill. (via C. & N. W.). 
Utica, Ill. 


Elgin, Joliet & Eastern— 
Minooka, Ill. 
Rockdale, ILL 


New York Central— 
DePue, Ill. (via C. R. I. & P.). 
Streator, Ill. 

Wabash— 
Streator, Ill. (via A. T. & 8. F.). 
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of the National Industrial Traffic League, who is doing 
everything possible to induce the government to extend 
its barge line operations to the Missouri River? What 
of J. P. Haynes, traffic director of the Chicago Associa- 
tion of Commerce, also a leader in Traffic League affairs 
and its advocacy of legislative policies, who is doing 
what he can to bring about a huge additional govern- 
ment expenditure to increase the facilities of the Missis- 
sippi River barge line? 

The barge line is purely a government owned and 
operated transportation agency. The motive of those 
who advocate it is to procure lower freight rates. If it 
is conducted at a loss, the loss is made up by the tax- 
payers. If there is no actual loss, it is, at least, govern- 
ment competition with private business. Shortsighted- 
ness would ask: “What of it? If we can better ourselves 
and lessen the cost of doing business, why not?” Very 
well. Then why not a government railroad or govern- 
ment railroads? The best and most used argument in 
favor of government owned railroads is the cheapness 
of the service that it is believed would result. What 
reply to this argument can Mr. Childe, and Mr. Haynes, 
and many others that could be mentioned make? They 
are fostering a growing sentiment for government 
ownership that may some day confound them. 


RAILROADS AND MOTOR VEHICLES 

What should be the attitude of the railroads toward 
the motor vehicle? In our opinion they should recognize 
it as a transportation agency that has come to stay be- 
cause it serves a need. They should philosophically 
accept such inroads as it makes in their business by 
legitimate means, after they have done their best to 
meet the competition by themselves adopting, as far as 
possible or wise, this means of transportation for their 
own purposes in short-haul traffic. They have by no 
means exhausted the possibilities in this respect, espe- 
cially as to freight. They should accept, of course, the 
fact that there is no way of checking or meeting the 
competition that is furnished by the private automobile. 
It is a development of the times that, to some extent, 
has made the agency of the railroad undesirable and 
unnecessary. But, when all this is said and done, they 
should not “lie down” on the rest of it. 

The rest of it is that the motor vehicle common car- 
rier, to great extent, both passenger and freight, is an 
unfair competitor in many ways. There is no interstate 
regulation of motor transport. Where there is intrastate 
regulation it is frequently inadequate or not enforced. 
The motor vehicle common carrier pays nothing, as a rule, 
other than what any motor vehicle pays, for its use of the 
highway as a place of doing business. The railroads 
can and should insist that these advantages be removed 
and that, as far as possible, conditions be equalized. 
Nothing else is fair or business-like. Moreover, motor 
transport operators themselves, especially in the pas- 
senger end of the business, are coming to realize that a 
certain amount of regulation is good for the stability and 
credit of their own business. If the railroads do not 
stand on their feet and endeavor to adjust conditions so 
that they may not suffer any more than they should 
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suffer from this competition, they cannot well be heard 
to complain of results, however disastrous and unfair 
they may be. 

We heard a railroad president in a public address 
recently say there was nothing the railroads could do 
if they wished with respect to motor vehicle competition. 
It had come to stay. The only way the railroads could 
meet it was by reducing costs of operation through a 
policy of consolidation. Of course, the railroads should 
reduce operating costs by any legitimate means in their 
power and, in so far as consolidation will do this and is 
not otherwise harmful, we are for it. But we have no 
sympathy with the theory that the railroads cannot or 
ought not to do anything with respect to this giant com- 
petitor to see that it competes only on fair terms. 


SECTION 15A 

Congressman Newton has introduced a substitute 
for his bill to amend section 15a, of the transportation 
act, adding a provision that the Interstate Commerce 
Commission, in determining what the return to the car- 
riers shall be and the rate level necessary to assure that 
return, shall make public its conclusions and findings. 
We do not know whether this change will have the 
approval of the National Industrial Traffic League, 
which has been sponsoring the Newton bill, but the 
change is as it should be. We have insisted on it from 
the first and, whether or not Mr. Newton has seen or 
been convinced by our arguments, we are gratified to 
learn that he has been enlightened from some source. 
The public is entitled to know just how the Commission 
arrives at the conclusions it reaches. Its mere state- 
ment that it had decided to treat rates thus and so in 
order that railroad revenue might be what it considered 
proper, would not be sufficient, no matter how much 
confidence one might have in the Commission. 

Referring again to the correspondence with Mr. 
C. E. Childe of Omaha, to which we gave some atten- 
tion in this column last week, we should like to ask 
one more question. Mr. Childe, who is president of the 
National Industrial Traffic League, which is sponsoring 
this proposal to amend section 15a, and who is defend- 
ing the Newton bill, says the present section 15a is 
unworkable. One of the specifications in his charge is 
that the Commission cannot, as a practical matter, initi- 
ate rates; that should be left to the carriers, he says, 
and the Commission should act only as umpire. If he 
thinks that, or the Traffic League thinks that, why, in 
the Newton bill, which the League is sponsoring and 
Mr. Childe is advocating and supporting, is the function 
of initiating rates still left with the Commission? The 
bill reads as follows: “In the exercise of its power to 
prescribe just and reasonable rates, the Commission 
shall initiate, modify, establish, or adjust such rates so 
that carriers,” etc. If, as Mr. Childe argues, the effort 
is to substitute something workable for something that 
is unworkable, why not make a clean job of it? Why 
leave in the law something that he says cannot and 
ought not to be done, and merely take out valuation as 
the basis for rates and the universally condemned re- 
capture clause? It would appear, would it not, that 
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some of those who are seeking amendment of the law 
are more interested in taking out of it certain things 
that tend to keep rates at a proper level than they are 
in removing certain other things that they have as 
severely condemned as unworkable? 

To us it is utterly incomprehensible how thoughtful 
and disinterested students of the railroad revenue prob- 
lem can suggest that the Commission ought not to initi- 
ate but merely act as umpire in rate matters. If it be 
admitted that adequate revenue is necessary for the 
maintenance of an efficient system of transportation for 
the benefit of commerce, and not merely that the car- 
riers may prosper for their own sake (and that is the 
theory of the present law and the Newton bill and the 
Traffic League), by what kind of logic can it be argued 
that the Commission, which is the agent charged with 
the administration of the law, ought to have no initia- 
tive? One can umpire only such matters as are sub- 
mitted to him. If important matters were not submitted, 
or were not properly submitted, or were not submitted 
at the right time, nothing could be done under that 
theory. The Commission has, under the present law, 
and would have under the proposed law, the power to 
initiate rates. It ought to have that power. Not only 
should it have the power but it ought to exercise it. 
Not only should it do so, but it is practicable for it to 
do so and it is doing so, under the Hoch-Smith resolu- 
tion. What it can do under a resolution of Congress it 
can do under statute law. 





SENATE ASKS INFORMATION 


Senator Robinson, of Arkansas, has offered a concurrent res- 
olution (S. Con. Res. 10) calling on the Commission for copies 
of its decisions in rate relationship cases for five years pre- 
ceding April 1, 1928, in which “its decisions as to the reasonable- 
ness of any rate or rates was in any sense influenced by the 
competitive advantage or disadvantage of the producers in one 
state, district, or section, as compared with the advantage or 
disadvantage of the producers in another state, district, or sec- 
tion.” In addition to that information, the resolution directs 
the Commission to make citations to the law on which such 
decisions were based. 

The Arkansas senator considered the matter so important 
that he asked to have the resolution printed in the Congressional 
Record in addition to its printing in the usual form. He said 
Congress had been memorialized by state legislatures, by citi- 
zens,*and by groups of citizens, relative to the policy alleged to 
have been recently pursued by the Commission in regulating 
rates so as to equalize prosperity among producers and com- 
munities and to that end, it was claimed, that an abuse of the 
power of rate regulation had been committed. 

The resolution, with it preamble, is as follows: 


Whereas the Congress has been memorialized by state legislatures 
and by citizens to the effect that the Interstate Commerce Commission 
has attempted so to regulate rates of transportation as to equalize 
prosperity among producers of commodities and to the end has employed 
rate regulation to place an embargo upon the products of cer- 
tain states and in order to favor the products of other states as to 
certain markets; 

Whereas these memorials and petitions indicate the assumption 
of a power not vested in the Commission and a discretion which the 
Congress can neither exercise nor confer; and 

Whereas it is advisable that the Senate should have full and com- 
plete information concerning the subject complained of: Therefore be it 

Resolved by the Senate (the House of Representatives concurring), 
That the Interstate Commerce Commission be requested, and is hereby, 
instructed to transmit to the Congress on or before the 15th day of 
April, 1928, the following information, to wit: (a) Copies of all de- 
cisions handed down by it in the five years preceding the 1st day of 
April, 1928, in which its decisions as to the reasonableness of any rate 
or rates was in any sense influenced by the competitive advantage or 
disadvantage of the producers in one state, district, or section as com- 
pared with the advantage or disadvantage of the producers in another 
state, district, or section; (b) a full and complete citation of the sec- 
tion or sections of the interstate commerce act as amended, and other 
acts, under which the Commission claims and believes it was granted 
the power to equalize prosperity among the producers of commodities; 
and, a statement of the clause or clauses, articles, or amendments 
of the Constitution under which it claims and believes that deci- 
sions of such a character and purport were authorized or were implied. 


The Senate adopted the resolution without delay, except 
that caused by its rules, by a vote of 68 to 1, the negative 
being cast by Senator Bruce, of Maryland. At the suggestion 
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of Senator Shortridge, of California, Senator Robinson moq. 
fied the language so that the resolution now requires the Com. 
mission to send to the Senate copies of all decisions, if any of 
the sort designated. ’ 
In the discussion of the matter, the lake cargo Coal case was 
brought forward and Senator Trammell, of Florida, gave yojcg 
to the Florida query as to whether the rates on citrus fruit from 
California and Florida were in proper relationship. 


SCIENTIFIC RATE MAKING 


The Trafic World Washington Bureay 


“The cost of handling a given commodity today cannot 
definitely be determined as the yardstick for measuring it at g 
later date, nor do costs remain stationary, for, into the cost of 
transportation enters the cost of thousands of commodities useg 
by the railroad as well as the cost of labor,” says W. H. Chandler, 
of New York, in a letter to Senator Watson, Indiana, chairman 
of the committee on interstate commerce, as part of his com. 
ment on the proposal of Horace Turner, Mobile, Ala., to haye 
the interstate commerce act amended so the Commission would 
take steps to ascertain the cost of handling various classes of 
traffic to the end that freight rates might be based on cost. The 
tenor of Mr. Chandler’s comment is that cost cannot be obtained 
in such a way as to be worth much, if anything, in the making 
of rates. (See Traffic World, December 31, p. 1536.) 

Mr. Chandler said he did not know whether Mr. Turner had 
ever had any railroad experience or whether he had ever at. 
tempted to ascertain the cost of handling any particular class of 
commodities by any railroad or railroads anywhere in the United 
States but that if he had he apparently had failed to learn that 
the cost of doing business depended entirely upon the volume 
of business done. 

“If he has devised any formula for the allocation of costs to 
different kinds of traffic, he is failing to do the public a service 
by not giving it the benefit of his studies,’ continues Mr, 
Chandler. “T think you would be doing the country a real 
service if you could get Mr. Turner to do a little more than 
make a suggestion for somebody else to follow. Why not ask 
him to work out the formula (not do the work) and show that 
his theory is practical?” 

Mr. Chandler said that if the Commission were able to de- 
termine the cost on any given date, it would require the expenii- 
ture of millions every year to keep costs reasonably up to date, 
but long before the costs could be readjusted, they, in all prob- 
ability, would again have to be changed. In conclusion he said: 
_ Shippers of Greater New York are very much interested in the 
simplification of tariffs and in the proper construction of freight 
rates and they will be glad to lend support to any procedure that 
will simplify the problem of freight rate construction. While realiz- 
ing that the present basis of making rates is largely one of judgment 
and, probably, to some extent, guess work, they realize the difficulty 
of meeting a situation in which so many uncertain factors are present. 
They do not believe that any scientific basis of making freight rates 
can be evolved without definite knowledge as to the volume of tonnage 
that will move. If this could be predetermined sufficiently in advance 
to enable calculations to be made before it began, something in that 
direction might be accomplished, but all of us who are familiar with 
freight movement know this is impossible. 

if Mr. Turner has developed his theory to a point where he can 
make constructive suggestions, not only as to what ought to be done, 
but how it can be done, undoubtedly the Interstate Commerce Com- 


mission would consider it a public service on his part if he would 
give it the benefit of his knowledge. 


INTRASTATE REPARATION 


The Southern Railway, in Ex Parte 88, reparation on intra- 
state traffic, has filed a motion to dismiss the Commission’s rule 
for it to show cause why the federal body should not approve 
awards of reparation made by the Indiana commission on ship- 
ments which moved in the guaranty period, that is, between 
March 1, and August 31, 1920. The Southern contends, among 
other things, the Commission is without jurisdiction, power, or 
authority now, to give its approval of the awards, or to consider 
any question pertaining thereto, or to make any order or ruling 
upholding or approving said awards, and without jurisdiction to 
entertain the application seeking the approval of the awards, 
“inasmuch as by express provisions of section 208 (a) of the 
transportation act, the approval by the Commission of an award 
of reparation made by a state authority during the guaranty 
—_— must have been given prior to and not after September 

The Southern said that since the awards were not made 
until January 22, 1926, more than five years after the termination 
of the guaranty period, the same, even if enforced, could not 
in any way increase the guaranty which the government might 
have been called upon to pay under the guaranty provision of 
the transportation act, as such award, if enforced, would be paid 
from the carrier revenue and that such payment could not 
operate in any way to affect the government’s liability under 
the guaranty provision of the transportation act. Therefore, 
says the Southern, “it is not within the scope of power or juris: 
diction of said Interstate Commerce Commission to approve oF 
sanction said awards of reparation.” The Southern asserted 
a even under the statute of Indiana, the awards were not 
valid. 

The Southern asked that it be given until March 1 to prepare 
and file a brief and argument in support of the motion to dismiss. 
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Current Topics 


in Washington 
EET iad 


Chumminess with Home Folks Pays.—The man who gave 
the world the slogan, “the public be —<," if ever such a slogan 
was devised by any other than a disappointed newspaper re- 
porter, was not the world’s greatest simpleton. On the contrary, 
he was one of the great benefactors. His language pointed the 
way no railroad should go. All roads are now believed to be 
heeding it. However, some went into the heeding business 
sooner than others. That it is financially profitable for a com- 
mon carrier to be on frank and helpful terms with its patrons 
and employes has been impressed on those who read the 
Illinois Central Magazine. That publication tells the story of 
how a combination of the patrons of the road and its employes 
persuaded the Iowa commission to deny a certificate of con- 
venience and necessity to a motor truck operator who desired 
to establish a route paralleling that of the Illinois Central 
petween Iowa Falls and Waterloo, The employes and the 
patrons pointed out that there was fine train service between the 
points proposed as termini for the truck freight line, but that 
there was not enough business for an additional common car- 
rier with a profit for all concerned. The Illinois Central and 
the Chicago & North Western operate over the route, the 
former having four passenger trains each way each. day and 
four scheduled freight trains. Local newspapers took up the 
fight of the local business men and the railroad employes 
against placing the present service in jeopardy by dilution to 
a point where there would be no sustenance for anybody. With 
the railroad employes the question was of jobs for themselves. 
With the merchants it was a question of the certainty of the 
continued service and patronage of the railroad employes in 
comparison with the patronage and service that might be ex- 
pected from the truck line. The combination of “home folks”— 
that is, of patrons and employes—seemingly convinced the Iowa 
commission that the public interest would be better served if 
the motor truck operator betook himself to activities other than 
those of hauling freight on the highway skirting the right-of- 
way of the Illinois Central. President Downs, in a letter of 
appreciation to the superintendent of the division directly con- 
cerned, observed that the stories of satisfied patrons were a 
credit to him and to his organization. The incident serves as 
a reminder of the jealously of Florida fruit and vegetable ship- 
pers of their competitors in Louisiana and Mississippi resulting 
from the express refrigerator service accorded by the Illinois 
Central and not given to the Florida men by their carriers. 
Louisiana, chiefly, it is believed, because of the express service, 
has become the premier strawberry state of the Union. The 
carrier has been a promoter of agriculture along its line at much 
cost to itself in the first instance but at little, if any, cost in 
comparison with the volume of freight created thereby. Lines 
in the southern territory sometimes do not like their valley 
neighbor because it declines to make rates as high as they 
think it should, for the best interest of the railroads as a whole. 
Seemingly, however, the Illinois Central idea is that its home 
folks must be taken care of first. The Southern Pacific is 
another carrier that has got itself on the good list of its home 
folks, the value of which was shown when it took over the 
El Paso & Southwestern and got its lease on the Central Pa- 
cific approved. In the taking over of the El Paso road, the 
Southern Pacific courted its home folks to such good purpose 
that Senator Ashurst felt constrained to appear as a voluntary 
Witness before the Commission to advocate that consolidation. 
Usually, senators think it more profitable, politically, to appear 
in opposition to than in favor of anything a railroad wants. 
But a politician is a politician always, and his first duty is to 
be on the side where the votes may be expected. The Southern 
Pacific, in the El Paso case, got its home folks on its side and, 
therefore, that was the side on which a wise senator would 
range himself. 





Judicial Calm, Perhaps.—At no time in its history has the 
Commission been forced to consider a case requiring judicial 
calmness to such an extent, it is believed, as in the lake cargo 
coal case, And yet its members know that, no matter what 
their decision, there is hardly one chance in a hundred that it 
will dispose of the matter. If they find that the southern lines 
have justified their proposal, the Wheeling & Lake Erie is 
Practically committed to the making of lower rates from its 
Mines. If they find the southern lines have not justified their 
Proposal, they know that an appeal to the courts is probable. 
If they find that the southern lines have not justified their 
Schedules because of undue prejudice arising from situations 
at Toledo and in the haul from Columbus to Sandusky, they 
know the Hocking Valley and the Chesapeake & Ohio are 
Practically committed to the filing of tariffs offering to carry 
lake cargo coal over their own route on the ground that they 
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do not serve the northtern mines and, therefore, cannot be 
found guilty of undue prejudice. And all the time they are 
arguing among themselves they can hear the cries of “lynch 
him” and “scalp him” that are being uttered by the senators 
who have made it their business to take over the legislative 
power to make rates without so. much as “by your leave” ad- 
dressed to the other part of the legislative branch of the gov- 
ernment, the House of Representatives. Senator Neeley, of 
West Virginia, a member of the bar, presumably knows that the 
loser of a lawsuit is entitled to adjourn to the corner grocery 
to “cuss out the court” for half an hour or so. That privilege, 
however, has not been supposed to cover propositions to lynch 
judges. His thought on the subject of cases lost by West Vir- 
ginia interests is expressed by Senator Neeley in one sentence 
in a colloquy with Senator Reed, of Pennsylvania, the latter 
being the man whose loose tongue started the business, which, 
if not stopped, will do immense damage to railroads and ship- 
pers. “I should like to abolish the Interstate Commerce Com- 
mission before breakfast, forget a majority of them before dinner, 
and celebrate the emancipation of the West Virginia coal industry 
from the Commission’s tyranny before supper,” is what Neeley 
wishes. The fashion set by the Pennsylvanians and West Virgini- 
ans would warrant Senators Ransdell and Broussard, of Louisiana, 
it is believed, in raising an insurrection because the Commission 
clapped a minimum rate order on salt from Louisiana to Chi- 
cago, thereby exercising a “tyranny.” Or the one senator from 


‘ Illinois could start on the warpath because it raised rates on 


Illinois coal to the near northwest some time ago. Every sen- 
ator, if he will but consult his constituents or their traffic man- 
agers, will find excuse for abolishing the Commission, even if 
he would hesitate to propose elimination of the commerce clause 
from the Constitution. The few words of that clause are the 
foundation on which all the trouble has been built. Take them 
out of the fundamental law and every state will be free to nake 
rates it deems suitable. Texas could build a protective wall 
of rates around itself more efficient than was the one that reared 
its parapets over the yellow floods of Louisiana before the 
Shreveport case was decided. New York could shut out New 
Jersey, as it tried to do in the days of the Confederation and 
those of early steamboating. As a matter of fact, the Com- 
mission has done so many things to which somebody could ob- 
ject by seceding from the Union that Balkanization of an area 
would cease to be a term of reproach. Americanization would 
then become the proper word to use. 





Another Whack at Anti-Trust Laws—dAnother bit of evi- 
dence tending to show in how low esteem men of today hold 
ideas that, in 1890, were deemed salvation essentials, is fur- 
nished, it is believed, by the fact that a committee of nine 
representing the government, the American Petroleum Institute 
and the American Bar Association, appointed at the instigation 
of Secretary Work, of the Department of the Interior, has 
recommended that both state and national anti-trust laws be 
suspended, if and when there is overproduction or threat of 
overproduction of petroleum. They think the Federal Oil Con- 
servation Board should be authorized to suspend the federal 
laws. As the laws now stand, the owners of oil wells and prop- 
erty on which other wells might be drilled may not enter into 
an agreement to curtail production when there is overproduc- 
tion, except at the risk of going to jail for violation of the 
anti-trust law. Oil, like wild animals, belongs to the man who 
reduces it to possession. It migrates. Therefore, when oil is 
found in a new region every land owner in that region must get 
down a well or wells as fast as drills can be rushed, or lose 
the oil he would otherwise recover from holes in his land. The 
committee found little waste of oil after it had been brought 
to the surface. It found a serious waste resulting from over- 
production. Too much crude encourages its use for burning 
under boilers without any of the higher products being taken 
out. It induces men to skim the gasoline off the top, when 
any attempt at all is made to recover any of the higher com- 
ponents of crude, and the dumping into fuel oil of fractions 
that could be cracked so as to release more motor fuel. The 
public gets some reduction in the price of what it buys at such 
times, but not enough to pay for the waste represented in the 
dumping into fuel oil of millions of barrels of fractions that 
could be put to better use if the price of gasoline were high 
enough to pay for the employment of cracking processes. If 
the anti-trust laws could be lifted the owners of lands and wells 
could keep the crude owned by them in the ground. Thereby 
the country would be assured of use that would not be wasteful. 
How long nature’s stored up supply of crude in the United 
States will last has been a subject of endless debate ever since 
the Drake well was pushed into the oil sands in 1859. Prac- 
tically everybody, however, is willing to admit that, whatever 
the fact may be, the uncertainty as to how long the supply 
will last is reason for using every possible measure for con- 
servation. 





Ohio-born Men as Candidates for President—Men on the 
side line in the campaign for the presidential nomination, re- 
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membering that leading candidates before the meeting of the 
conventions, in recent years, have seldom been nominated, would 
not be surprised were Vice-President Dawes to become the can- 
didate of his party and Senator Reed, of Missouri, the champion 
of his party. They have one of the qualifications that have 
helped candidates, off and on, for the last sixty years. They 
were born in Ohio, Dawes in Marietta, the city founded by 
Israel Putnam and other officers of the revolutionary army, and 
Reed near Mansfield, a city where the currents of immigration 
from New England and Virginia met but where both were over- 
whelmed by the current from Nordic Europe, A campaign led 
by those men would waken the dead. About the only real 
difference between them would be that growing out of the tariff 
question. However, that would not keep them from making the 
campaign stridently vociferous. Dawes gave direction to the 
campaign in 1924 by pointing out that the real danger to 
American institutions arose from the European ideas of the late 
Senator La Follette. Reed, willy nilly, by the exigencies of 
politics, has had to consort with the La Follette brand of sen- 
ators who are now led, if at all, by Senator Norris, of Nebraska, 
another Ohio-born man, from a little northwest of Mansfield. 
Dawes probably would not hesitate to attack Reed on that 
ground, but no one who knows Reed would think of tendéring 
him sympathy on that account. He would counter hard on 
Dawes. Those who know him do not think of his having any 
feeling of affection for the La Follette-Norris brand of political 
salvation, even if the way of politics requires him often to 
vote in harmony with the Republicans who seldom support a 
Republican president and who did not endear themselves to 
Wilson when he was in office. They seem congenitally unable 
to become working units in a national organization.—A. E. H. 


MISSOURI RIVER PROJECT 


The Traffic World Washington Bureau 


Arguments in favor of improvement of the Missouri River 
to permit establishment of barge line transportation thereon 
were made before the House committee on appropriations in the 
hearings on the War Department appropriation bill by C. E. 
Childe, of the Chamber of Commerce of Omaha; Joseph H. 
Tedrow, of the Kansas City Chamber of Commerce; W. H. Fitz- 
patrick, transportation commissioner of the Chamber of Com- 
merce of St. Joseph, Mo.; A. J. Weaver, president of the Missouri 
River Navigation Association; George C. Call, chairman of the 
Greater Sioux City Committee, and Senator Reed, of Missouri. 
The testimony, heard in executive session, has been published 
in the hearings of the committee. 

“I want to impress upon you gentlemen,” said Mr. Childe, 
“my own opinion that I have formed in my study of the trans- 
portation possibilities of the Missouri River, that this Missouri 
River project we are discussing here now is not really a local 
river project, but it is, in my opinion, the outstanding possi- 
bility for practical relief to our agricultural section of the coun- 
try that presents itself today. 

“The engineers’ estimate for the completion of the improve- 
ment of the Missouri River from Kansas City to Sioux City was 
$46,000,000, which may seem like a large sum for a river project. 
But, from my study of the benefits which will certainly flow 
from the opening of that river for navigation, I want to give you 
my deliberate opinion that the return on the investment in the 
way of a public saving will amount to more than 100 per cent 
annually, If it is true that my estimates are correct, or any- 
where near correct, then it seems to me it is extremely unjust 
and uneconomical to consider the completion of this river im- 
provement in a period of 15 or 20 years, when, as you gentle- 
men know, the disastrous conditions out there in both agricul- 
ture and industry are something immediate and present. 

“You gentlemen all know that the middle western section 
of the country is depressed. Here is a practical measure of 
relief which means, in my opinion, a saving in the upper river 
se alone exceeding $60,000,000 a year, in the way of a public 

enefit. 

“If it is anything like that much, why hesitate about an 
expenditure of any sum up to the $46,000,000 estimated, and 
why not give us the benefits of this navigation? 

“In studying the possibilities of this particular project, a 
committee of traffic men, of which I was a member, made a very 
exhaustive survey of the actual movement of freight by rail 
in and out of that territory.” 

Mr. Childe said the actual movement of grain from the terri- 
tory immediately tributary to the Missouri River above Kansas 
City amounted to in excess of 16,000,000 tons a year, explaining 
that he put the amount in tons rather than bushels because 
perhaps it was easier to figure it that way. 

Taking the movement of grain alone, continued Mr. Childe, 
the savings that would be afforded by river transportation as 
compared with the existing rail rates, would average more than 
5 cents a bushel, or more than $1.60 a ton. On grain actually 
moving now from the territory, the savings would be in excess 
of $30,000,000 a year, assuming that it was all benefited by the 
opening of the Missouri River, according to Mr. Childe. 

“It is a fact, however, and I think you all realize it,” said he, 
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“that the price of grain, whether it moves out of the territory 9, 
not, or wherever it moves, is governed primarily by the Price 
at the markets. The markets are all located on the Misgoyy; 
River out in our territory, and, therefore, the market price being 
advanced by lower transportation charges from the market to 
the consuming territory in the east and south, would raise the 
price of all grain, and if, as is a fact, you will base these prog. 
pective savings on the total grain production, the saving at the 
rate of 5 cents a bushel on the average would exceed $60,000,009 
annually, in the territory I have outlined.” 

Mr. Childe said the authorized projects in the Mississippj 
system would include an all-water route to Chicago through the 
Illinois River. 

“That gives us direct access by water to Chicago and gt. 
Louis and to the Ohio River markets as far as Pittsburgh ang 
on the Mississippi as far as New Orleans,” said he. 

“The rail rates today to the entire south and east, which 
consume the bulk of our coarse grains, St. Louis, Memphis, 
Louisville, etc., base on those market points, so any reduction 
in rates from Omaha or Sioux City, or other Missouri River 
markets, to St, Louis, Memphis, Louisville, etc., reduces the rate 
to the consuming point in the south exactly as much as jt 
reduces the rate to the river markets. So we know, without 
any doubt, that reducing the cost of transportation from Mig. 
souri River markets to the big distributing markets east and 
south of us, will directly affect the price of grain to the extent 
of the reduction in the rate to those markets.” 

Mr. Childe submitted a statement of revenues, expenses, 
investment and net income on a fleet required for operation of 
10 six-barge tows on the Missouri River between Omaha and 
St. Louis, in grain and coal service, distance 677 miles. The 
estimate for the cost of the equipment was $3,000,000. Revenue 
was estimated at $1,459,200, based on 480,000 tons of grain down. 
stream at $1.35 (rate, 2 mills per ton-mile) and 480,000 tons of 
coal upstream at $1.69. Expenses were estimated at $699,000, 
Net operating revenue was estimated at $760,200. Net revenue, 
arrived at by deducting 3 per cent depreciation on $3,000,000 
from the net operating revenue, was stated as $670,000, ora 
return of 22.3 per cent on the investment. Similar figures were 
submitted with respect to revenues and expenses on movement 
of grain downstream and miscellaneous freight upstream. 

In the figure of $699,000 for expenses the following items 
were included: Operating expenses of 10 towboats at $48,000 
a year, $480,000; maintenance terminals, coal, at 5 cents a ton, 
$24,000; terminal operation, coal, 25 cents a ton, $120,000; and 
general expenses, $75,000. 


Mr. Childe said the estimates were figured on the basis of 
actual costs of river transportation under conditions such as 
would prevail on the Missouri River—that figures as to costs of 
barge-line operations were obtained from the Inland Waterways 
Corporation and from operators of fleets on the Ohio and Missis- 
sippi, such as the big steel companies. 


NEELY SCORES COMMISSION 


The Trafic World Washington Bureau 


“We have been getting things ‘in the neck’ ever since the 
senator from Pennsylvania began to threaten to have the Inter- 
state Commerce Commission abolished if they did not give your 
state a monopoly on the soft-coal business of the United States; 
and a majority of the Commission have magnanimously and 
magnificently responded to your threat,” said Senator Neely, of 
West Virginia, to Senator Reed, of Pennsylvania, in debate in 
the Senate. 

“West Virginians hoped and thought for a long time that 
the Commission had enough backbone and enough respect for 
their oath of office to act in conformity with the law of the 
land, and to ignore the threats made against them by the sen 
ator from Pennsylvania in his speech at Uniontown, in the 
White Swan Hotel, two years ago. That speech was to the 
effect that Pennsylvania intended to exert enough pressure to 
obtain just what she wanted from the Commission. We als0 
hoped that the Commission would resist the threat made by the 
senator from Pennsylvania in another speech to the effect that 
if he had the power he would abolish the Federal Trade Commis- 
sion in the morning, the Interstate Commerce Commission at 
noon, and the Tariff Commission at night. 


“I now share the senator’s desire for abolition, but wish for 
earlier action. I should like to abolish the Interstate Commerce 
Commission before breakfast, forget a majority of them before 
dinner, and celebrate the emancipation of the West Virginia coal 
industry from the Commission’s tyranny before supper, 

* “We have learned a valuable lesson from the senator from 
Pennsylvania. Henceforth, we shall not defend the Interstate 
Commerce -Commission when the senator from Pennsylvania 
tries to abolish it. And if the Commission should ever happet 
to do justice to any state other than Pennsylvania in deciding 
the lake cargo case, the senator from Pennsylvania will, of 
course, instantly go on the warpath against the Commission. 
When he next renews his attack, we shall join him with ‘horse, 
foot and dragoons.’ ” 
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Decisions of Interstate Commerce Commission 
SD 


SLAG SCALE PRESCRIBED 


In a report on No. 15216, John M. Buckland, trading as Na- 
tional Slag Company vs. Boston & Albany et al., mimeographed, 
written by Commissioner Esch, the Commission, by division 2, 
has found unreasonable the rates on slag, from Bethlehem and 
Hokendauqua, Pa., to destinations in New Jersey, New York, 
and New England. The Commission gave the carriers 90 days 
from the date of the service of the report to establish new 
rates in accordance with two scales set forth in the report, sub- 
ject to conditions and modifications contained in the findings. 

The National Crushed Stone Association intervened in be- 
half of its members to point out, among other things, that 
crushed stone cost about 95 cents a ton to produce, while the 
broken up by-product of the blast furnaces cost about 85 cents. 
The association urged, Mr. Esch said, that slag should not be 
given any advantage in rates over crushed stone. No evidence, he 
said, was introduced by the association concerning the propriety 
of the present rates on either commodity. Under the issues be- 
fore the Commission, the report said, it could only determine the 
reasonableness of the rates on slag. Mr. Esch added that the 
parties to the case seemed to be practically agreed that slag 
and crushed stone should take the same rates. Rates are stated 
in cents per net ton. 

The report went over the subject of rates on road-building 
material and related rates throughout the country and then said: 


We find that the rates assailed are, and for the future will be, 
unreasonable to the extent that they exceed or may exceed the 
rates shown below under scale A to points in New Jersey and New 
York and under scale B to points in New England, subject to the 
addition of 20 cents per ton to the rates under scale A for move- 
ments over two or more line-haul carriers to points in New Jersey 
and New York, also subject to the addition of 70 cents per ton 
to the rates under either scale for hauls involving carfloat or light- 
erage service in the New York harbor district on traffic to points in 
New York or New England, respectively, and subject to the other 
conditions set out after the scales: 





Scale A Scale B 
Distance Cents Cents 
Rie Se ee Io ooo ck ssid eidine onesies cccuneewese~ 60 
25 miles and over 15 70 
40 miles and over 80 
60 miles and over 90 
80 miles and over 100 
100 miles and over 110 
125 miles and over 120 150 
Rae TON SE. WO Be o:6.6:0.6-:0:0 6 8:6.g tO Re eS bee seelee 130 160 
De) MEO QM UO Bt so. 6c -0inisisic 0b 0 vreicicesioewebeneeeie 140 175 
oe EE ee re ree rere 150 185 
eB ener 160 200 
Bee SO: GN OE BI e 5.5. 05500 cc einy ese eweeriennsewwes 170 210 
Br TN SN BI os 0 0.0 asso: 050:610 01s arene ein aiones 180 225 
BOP SUNN SE SIGE BO veces ccessinicacinwsweoeumeinem wees 190 235 
Bae TIO Die CO He soa. 5 eoesitin ese ewcwakwwnes.sloweace 200 250 


Distances shall be computed over the routes composed of not 
more than three line-haul carriers, via existing connections for thé 
interchange of carload traffic, which will result in the lowest rates, 
taking into consideration the joint-line differential and the arbitrary 
for float service. For example, where the two or three-line distance 
to a point in Connecticut via Maybrook, N. Y., would make a lower 
rate than that for the distance via New York harbor plus the arbitrary 
for float service, the rate shall be based on the Maybrook route and 
applied over all authorized routes. The lines which deliver the traffic 
to other carriers at Bethlehem or Hokendauqua shall not be con- 
sidered line-haul carriers. In computing the rates for rauls involving 
car-float or lighterage service in New York harbor, only the actual 
rail distance shall be used, the 70-cent arbitrary being intended to 
cover the entire water service. Complainant suggests certain group- 
ings of these and other origin points not covered by this complaint. 
We are of the opinion that grouping of the origin points might be 
desirable, especially on the long-haul traffic, if the carriers and in- 
terested shippers can agree upon such a plan. Rates based upon 
the foregoing scales and the average or representative distances 


from agreed groups will therefore be considered a substantial com-' 


pliance with our findings. In order to allow some latitude in the mat- 
ter, no order will be issued at this time, but if rates in accordance 
herewith are not established within 90 days from the service of our 
report, upon request we will consider the entry of an appropriate 


order. 
PETROLEUM PRODUCTS RATES 


In a report on No. 17977, Great Southern Refining Company 
Vs. Akron, Canton & Youngstown et al., mimeographed, the 
Commission, by division 3, has found unreasonable the rates on 
crude, fuel, gas and refined oils, carloads, *-om Pryse, Ky., to 
destinations in central territory, and prescribed new ones to be 
made effective not later than April 13. A like finding and order 
have been made as to rates on petroleum coke, carloads, from 
the same point of origin to the same destinations. 

The territory of destination is bounded as follows: on the 
north by the line of the Pere Marquette, from Port Huron, 
Mich., through Saginaw, Mich., to Howard City, Mich., thence 
the line of the Grand Trunk to Muskegon, Mich.; on the west 
by the east bank of Lake Michigan to St. Joseph, Mich., thence 
_ line of the Michigan Central to South Bend, Ind., thence the 
_ of the Pennsylvania through Plymouth, Logansport, Frank- 
ort, Lebanon, and Indianapolis to Columbus, Ind.; on the south 


by the line of the Big Four to Cincinnati, Ohio, thence Ohio 
River to Wheeling, W. Va., including the lines of the Baltimore 
& Ohio and the Chesapeake & Ohio which run through West 
Virginia parallel to the Ohio River; and on the east by the line 
of the Baltimore & Ohio to Pittsburgh, Pa., thence the line of 
the Pennsylvania to Mosgrove, Pa., thence roughly following 
the line of the Pennsylvania and the Erie through Foxburg, 
Franklin and Tionesta, Pa., Salamanca, Dayton, Hamburg, and 
East Buffalo, N. Y., to the Canadian border. 

The complaint alleged that the rates were unduly prefer- 
ential of the complainant’s competitors at various points in 
West Virginia, Kentucky, Ohio, Illinois, Arkansas, Texas, Louis- 
iana and Oklahoma. Pryse is a local station on the Louisville 
& Nashville, 129 miles from Cincinnati, through which point 
practically all the complainant’s shipments, said the report, 
moved to the territory of destination inyolved in the case. 

In disposing of the case the Commission said it found rates 
on petroleum and its products from Pryse to Pittsburgh and 
Buffalo were not unreasonable; that the rates to destinations 
in Ohio and Michigan were and for the future would be unrea- 
sonable to the extent that they exceeded, or might exceed the 
rates (hereinafter set forth) proposed by the Louisville & Nash- 
ville, Baltimore & Ohio and the Big Four; and that the rates to 
destinations in Indiana were and for the future would be un- 
reasonable to the extent that they exceeded or might exceed 
28 cents to Muncie and Indianapolis, 29 cents to Fort Wayne 
and Logansport, and 30.5 cents to South Bend. Rates to other 
destinations in Indiana, the report said, should be established 
in harmony, distance considered, with the specific rates herein 
prescribed. 

These findings, the Commission said, were without preju- 
dice to any different ones that might be reached as a result of 
No. 17000, part 4, petroleum and petroleum products. 

As to the rates on petroleum coke, the Commission found 
that they were and for the future would be unreasonable to the 
extent that they exceeded or might exceed rates of $5 per net 
ton to Buffalo and New York; $4.50 to Youngstown, O., Pitts- 
burgh, Pa., and Lansing, Mich.; $4.40 to Kalamazoo, Detroit and 
Jackson, Mich., Canton, Cleveland and Akron, O., and South 
Bend, Ind.; $4.30 to Toledo and Sandusky, O., and Logansport, 
Ind.; $4.20 to Fort Wayne, Ind., and Parkersburg, W. Va.; and 
$4.10 to Indianapolis, Ind. The Commission said rates on coke 
to other destinations in the territory under consideration should 
be readjusted in conformity with these specific rates. 

The rates on oils prescribed, those proposed by the L. & 
N., B. & O., and Big Four, are as shown in the following tabu- 
lation: 

RATES FROM PRYSE TO 





Pres- Pro- Pres- Pro- 

ent posed ent posed 
po a . 29 26. MG WREIE. Oe. 56:00:00 30.5 28.5 
ee 30 27 Mansheld, O,. ...vcces 30.5 30 
eee 30 28 Zanesville, O. ....... 30.5 29.5 
eS Re re 30.5 29 Ashtabula, O. ....00- 32.5 32 
TIME, OR vicesivnisws 30.5 29.5 os Sore 30.5 29 
Montpelier, O. ...02-. 35 30.5 Lisigeic, CO, crccccesive 30.5 29 
Alvordton, ©. ccccres $2.5 30.5 Leipsic Jct., O. ...... 30.5 29 
Springfield, O. ....... 9.5 27 Continental, O. ...2.. 30.5 29 
Washington C. H., 0.29.5 27 Bucyrus, O. 2.2.60 se 30.5 29 
Bellefontaine, O. ....30 28 Cy Nl: rn 30.5 29 
i See 30.5 28.5 Jackson, Mich. 5 31.5 
Chifiteotne, O. 060. 30 28 Lansing, Mich 32 
Commu, ©. ..c..s«- 30.5 28 Adrian, Mich. 32.5 31.5 
POTION, Ce. isccsc:000000 30.5 28.5 Ann Arbor, Mich. ....32.5 31.5 
Li Ss Sere 30.5 29.5 Detroit, Mich. ....... 32.5 31.5 
Se a 30.5 28 Pontine,. MICK. . 2.00: 32.5 32 
MINORS, CO. 62006000000 30.5 29 Flint, Mich. ...ccccccdd 33.5 





COAL TO NORTH DAKOTA 


The Commission, by division 3, has dismissed No. 16827, 
Commercial Club of Fargo, N. D., et al. vs. Great Northern et al.; 
No. 16956, Grand Forks Commercial Club vs. Same, and a sub- 
number of the latter, Chamber of Commerce of Jamestown, 
N. D., et al. vs. Chicago, Milwaukee & St. Paul et al. (mimeo- 
graphed), on two findings. The first is that the rates on 
bituminous lump and fine coal from Duluth, Minn., and other 
head-of-the-lakes ports to Fargo, and, over interstate routes, to 
Moorhead, Minn., are not unreasonable. The second is that 
rates on bituminous fine coal from Duluth and other head-of-the- 
lakes ports to Grand Forks, Valley City and Jamestown, N. D., 
are. nat unreasonable, unjustly discriminatory or unduly preju- 
dicial. 

Rates involved, the report said, were based on the scale 
prescribed in Holmes & Hallowell Co. vs. Great Northern, 60 
I. C. C. 687, and 69 I. C. C. 11. No distinction was made in that 
case based on the size of the coal. The rates on lump coal 
were assailed only as applied to Fargo and over interstate routes 
to Moorhead under section 1. The rates on fine coal were also 
attacked, only under section 1, as applied to Fargo and over 
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interstate routes to Moorhead, but as applied to Grand Forks, 
Jamestown and Valley City, they were assailed under the first 
three sections of the interstate commerce act, 

In the title case the attack was upon the findings in the 
Holmes & Hallowell case and upon the gradation of the scale. 
After reviewing the facts in that case the Commission said it 
was obvious that the increase in the Fargo rate which resulted 
from the application of the Holmes & Hallowell scale was at- 
tributable wholly to the depression formerly existing in the 
Fargo rate. 

As to the fine coal adjustment, the Commission said that 
although the rates on fine coal from many mines in various 
sections of the country were lower than those on prepared sizes, 
the exceptions were many. Distinctions made by the Commis- 
sion in rates based on differences in the sizes of the lumps of 
coal, the report indicated, were based upon particular situations 
where separate rates on coal of different sizes or grades had 
been maintained by the carriers, and where undue prejudice or 
marked inequalities in the adjustments would otherwise have 
resulted. 


ICE CREAM CONE RATES 

The Commission, by division 2, in a report written by Chair- 
man Campbell, has dismissed No. 17331, Pacific Coast Cone Co. 
et al. vs. Santa Fe et al. (mimeographed), finding the rates and 
ratings on ice cream cones, carloads and less than carloads, 
from Portland, Ore., to destinations in Washington, Idaho, Mon- 
tana and other coast and mountain states not unreasonable or 
otherwise unlawful. The complaint alleged the rates were un- 
just and unreasonable and unduly preferential of competitors 
at St. Louis, Mo., Los:Angeles, Calif., and other points, and of 
cakes and crackers, in violation of the first and third sections 
of the interstate commerce act. The report said that the com- 
plainants’ evidence, from a rate point of view, was based prin- 
cipally on a contention that the existence of commodity rates 
from St. Louis, while class rates generally applied from Portland, 
was unlawful. The Commission said that such a contention 


failed to give due regard to the level of the rates measured by 
the customary standards. 


COTTON BALE TIE RATES 


The Commission, by division 3, has dismissed No. 18957, 
Muscle Shoals Traffic Bureau vs. Alabama Central et al. (mimeo- 
graphed), finding rates on less-than-carload shipments of cotton 
bale ties, buckles, cotton bale covering, and old torn bags, from 


points in the southeast, to Tuscumbia and Sheffield, Ala., not 
unreasonable. 


SAND RATES UNREASONABLE 


The Commission, by division 3, in No. 19080, North Shore 
Material Co, et al. vs. Chicago, Milwaukee & St. Paul et al. 
(mimeographed), has found unreasonable the rates on sand, 
from Riton, Wis., to destinations in Illinois served by the Chi- 
cago, North Shore & Milwaukee, on and after September 10, 
1925, and awarded reparation, to the basis of rates in effect 
prior to August 10, 1925, when the combinations charged on 
these shipments were subject to the rule for making rates by 
combination so that only one increase in the separately estab- 
lished components would be applied. 

These shipments, the Commission said, moved in an interim 
of high rates, from August 10, 1925, to March 20, 1927. The 
Commfssion said that, “while under Anadarko Cotton Oil Co. 
vs. A. T. & S. F., 20 I. C. C. 48, we are loth to find these rates 
unreasonable to the extent they exceeded those subsequently 
established by the carriers, we are of opinion, and therefore 
find, that the rates charged on these shipments were unjust and 
unreasonable in and to the extent that they exceeded those in 
effect prior to August 10, 1925, when the combination rule was 
in effect.” The complainants began making the shipments in- 
volved a month after the combination rule was canceled. 


FUEL OIL RATES LINED UP 

The Commission, by division 1, in No. 18171, Old Dominion 
Glass Corporation vs. Pennsylvania et al., mimeographed, has 
found unreasonable a rate of 25 cents, on fuel oil, from Balti- 
more (Canton), Md., to Alexandria, Va., applicable via the Penn- 
sylvania at its connections, to the extent it exceeds or may 
exceed a rate 14.5 cents. The lower rate is to be established 
not later than April 4. The Pennsylvania, however, will not 
lose anything by reason of the order. It charged 14.5 cents on 
shipments, being under the impression that that was the rate. 
The Commission, however, dug into the tariffs and came to 
the conclusion that a rate of 25 cents was applicable. The con- 
temporaneous class rate was only 15.5 cents. The Commission 
gravely observed that a commodity rate in excess of the class 
rate was an abnormality, which, on its face, required special 
justification. It also observed that the record in the instant 
case did not attempt a justification “possibly for the reason 
that the carriers collected charges at the rate of 14.5 cents 
which they believed applicable.” 


A 14.5 cent rate applicable over the Baltimore & Ohio and 
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its connections was found not unreasonable or otherwise up. 
lawful. The complainant pointed out that a commodity rate of 
10 cents applied from Baltimore to Washington and points 
around that city in Maryland and Virginia and that the fifth 
class differential, Alexandria over Washington, was only one 
cent so that at the outside the rate to Alexandria should not 
be more than 11 cents. The complainant also alleged that the 
14.5 cent rate was in violation of the aggregate of intermediates 
composed of the rate to Washington, a per car switching charge 
of $5.40 and a rate of 63 cents per ton, which the complainant 
alleged was absorbable under an absorption tariff. The Com. 
mission said it was a line-haul charge and could not lawfully 
be absorbed. 

The Pennsylvania has been authorized to waive the under. 
charges due under the 25 cent rate, the applicable rate, which 
was found unreasonable. 


SPELTER RATE AND REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 19228, Federated Metals Corporation ys, 
Western Maryland et al., mimeographed, as to the applicable 
sixth class rate of 22.5 cents on spelter, carloads, from Trenton, 
N. J., to Port Covington (Baltimore), Md. The Commission, by 
division 3, found it unreasonable to the extent it exceeded 135 
cents applicable over routes giving delivery by carriers other 
than the Western Maryland. Since January 30, 1926, the rate of 
13.5 cents has been applicable on Western Maryland deliveries, 


SCRAP STEEL RATE APPLICABLE 

The Commission, by division 3, in No. 18356, Ship Supply 
Company vs. L. & N. et al., mimeographed, has found inapplicable 
the rate charged on a shipment of scrap iron and steel, made in 
1923, from Algiers, La., to Franklin, Pa. The material shipped 
was used steel railway rails, which the Southern Pacific had 
sold to the complainants as scrap steel rail. It was so cut up 
that it could not be used as relaying rail. An inspector of the 
Southern Weighing & Inspection Bureau, who admitted, accord- 
ing to the report, that he was not familiar with tariffs, raised 
the billing to second-hand rails. He depended, the report said, 
upon the definition of scrap in the Official Classification for 
what he did. The Commission said that depending upon the 
classification definition for the rating to be placed upon the 
rails nullified an exception carried in Emerson’s I. C. C. No. 68. 
After reviewing the testimony the Commission said it would be 
difficult to produce more conclusive evidence that the lading 
was scrap material. It found that the shipment was scrap 
steel on which the applicable rate was 33.5 cents. It said the 
overcharges should be promptly refunded. 


LOG RATES PRESCRIBED 


The Commission, by division 2, in No. 17868, G. Elias & 
Brother vs. Pennsylvania et al. (mimeographed), has found un- 
reasonable the rates on logs from Westfield, Carlton, Johnstown, 
Dubois and other points in Pennsylvania to Buffalo, N. Y., to 
the extent they exceed or may exceed 65 per cent of sixth class, 
minimum 40,000 pounds. The rates were alleged to be unduly 
preferential of competitors of the complainant in Illinois, Indi- 
ana, Ohio, western Pennsylvania, New York and Michigan. The 
Commission said that an allegation of unjust discrimination was 
withdrawn at the hearing and that the evidence did not warrant 
a finding of undue prejudice. The rates on the new basis are 
to be made effective not later than March 28. 


PAVING BRICK RATES 


The Commission, by division 2, has dismissed No. 17452, 
Southern Clay Manufacturing Co. vs. Alabama Great Southern 
et al. (mimeographed), finding not unreasonable the rates on 
paving brick, from Coaldale and Graves Mines, Ala., to destina- 
tions in Mississippi and points in Louisiana east of the Mis- 
sissippi River. The complaint alleged they were violative of 
the first three sections of the interstate commerce act, but the 
Commission could find them neither unreasonable nor otherwise 
unlawful. 


- COAL AND CLAY RATES 


The Commission, by division 3, in No. 18065, Quinton 
Smelter Co. vs. Fort Smith & Western et al. (mimeographed), 
has found unreasonable the rates on slack coal from Spadra and 
North Spadra, Ark., to Quinton, Okla., to the extent they ex- 
ceeded or may exceed $1.80 per net ton and awarded reparation 
to that basis. That rate is to be established not later than 
April 4. 

In the same case the Commission has found unreasonable 
the rates on crude or mine run fire clay, carloads, from St. Louis, 
Mo., to Quinton, Okla., ordered one of 13.5 cents per 100 pounds, 
80,000 pounds minimum, not later than April 4, and awarded 
reparation. Reparation, however, is to be made to the basis 
of a rate of 15.5 cents, the 13.5-cent rate being prescribed for 
the future, but not for the purpose of reparation. A rate of 13.5 
cents and reparation to that basis were sought. That would 
have ben reparation to the basis of the rate prescribed on fire 
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clay in Memphis-Southwestern Investigation, 77 I. C. C. 473. In 
Athletic Mining & Smelting Co. vs. F. S. & W., 112 I, C. C. 497, 
the Commission said it dealt with rates and reparation on fire 
clay moving from St. Louis to South Fort Smith and Van Buren, 
Ark., before the decision in the Memphis-Southwestern Inves- 
tigation. It found them unreasonable to the extent they ex- 
ceeded 16 cents over the Fort Smith & Western, and, on other 
shipments, 14 cents for single-line and 14.5 cents for joint-line 
hauls. 


MALT SYRUP AND HOPS RATES 


The Commission, by division 2, has dismissed No. 18755, 
Burger Brothers Co. vs. Akron & Barberton Belt et al. (mimeo- 
graphed), finding not unreasonable the fourth class rates on 
malt syrup, packed in composite cartons, with hops or gelatin, 
carloads, from Cincinnati, O., to destinations in Official Classifi- 
cation territory. The complainant asked for fifth class and 
contended that, in any event a maximum reasonable basis should 
not exceed 110 per cent of fifth class. The package, consisting 
of a can of malt syrup and a bag of hops, shipping of gelatin 
having been discontinued, is rated fourth class as a beverage 
preparation. The defendants contended that the fifth class 
rating accorded to malt syrup, molasses, preserves, and fruits 
and vegetables, in cans, was a preferential rating not only 
because those commodities were food products but because they 
moved in enormous quantities. Complainant, the report said, 
contended for treatment of its composite package, 95 per cent 
of the weight of which was malt syrup, as a food product. 
However, said the Commission, the other five per cent, hops 
in a bag, made the character of the package obvious, as being 
other than a food product as it usually employed the term. It 
pointed out that in Coca Cola Co. vs. B. & O., 92 I. C, C. 340, it 
declined to grant fifth class rating on that beverage syrup. 





WOODEN BOX MATERIAL RATE 


The Commission, by division, 2, has dismissed No. 19027, 
Liberty Glass Co. et al. vs. Louisiana & Arkansas et al. (mimeo- 
graphed), finding the rate charged on various shipments of 
wooden box and crate material, in carloads, from Stamps, Ark., 
to Poteau, Okla., in 1924 and 1925, not unreasonable. 


COAL SCREEN DESCRIPTIONS 


The Commission, by division 4, in a report written by Com- 
missioner Woodlock, in I. and S. No. 2982, soft coal from Illinois 
mines to Kansas and Missouri points (mimeographed), has 
found not justified proposed changes in coal mine screen descrip- 
tions governing rates on small size coal from mines in Illinois on 
the Chicago & Alton and the Wabash to destinations in Kansas 
and Missouri. It has ordered the schedules canceled and discon- 
tinued the proceeding. Coal interests in the west and southwest 
protested, as did also a number of the carriers. The latter 
were made parties to the proposed schedules under general 
concurrences, but, according to the report, without consultation 
as to the specific changes proposed. 

The principal purpose for the proposed changes was stated 
by the respondents to be to put Springfield, Ill., coal on a proper 
competitive basis with coal produced.in Kansas. They further 
said, according to the report, that the proposed changes were 
intended merely to provide for the use of the same descriptions 
of screen in separating the fine from the medium size coal from 
the Springfield district that were used for the same purpose in 
Kansas, Respondents conceded, said Mr. Woodlock, that the 
proposed descriptions went a little farther than was necessary 
to accomplish this result. They said they were willing to mod- 
ify the descriptions so as to have them conform with descrip- 
tions in connection with Kansas coal. The schedules, the re- 
port said, provided rates which would be in contravention of 
the long-and-short-haul part of the fourth section. 

The question of screen descriptions, Mr. Woodlock said, 
was pending in No. 17330, Illinois Coal Traffic Bureau vs. A. 
V. I. Ry. Co. et al. 

“We are of opinion,” says the report, “that respondents’ 
action, in proposing the changes here considered when the par- 
ticular tariff provisions are in issue in a proceeding of broad 
scope and upon a comprehensive record is ill-timed, and that no 
compelling necessity has been shown for passing upon the 
merits of this individual controversy when we shall shortly deal 
with the situation as a whole.” 


SWITCHING CHARGE JUSTIFIED 


The Commission, by division 3, in I. and S. 2969, switching 
charges at Kansas City, Mo.-Kan., has found justified an in- 
creased intermediate switching charge of the Kansas City South- 
ern on specified carload traffic at Kansas City, vacated its order 
of suspension and discontinued the proceeding. The schedules, 
which were to have become effective last August, proposed to 
restrict the application of the Kansas City Southern’s charge 
of $3.60 per car for intermediate switching so as to make it 
inapplicable to movement over its lines to or from the tracks 
from the Kansas City Public Service Co. at Second and Locust 
Streets, Kansas City, Mo., and to establish a charge of $6.40 
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for such service. The schedules were suspended upon protest 
of the Missouri Pacific, 

The service company owns and operates tracks extending 
from connections with the respondent’s rails to the plant of the 
Kansas City Power and Light Company. Prior to June 21, 1927, 
the Kansas City Southern considered the power plant as an 
industry on its line, and its charges for switching freight were 
assessed on that basis. After the acquisition of the power plant 
by the Kansas City Power and Light Company, the Kansas City 
Public Service Company established a charge of $5 for cars 
switched by it to the power plant. The Missouri Pacific and 
other carriers have made provisions in their tariffs for absorp- 
tion of that charge. 

The imposition of the $5 charge grew out of the change of 
ownership of the power plant. After that change the Kansas 
City Southern concluded that the power plant was no longer 
an industry on its line and that apparently its service in placing 
cars on the tracks of the service company for delivery to the 
power plant had become such that it had become an interme- 
diate switching line in connection with that movement. 

The Commission said the record, embracing a cost study, 
was convincing that the proposed charge of $6.40 was not un- 
reasonable. It said it was significant that the Kansas City 
Southern’s present switching service on traffic to the power plant 
was the same, physically, as that performed by it for the Mis- 
souri Pacific and other carriers for a charge of $7.50, prior to 
August 20, 1927, the day on which the suspended schedule pro- 
posed that the $6.40 charge should become effective. 


MACHINERY AND PORTABLE HOUSE RATES 


The Commission, by division 4, has dismissed No. 19309, 
Prairie Pipe Line Co. vs. Missouri Pacific et al., mimeographed, 
finding rates charged on a carload of machinery and one mixed 
carload of portable houses and wood tanks, k. d., shipped from 
Tyro, Kan., to Wilson, Okla., in 1922, not unreasonable or other- 
wise unlawful. 


COAL DEMURRAGE CHARGES 
An order of dismissal has been made in No. 19386, Pleasant 
Coal Co. vs. Terminal Railroad Association of St. Louis et al., 
mimeographed, the Commission, by division 4, finding the de- 
murrage charges assessed at St. Louis, Mo., on coal, shipped 
from points in Illinois, applicable. 


DRAG LINE MACHINE RATE 


The Commission, by division 4, has dismissed No. 19432, 
Donald B. MacNeal vs. Chicago, St. Paul, Minneapolis & Omaha 
et al., mimeographed, finding the rate charged on a drag line 
machine shipped from Black River Falls, Wis., to Pullman, IIl., 
in 1926, was applicable and not unreasonable. 


TEXTILE MACHINERY RATE 


The Commission, by division 4, has dismissed No. 18947, 
Arkansas Textile Co. vs. Missouri Pacific et al., mimeographed, 
finding not unreasonable the rate charged on textile machinery, 
carloads, from Amsterdam, N. Y., to Pine Bluff, Ark. 


PIPE COIL RATINGS AND RATES 


The Commission, by division 4, has dismissed No. 19178, 
Baker Ice Machine Co., Inc., vs. Chicago & North Western et al., 
mimeographed, finding the ratings and rates on pipe coils, iron 
or steel, n. o. i. b. n., in carloads and less than carloads, in West- 
ern Classification, not unreasonable as applied to wrought iron 
pipe coils, flat or box. 


BUILDING BRICK RATE 


A finding of unreasonableness, an award of reparation, and 
an order requiring the establishment of a new rate not later 
than April 6, have been made in No. 19248, Charles H. Smithey 
vs. Carolina, Clinchfield & Ohio et al., mimeographed, as to the 
rate on building brick from Kingsport, Tenn., to Cinderella, W. 
Va. The Commission, by division 4, found the rate was and 
would be unreasonable to the extent it exceeded or might ex- 
ceed 12 cents. 


SHELLED PEANUT RATE 


The Commission, by division 4, in No. 19251, Paul F. Beich 
Company vs. Atlantic Coast Line et al., mimeographed, has 
found unreasonable the rates on shelled peanuts, in carloads, 
from Allendale, S. C., and Albany and Donaldsonville, Ga., to 
Chicago, Ill., to the extent that the factor north of the Ohio 
River crossings exceeded 27 cents. The shipments involved 
moved between January 20, 1925, and March 8, 1926. The 
complainant based its contention of unreasonableness upon 
United Fig & Date Company vs. A. C. L., 101 I. C. C. 138, and 
115 I. C. C. 648. 


BURLAP BAG RATE 


The Commission, by division 4, in No. 19071, Fulton Bag & 
Cotton Mills vs. New York Central et al., and No. 19139, Same 
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vs. C. N. O. & T. P. et al,, mimeographed, has found unreason- 
able the rates on burlap bags, carloads, from Detroit, Mich., 
and Cleveland O., to Atlanta, Ga., and from Toledo, O., to New 
Orleans, and awarded reparation. The rates were in contraven- 
tion of the two parts of the fourth section. The Commission 
said they were not protected. It found the rates were unrea- 
sonable to the extent they exceeded 94 cents from Detroit and 
Cleveland to Atlanta, and 77 cents from Toledo to New Or- 
leans. It said the existing fourth section violation should be 
promptly removed. 


THROUGH ROUTE AND RATE CASE 

The Commission, by division 5, has dismissed No. 17294, 
Lemon Cove-Woodlake Growers’ and Shippers’ Association vs. 
Santa Fe et al., mimeographed, finding not unreasonable or un- 
duly prejudicial to the complainants, the failure of the Santa 
Fe and the Visalia Electric Railroad Company to establish an 
interchange track, through routes and joint rates, for handling 
traffic between their lines. 

The complainant alleged that the failure and refusal of the 
Santa Fe and the electric line to enter into such through route 
and joint rate arrangements was unreasonable, unjustly dis- 
criminatory and unduly prejudicial. 

The members of the complaining association grow and ship 
fruits and other commodities from points in California, on the 
electric road. They made the Erie and the Chicago & Erie 
defendants because the complainant indicated that it especially 
desired the establishment of through routes and joint rates on 
fresh fruit to points on the Erie, that carrier being regarded 
by shippers of fruits and vegetables as a particularly desirable 
delivering line in the New York area. The Santa Fe, the report 
said, expressed willingness to grant the relief sought. The 
Erie asked for the dismissal of the complaint but did not ap- 
pear at the hearing. 

The Southern Pacific, the owner of all the capital stock of 
the Visalia, except five qualifying shares, intérvened in oppo- 
sition on the ground that if the through route and joint rate 
arrangements were ordered a part of the traffic it now receives 
might be diverted to the Santa Fe. 


PAPER SHOPPING BAG RATE 

A finding of inapplicability and an award of reparation have 
been made in No. 19289, James S. Kirk & Co. vs. Baltimore & 
Ohio (mimeographed), the Commission, by division 4, finding 
that the rate on a carload of paper shopping bags from Lock- 
land, O., to Chicago, Ill., should have been 22.5 cents. The fourth 
class rate was collected. The complainant contended that the 
sixth class rate of 22.5 cents was applicable. The Commission 
said the bags shipped were in fact paper bags and entitled to 
the sixth class rate. 


RED CEDAR POLE RATE 

The Commission, by division 4, has dismissed No. 19308, 
Valentine-Clark Co. vs. Canadian National et al, (mimeo- 
graphed), finding the rate charged on western red cedar poles, 
carloads, from Lakeshaw and Deerholme, B. C., to Charleston, 
W. Va., treated in transit at Minnesota Transfer, Minn., inap- 
plicable. It found the applicable rate unreasonable, but not 
unduly prejudicial. It authorized the carriers to waive the col- 
lection of outstanding undercharges. Failure of the Chesapeake 
& Ohio to provide a clearance rule in connection with the ap- 
plicablé rate was found not unreasonable or unduly prejudicial. 
The poles were sent over a route to which a 92-cent joint rate 
was not applicable at the time the shipment was made. The 
rate had theretofore been applicable over the route traversed, 
but the route was omitted in one of the publications. A later 
tariff, effective August 5, 1924, named the route traversed as 
open under the joint rate. 


(For additional decisions, see page 372) 


ABANDONMENT AUTHORIZED 

The Commission, by division 4, in finance No. 6194, aban- 
donment of Bessemer branch by the Duluth, South Shore & 
Atlantic, has authorized the applicant to abandon, without con- 
dition, its 2.3-mile Bessemer branch in Gogebic county, Mich. The 
branch, built about 40 years ago, was intended to be part of 
the westward extension of the main line into the Gogebic iron 
ore range, south and west of Bessemer, and thence on to Ash- 
land, Wis., on Lake Superior. The route of the main line was 
changed and the short spur has been operated as a branch line. 
The Northwestern and the Soo Line serve Bessemer. The 
branch extends from Bessemer Junction to Bessemer. Its one 
industry is a saw mill. The Commission said that it was ap- 
parent that the revenue derived from the short haul on traffic 
from the mill could not be expected to aggregate any consid- 
erable sum. 


PROPOSED ABANDONMENT REPORT 

Examiner O. D. Weed, in finance No. 6401, proposed aban- 
donment of line by the Thornton & Alexandria, has recom- 
mended the issuance of a certificate authorizing the applicant 
to abandon its 25-mile railroad in Calhoun county, Ark., be- 
cause, while shipments of agricultural products over that road 
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have been increasing, the prospect is not good for traffic enough 
to keep the property going. The road was built to serve a 
lumber company which has cut out the timber and has moved 
away. The Arkansas commission heard the testimony but made 
no recommendation. The examiner said the testimony showed 
that no point in the county served by the railroad was more 
than 12 miles from either the Rock Island or the Cotton Belt, 
although some parts of it were 15 miles from a railroad station, 
The examiner proposed the imposition of the usual condition 
providing for continued operation in the event of any one buy. 
ing it within 30 days at a price equal to or above the fair 
salvage value with a view to its continued operation. 


COMMISSION ORDERS 


No. 20462, the Colonial Salt Co. et al. vs. Chicago & Erie 
et al. American Salt Co., the Barton Salt Co., the Carey Salt 
Co. and Western Salt Co. permitted to intervene, 

No. 20408, Swift & Co. vs. Los Angeles & Salt Lake et al. 
The complaint in this proceeding is dismissed as to the Denver 
& Salt Lake. 

Finance No. 6612, in the matter of the application of South- 
ern Pacific and Santa Fe for authority to acquire control by 
stock ownership of the Petaluma & Santa Rosa. Western 
Pacific permitted to intervene. 

No. 17132 (Sub. 1), Georgia Peach Growers’ Exchange et al. 
vs. Aberdeen & Rockfish, and No. 16462 (Sub. No. 2), Georgia 
Peach Growers’ Exchange et al. vs. Aberdeen & Rockfish et al. 
Arnold & Cook, J. M. Austin, Mrs, Josie V. Bacon, Mrs. Irene 
Murphy Banks, and others permitted to intervene. 

No. 17717, Traffic Department Chamber of Commerce, Bra- 
denton, Fla., et al. vs. Alabama & Vicksburg et al. The order 
entered in this proceeding on December 6, 1927, which was by 
its terms made effective on February 10, 1928, has been post- 
poned until further order of the Commission. 

No. 20415, State of Idaho ex rel. Public Utilities Commis- 
sion of Idaho vs, Oregon Short Line et al. San Francisco 
Chamber of Commerce permitted to intervene. 

No. 20357, Brown Cracker and Candy Co. vs. Missouri-Kan- 
sas-Texas et al. Michigan Paper Mills Traffic Assn. permitted 
to intervene. 

No, 20337, Leonard, Crosset & Riley, Inc., et al. vs. Aransas 
Harbor Terminal et al. The Greater Grand Forks Traffic Assn.; 
O. J. Barnes Co.; J. J. Kelley; Holden Brothers; Farmers Co- 
operative Marketing Assn.; Red River Potato Co.; and R. L. 
Douglass Co. permitted to intervene. 

No. 20465, The Murray Co. vs. Santa Fe et al. Continental 
Gin Co.; Lummus Cotton Gin Co,; and Gullett Gin Co. permitted 
to intervene. 

No. 20409, International Paper Co. et al. vs. Baltimore & 
Ohio et al. West Virginia Pulp & Paper Co. permitted to inter- 
vene. ‘ 

No. 20321, Evaporated Milk Assn. et al. vs. Ahnapee & 
Western et al., and No. 20321, Sub. 1, Same vs. Same. The 
National Pickle Packers’ Assn. permitted to intervene. 

No. 20306, Baltimore Assn. of Commerce et al. vs. American- 
Hawaiian Steamship Co. et al. South Jersey Port Commission 
permitted to intervene. 

No. 20099, Sub. 1, International Paper Co. et al. vs. Akron, 
Canton & Youngstown et al. American Newspaper Publishers’ 
Assn. permitted to intervene. 

No. 20021, The Cudahy Packing Co. vs. Santa Fe et al. Los 
Angeles Chamber of Commerce permitted to intervene. 


PETITIONS FOR REHEARING, ETC. 


No. 13569, Southeastern Sugar Investigation. Trunk Line 
and New England carriers, defendants and respondents herein, 
petition for postponement of effective date of Commission’s 
order and for modification of certain findings concerning rates 
from the eastern port cities to points in Southern territory. 

No. 18212, Meridian Traffic Bureau, for Threefoot Brothers 
.Co., vs. Columbus & Greenville et al. Defendants, Southern Pa- 
cific Lines, Illinois Central, and Yazoo & Mississippi Valley 
petition for reopening and reconsideration. 

No. 18252, Colorado Portland Cement Co, vs. Santa Fe et al. 
The Santa Fe and Panhandle & Santa Fe, defendants herein, 
petition for modification of the Commission’s order herein so 
as to change effective date thereof. 

No. 16834, John Morrell & Co. vs. Union Pacific et al. The 
complainant petitions for reargument and/or reconsideration 
only on question of reparation prior to May 23, 1925. 

No. 18656, Atlantic Fruit Co., Inc., et al. vs. Florida East 
Coast. Complainants petition the Commission to grant a re- 
opening of this case and oral argument therein. 

No. 17004, Chemical Lime Co. et al. vs. Bellefonte Central 
et al,, and No. 17217, George C. Meyer et al. vs. Bellefonte Cen- 
tral et al. Defendants other than Bellefonte Central, petition 
for reargument before entire Commission and postponement of 
effective date of order entered by division 4. 

No. 17717, Traffic Department of Chamber of Commerce of 
Bradenton, Fla., et al. vs. Alabama & Vicksburg et al. Com- 
plainants petition for reconsideration by entire Commission on 
question of reparation. 
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IMPORTED PIG IRON RATE 


Examiner William H. Smith has recommended the dismissal 
of No. 19933, Gurney Heater Manufacturing Company vs. Bos- 
ton & Albany on a finding that the rate of $1.89 per long ton 
on imported pig iron from East Boston, Mass., to Framingham, 
Mass., prior to July 1, 1926, was not unreasonable. 


STOCK CATTLE RATE 


In a proposed report in No. 16756, I. Gross vs. Santa Fe et 
al, Examiner R. J. Olentine has recommended that the Com- 
mission find unreasonable the applicable rate on stock cattle 
from Alvin, Tex., to Hamilton, Kan., waive the outstanding un- 
dercharges and dismiss the complaint. The shipments were 
made in May, 1923. Rates for the future and a waiver of un- 
dercharges to the basis of a rate of 43 cents were sought. The 
examiner said the Commission should find the applicable 60 
cent rate sought to be collected was unreasonable to the extent 
it exceeded the Wichita, Kan., combination of 41.5 cents to 
Wichita and 13 cents beyond, in connection with the minima 
applicable at the time of the movement. The outstanding un- 
dercharges should be waived to the basis recommended, said 
the examiner. 


BUILDING TILE RATE CASE 


Attorney-Examiner William A. Disque, in No. 19707, Dann- 
Gerow Company, Inc., vs. A. C. L. et al., has recommended that 
the Commission find unlawful the rate from Clearwater, Fla., to 
St. Petersburg, Fla., on hollow building tile, carloads, originat- 
ing at Macon, Ga., to the extent it exceeded 4.5 cents on ship- 
ments made in December, 1925. Disque said no finding was 
necessary as to the reasonableness of the rate assailed. 


AUTOMOBILE DEMURRAGE CHARGES 


Attorney-Examiner William A. Disque has recommended the 
dismissal of No. 19922, Hammond Motor Company et al. vs. 
A. G. S. et al., a sub-number thereunder, D. & S. Motor Com- 
pany et al. vs. L. & N.; No. 20026, Hammond Motor Company 
vs. M. & O.; and a sub-number thereunder, Same vs. Illinois 
Central, on a finding that the demurrage and storage charges 
collected at Birmingham, Ala., on carloads of automobiles, were 
not unlawful. 


NAPHTHA RATE CASE 


Examiner A. J. Sullivan has recommended the dismissal of 
No. 18747, Newport Company vs. Louisville & Nashville et al., 
on a finding that the rate on naphtha, in tank-car loads, from 
Wood River, Ill., to Bay Minette, Ala., is not unreasonable or 
otherwise unlawful. 


LIME CASE DISMISSED 


Examiner Edgar Snider has proposed the dismissal of No. 
19281, Cutler-Magner Company vs. Chicago, St. Paul, Minne- 
apolis & Omaha et al., on a finding that the rate on lime from 
Duluth, Minn., to Lancaster, Wis., is not unreasonable. 


WINDOW SCREEN CHARGES 


Examiner A. J. Sullivan has recommended the dismissal of 
No. 19260, Owosso Manufacturing Company vs. Michigan Cen- 
tral et ai., on a finding that the defendants’ failure to provide 
carriers’ convenience rules on window screens shipped from 
Owosso, Mich., to San Francisco, Calif., is not unreasonable or 
otherwise unlawful. He said the Commission should further 
find that the charges on a shipment of such screens from 
Owosso to San Francisco in January, 1925, were applicable. 
He said the Commission should require the removal of fourth 
section violations. 


INK RATE CASE 


Examiner George C. Clarke has advised the Commission to 
dismiss No. 19761, Ault and Wiborg Company of New York vs. 
Baltimore & Ohio et al., on a finding that the rates on ink, in 
tank-car loads, from Jersey City and Newark, N. J., to Phila- 
delphia, Pa., Baltimore, Md., Cleveland, O., and Chicago, IIl., 
= . unreasonable, unjustly discriminatory or unduly preju- 
1clal, 


REFRIGERATION CHARGES 
Examiner A. S. Parker, in No. 18295, George Allison and Co. 
et al. vs. A.C. L. et al., has recommended that the Commission find 
inapplicable stated refrigeration charges assessed on shipments 
of strawberries from points in North and South Carolina to 
various eastern destinations, and award reparation for the over- 
charges. The complaint alleged violation of sections 1 and 6, 


but the examiner said that at the hearing the issue was prac- 
tically confined to the question of the legality of the charges 
assessed on shipments that moved between March 1, 1920, and 
May 5, 1925. Informal claims for reparation, he said, were pre- 
sented on various dates. Charges were collected on the basis of 
L. C. L. commodity rates plus stated refrigeration charges of 
either $62.50 or $70 per car. The question was one of tariff 
interpretation. The examiner said the Commission should find 
that the stated refrigeration charges of $62.50 or $70 were in- 
applicable and that the shipments were overcharged in those 
instances where such charges exceeded refrigeration charges 
that would have accrued on the basis of those specified in de- 
fendants’ tariff for the cost of the ice applied in connection with 
shipments of perishable freight. 


SASH AND DOOR RATE CASE 


Examiner Philip S. Peyser, in No. 19974, Charles T. Abeles 
& Co. vs. Rock Island et al., said the Commission should find 
inapplicable the rate charged on a carload of wood sash and 
doors from Little Rock, Ark., to Chattanooga, Tenn., shipped 
in March, 1924. Charges were collected at a combination of 
20.5 cents to Memphis and 33 cents beyond. Complainant con- 
tended that a rate of 34.5 cents, to Louisville, Ky., was applicable 
at Chattanooga under the intermediate application rule. Peyser 
said that the applicable rate was 34.5, cents and that the com- 
plainant was entitled to reparation. 


ABANDONMENT RECOMMENDED 


Examiner Thomas F. Sullivan, in finance No. 6475, abandon- 
ment of portions of line by New Mexico Central and Atchison, 
Topeka & Santa Fe, has recommended the issuance of a cer- 
tificate authorizing the New Mexico Central to abandon, as to 
interstate and foreign commerce, and the Santa Fe, as lessee, 
to abandon operation of parts of the New Mexico Central, the 
stock of which is owned by the Santa Fe, in Torrance and 
Santa Fe counties, New Mexico, the first that between Torrance 
and Willard, a distance of 36 miles, and the second that be- 
tween Santa Fe and Kennedy, a distance of 21.8 miles. The 
applicants asked for a certificate authorizing abandonment as 
to all traffic, but the examiner cited cases to show that the 
federal body had to limit its findings and authorizations to 
interstate and foreign commerce. The New Mexico commis- 
sion, which held the hearing, recommended grant of the cer- 
tificate as to the part between Santa Fe and Kennedy and denial 
as to the part between Torrance and Wallard. 

The whole line is 116 miles long, built between 1901 and 
1903. Sullivan said the road had never been a paying propo- 
sition. The Santa Fe has been operating it since June 1, 1926. 

The examiner proposed the imposition of the usual condition 
looking to the continued operation of the road in the event 
anyone should offer to buy the property for continued operation, 
at a price equal to or above the fair salvage value. 


FINANCE APPLICATIONS 


Finance No. 6721. Great Northern asks for authority to construct 
and operate a new branch line of railroad in Phillips and Blaine, 
counties, Mont., extending from a connection with applicant’s ex- 
isting main line about three miles west of Saco, to a point about 
twelve miles west of Turner, Mont. The proposed new line will have 
approximately 75 miles of main track. The carrier said the con- 
struction and operation of the line would promote the development of 
that part of Montana. 7 

Finance No. 6584. Supplemental ae of Western New York 
& Pennsylvania Railway Co. for authority to issue not exceeding 
$7,009,868.93 of noncumulative 5 per cent preferred stock and scrip 
of par value of $50 a share, and $23,846,951 of common stock and scrip, 
of par value of $50 a share, and to deliver the same to the Pennsyl- 
vania Railroad Co. and other owners of common stock and income 
mortgage bonds. The application amends the original application by 
asking authority to issue the $23,846,951 of stock and scrip instead 
of $3,941,976.50 of such securities as asked in the original application. 

Finance No. 6719. The Delaware & Hudson asks authority to 
acquire control by stock ownership, not involving consolidation, of 
the Ticonderoga Railroad Co. Applicant said the Ticonderoga, since 
its construction, had been a part of its system of raflroads, and had 
been operated as a part of its system under contract. The total 
mileage of the Ticonderoga is 4.49 miles, the termini being Ticon- 
deroga and Ticonderoga Junction, N. Y. The applicant proposes to 
pay $26,600 for 266 shares to be acquired. 

Finance No. 6720. The Texas & Pacific asks authority to acquire 
control of the Texas-New Mexico Railway Co. by acquisition of 
the authorized capital stock of the latter of par value of $35,000 for 
$35,000 cash. The Texas-New Mexico has asked for authority to con- 
struct and operate a line from a connection with applicant’s line at 
Monahans, Tex., to a point on or near the southern boundary line 
of New Mexico, a distance of about 31 miles. The applicant said 
that in order to provide a part of the moneys necessary for con- 
struction of the line it proposed to acquire the stock for $35,000. 

Finance No. 6727. Virginian Railway asks for authority to guar- 
antee $100,000 of first mortgage 5 per cent bonds of the Virginian 
Terminal Railway, to acquire them and to pledge them under its first 
mortgage; also for authority to nominally issue a like amount of its 
own first mortgage 5 per cent fifty-year gold bonds. _ 

Finance No. 6729. San Luis Valley Southern Railway asks for 














authority to issue 19,995 shares of stock, par $10, and $100,000 of 
first mortgage bonds to be used to buy the line of railway formerly 
operated by the San Luis Southern Railway now operated by Cc. A. 
Robinson, as receiver. The new company also has requested a cer- 
tificate authorizing it to acquire the line from Blanca to Jaroso, Colo., 


31.53 miles. 

Finance No. 6722. Southern Pacific asks authority to issue and 
sell $29,400,000 of forty-year 41%4 per cent gold bonds, to retire a like 
amount of twenty-year 5 per cent gold bonds, which have been called 
for redemption on May 1. It is proposed to sell the bonds to Kuhn, 
Loeb & Co. at 97% per cent and accrued interest. 

Finance No. 6723. The Seaboard Air Line asks authority to issue 
$740,625 of 6 per cent equipment trust certificates and $246,875 of 
deferred certificates. 

Finance No. 6724. Twin Branch Railroad asked authority to issue 
525 shares of capital stock of the par value of $100 a share, the pro- 
ceeds to be used for acquiring locomotive equipment. 

Finance No. 6725. The Virginia Terminal Railway Co. asked au- 
thority to issue $100,000 of first mortgage 5 per cent fifty-year gold 
bonds, for delivery to the Virginia Railway Co. in satisfaction of 
indebtedness to the latter company. 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 6676, authorizing the acquisition 
by the Chesapeake & Potomac Telephone Co. of West Virginia of 
the properties of the Stone Coal Telephone Co. and of the Oak Hill 
——— Co., approved. 

eport and certificate of F. D. No. 6004, authorizing the Baltimore 
& Ohio to operate through passenger trains under trackage rights 
over the lines of railroad of the Reading Co. and the Central Railroad 
Co. of New Jersey between Park Junction, Philadelphia, Pa., and 
New York, N. Y., approved. 

Supplemental report and order in F. D. No. 5118, securities of 
Hampton & Branchville R. R., amending previous order, 105 I. C. C. 
186, so as to authorize the issue, under a mortgage to a trustee other 
than as originally provided, of bonds of date, denominations, and 
maturities other than as specified in said order, approved. 

Report and order in finance No. 6696, authorizing the Bay Terminal 
Railroad Co. to issue not exceeding $369,475 of car trust obligations 
in connection with the procurement of 200 tank cars, approved. 

Report and order in F. Nos. 6661 and 6660, authorizing the 
Seaboard Air Line Ry. Co. (1) to issue for pledge $5,212,000 of first 
and consolidated mortgage gold bonds, 6 per cent, series A, (2) to 
issue $7,500,000 of three-year 5 per cent secured notes, series A, said 
notes to be sold at not less than 97% per cent of par and accrued 
interest, and (3) to pledge as collateral security for said notes (a) 
$6,000,000 of first and consolidated mortgage gold bonds, 6 per cent, 
series A, including the $5,212,000 of bonds to be issued for pledge, 
(b) $1,000,000 of Seaboard-All Florida Railway first mortgage 6 
per cent gold bonds, series A, and (c) $3,000,000 of Seaboard-All 
Florida Railway first mortgage 6 per cent gold bonds, series B, con- 
ditions prescribed, approved. 


SCRAP IRON DEFINITION 


Two recent decisions of the Commission on cases involving 
the carrier definition covering scrap iron and steel, it is ex- 
pected, will revive a move started a year ago to bring about a 
revision of that definition. The decisions were made in No. 
17640, Wrought Washer Manufacturing Co. vs. Pere Marquette 
et al., and No. 18356, Ship Supply Co. vs. Louisville & Nashville 
et al. (see Traffic World, February 4). 


A conference was held on the subject in Washington last 
March (see Traffic World, March 26, 1927, p. 804, and April 9, 
1927, p. 946). A committee of shippers was appointed to con- 
sider the matter and take it up with the carrier committee. So 
far as the classification men of the Commission who partici- 
pated in that conference know, the shippers and the carriers 
have not had a meeting on the subject. They were themselves 
at odds on the subject. The proposed report of the examiner 
who heard the testimony in the Ship Supply case was much 
talked about in the conference. Had the Commission upheld 
the examiner’s recommendation the scrap rails, sold by the 
Southern Pacific as scrap, shipped from Algiers, La., to Franklin, 
Pa., would not have been given the benefit of the scrap rates, 
but would have been compelled to bear the used-rail rates, as 
the —_— Weighing and Inspection Bureau contended they 
should. 


In both cases the Commission gave the materials the benefit 
of the scrap rates, although the material had a value for pur- 
poses other than remelting. In neither case was the material 
melted. It was reheated and rolled again. The fact that the 
Commission, in those cases, gave the scrap rates to materials 
that had a value for purposes other than remelting is taken 
by those who have been in close touch with the subject as 
indicating that the regulating body intends to dispose of scrap 
cases on the theory embodied in the definition tentatively em- 
bodied in the proposed rule promulgated by it in the Wrought 
Washer case, without waiting for the actual revision and publica- 
tion in the tariffs. 


Discussion of the present rule has crystallized into a gen- 
eral opinion that strict application of the rule would make it 
almost impossible for anything to be shipped as scrap. That 
is on account of the words contained in it “having value for 
remelting purposes only.” Investigation has shown that it is 
almost impossible to find a piece of iron or steel that has not 
value to someone for something other than remelting. Uses 
for discarded safety razor blades have been found by those willing 
to fit them into frames and then call them pencil sharpen- 
ers. Steel shavings from machinery shafts have been used as 
aggregate in concrete surfacing of roads. The disks punched 
out of boiler plates have been used as grinders in cement plants 
or in sand-removing drums in foundries. In other words, what 
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may be scrap for one man is a raw material for another, as ip 
the washer case. 

The proviso in the definition suggested by the Commission 
in the washer case had to be put into it so as to prevent the 
shipment of steel billets as scrap steel, although on many rajj. 
roads the rates on billets and scrap steel are the same. 

Among steel manufacturers it has been estimated that scrap 
iron and steel constitute a large percentage of the iron and ste) 
movement, one estimate running as high as 40 per cent. That 
accounts for the wide interest shown in the matter. 


SUSPENDED TARIFFS 


In I. and S. No. 3057, the Commission has suspended from 
February 4 until September 4, schedules as published in sup. 
plements Nos. 29 and 30 to Gomph’s I. C. C. No. 806. The sus- 
pended schedules propose to revise the rates on apples, in car 
loads, from points in Idaho, Oregon and Washington to points 
in California with resultant increases and reductions in rates, 
increases predominating. The following is illustrative of the 
increases from and to representative points: 


Apples in carloads, to San Farncisco, Calif., from White Salmon, 
Wash., present 52%, proposed 58144; Pasco, Wash., present 65, pro- 
posed 79. Rates in cents per 100 pounds. 


In I. and S. No. 3058, the Commission has suspended from 
February 15 until September 15 schedules as published in sup. 
plement No. 19 to Agent R. C. Dearborn’s tariff, I. C. C. No. 2. 
The suspended schedules propose to change the existing rules 
governing shipments of perishable freight transported under 
ventilation service as follows: 


Under the present provisions the carriers are required to comply 
with definite instructions as to the maintenance of certain tempera- 
tures on such shipments, by manipulation of ventilators and hatch 
plugs upon arrival of cars at division or terminal points, whereas the 
proposal will permit the manipulation of these ventilating devices 
as soon as practicable after the outside temperature reaches certain 
specified degrees. 


In I. and S. No. 3059, the Commission has suspended from 
February 10 until September 10, schedules as published in vari- 
ous tariffs issued by the Pennsylvania, New York Central, West 
Shore and other carriers. The suspended schedules propose to 
increase the rates on sewer pipe and wall coping, carloads, 
from Brockway, Clearfield, Patton and St. Marys, Pa., to points 
in Eastern Trunk Line and New York Territories. The follow- 
ing is illustrative, rates in cents per 100 pounds: 


FROM CLEARFIELD, PA. 


‘o Pres Pr 
SN NN SN 55/5 eyesore oimeintae araswl Sites pie Siero bie etl 25 26% 
a UN 1665 get 5c as cent cies whnsesecacelw, aia ole ae Siew 19 24% 
TUES UM, aiceta ai wigreisr clos siauw raiqiae dinaieaints alaiosvlcieniecmeieinrete 19 23% 


HOCH-SMITH GRAIN CASE 


Testimony was introduced this week at the hearing in 
docket 17000, grain and grain products, western district rates, 
at Chicago before Commissioner Meyer and Examiners Mackley 
and Hall by E. W. Soergel, assistant to the freight traffic man- 
ager of the C. M. St. P. & P.; Gentry Waldo, assistant freight 
traffic manager, Union Pacific; C. C. Parmele, Plattsmouth, 
Neb., and H. W. Moorhouse, of The Brookmire Economic Service. 
A. F. Cleveland, assistant general freight agent, C. & N. W.,, 
concluded the presentation of his testimony February 4. 

Mr. Cleveland’s testimony might be summed up as follows: 
The rates on grain and grain products are relatively less than 
in the pre-war period; they constitute a large proportion of the 
traffic and, as a result, a small percentage reduction in the rates 
would necessitate large percentage increases on other classes 
of traffic; greater reductions have been made on grain and its 
products since the war than on any other class of traffic; the 
railroads are not receiving a fair return on their investment; 
grain prices and the general condition of the industry have 
greatly improved in recent years; a reduction in the rates would 
not benefit the farmer, as he would have to pay what it would 
save him through increases on other classes of traffic; price 
fluctuations on grain indicate that it is questionable if the 
farmer would get the benefit of reductions in the freight rates; 
the present level of the rates is low as measured by scales fixed 
by the Commission and other gauges. 

Both in his direct testimony and his cross-examination, Mr. 
Cleveland emphasized the fact that the present adjustment was 
not on a mileage basis and that he did not think it should be. 
In that connection he said he had been surprised to see that 
some of the markets and shippers had based their requests for 
reductions in specific rates on distance comparisons. He re- 
ferred specifically to the requests for reduction in the rates 
from Kansas City and Omaha to Chicago of J. S. Brown, director 
of the transportation department of the Chicago Board of Trade. 
He said present relationships should be left as they were; that 
they were the result of a long evolution, the product of the best 
rate minds the railroads could obtain, and had, to a considerable 
extent, been reviewed by the regulatory bodies. “Most of our 
troubles have been the result of relationships, rather than 
levels,” he said. It was his opinion that, so long as a proper 
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level of rates was maintained, operating conditions should be 
subordinated to commercial considerations, 

Because of the large proportion of its traffic contributed by 
cain, the C. M. St. P. & P. has been hit harder by reductions 
since the period of federal control than most of the western 
jnes, according to E. W. Soergel. A further fact to aggravate 
that, he said, was that 60 per cent of the grain traffic on his 
line was furnished by products. The rates on grain were re- 
duced 13 per cent in 1922, he said, while the product rates were 
reduced 21.7 per cent. The Milwaukee failed to make a return 
on its book value for the period from 1921 to 1926, inclusive, by 
$157,000,000, he said. It was his contention, as it was that of 
Mr. Cleveland, that rates and practices should be left as they 
are, except in Iowa, Minnesota, and the eastern half of the 
Dakotas, where the rates should be brought in line with the 
scale proposed in I. and S. 2469. In particular, he opposed 
granting transit at Minneapolis under the Duluth rate from 
points on the lines of the Milwaukee in Montana and the Dako- 
tas, from which the same rate applied to Minneapolis as to 
Duluth—as asked by Minneapolis representatives. He made 
comparisons between the local rates into the markets on his 
line and proportional rates south from the Ohio River and ex- 
lake rates east from Buffalo, contending the former were lower, 
nile for mile. 

Frank B, Townsend, director of the Minneapolis Traffic 
Association, used approximately a day and a half in a minute 
cross-examination as to transit practices, out-of-line haul, and 
other features of the adjustment on the Milwaukee. Among 
other points developed by Mr. Townsend was that, under the 
carriers’ proposals, the same scale of rates was to be applied 
within Minnesota and Iowa, but that in Iowa joint line hauls 
would be made on the basis of 80 per cent of the local rates, 
while in Minnesota they would be charged for. on the basis of 
85 per cent of the locals. Another feature of the proposals he 
criticized was that absorption of switching charges would be 
the rule in Iowa, but would be the exception in Minnesota. Both 
situations arise out of the fact the carriers propose no changes 
in present practices other than the application of a new scale 
in the two states. Townsend insisted that, while there might 
be justice in different practices when the rate levels in the 
two states were not the same, there could be no justification 
when they were the same—except on the basis of differences 
in operating conditions, which, he contended, had not been 
proved. 

Anticipating questioning of Examiner Mackley as to what 
he would do to straighten out the rates in the territory served 
by his line, Gentry Waldo introduced a mileage scale for wheat 
rates in Kansas and Nebraska and from Colorado to the Mis- 
souri River, which he said represented his idea of what the 
rates should be, but he asked that no changes in the rates be 
made. He said he did not believe this was the time to attempt 
to get the grain rates on a proper level. In that connection he 
said the Union Pacific did not go along with the other Kansas 
carriers which requested increases in the Kansas rates at the 
Wichita hearings. If his scale were applied, he said, it would 
increase the present Kansas rates into the Missouri River mar- 
kets between 14 and 15 per cent, but would make increases in 
Nebraska, in so far as his line was concerned, of only about 
4 per cent. It was his opinion, contrary to that of some who 
testified, that the level of the rates in Kansas is materially 
under that of the Nebraska rates. In response to a question 
from one of the representatives of the Omaha market, he said 
that, under a normal adjustment, “unquestionably the same 
level should apply to Kansas as in Nebraska.” He believed 
it would prove impracticable to increase rates on products of 
mines and forests, or other classes of traffic, sufficiently to 
reimburse the carriers for any reductions that might be made 
on the grain traffic. Agitation for reductions in the rates ap- 
plying to lumber and coal, he pointed out, was almost as keen 
as for reductions on the commodities envisaged by the Hoch- 
Smith resolution. He said that, based on the 1926 traffic, his 
line would suffer losses of approximately $600,000 annually as 
a result of the reductions made under the Hoch-Smith resolu- 
tion on deciduous fruits in the California Fruit Growers’ case. 
That reduction amounted to 714 per cent, he said, but, because 
of the amount of the rate, it was of considerable consequence. 
He held that, because of the low level of existing rates on grain, 
a small percentage reduction could not possibly do the farmer 
or anyone else any good, but could do the carriers a good deal 
of harm. 

Mr. Parmele presented the results of a study he had made 
as to the reasons for which land mortgages had been taken out 
i Saline county, Nebraska, Out of a total of 204 filed in 1926, 
= — were either renewals or for the purchase of land, 

aid. 

Mr. Moorhouse began the presentation of an economic sur- 
vey which, he said, showed that the present condition of agri- 
culture was not unfavorable. 


HOCH-SMITH COTTONSEED 
The Commission has assigned No. 17000, part 8, Hoch-Smith 
cottonseed, its products, and related articles, for the hearing 
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of shippers on the question of transit and other matters, Feb- 
ruary 23, at the Atlanta-Biltmore Hotel, Atlanta, Ga,, at 10 
a. m., before Examiners Money and Esch. The notice of hear- 
ing covers not only the Hoch-Smith part, but all the cases 
gathered together for the purpose of making up part 8. 


HOCH-SMITH LIVE STOCK CASE 


The tenth of the hearings in part 9, docket 17000, live stock, 
western district rates, began at Chicago before Examiners Stiles 
and Parker February 6. J. W. Raish, chairman of the South 
Dakota commission, Fred Capshaw, chairman of the Oklahoma 
commission, and Hugh J. Williams, of the New Mexico com- 
mission, sat with the examiners. 

In a preliminary statement, Kenneth F. Burgess, general 
solicitor, C. B. & Q., counsel for the western trunk line car- 
riers, outlined the testimony to be introduced. The plan at the 
opening of the hearing contemplated the presentation of the 
case of the carriers represented by Mr. Burgess, and, in the 
eevnt that was completed at Chicago, testimony of the north- 
western carriers. 

Mr. Burgess said complete and comprehensive data cover- 
ing the live stock traffic, under five heads, would be presented. 
He said he believed it would be the most complete showing ever 
made in a rate case. “I believe it is time the shipping public 
is made acquainted with the facts,” he said. “This is the third 
time since the period of federal control that the carriers have 
been called upon to defend their live stock adjustment.” 

“Condition of the industry,” was the first head, he enumer- 
ated, under which the testimony would fall. In that connection 
he said government figures showed that live stock on the farms 
had a value in excess of a billion dollars, January 1 1928, more 
than at the time the Hoch-Smith resolution was passed—an 
increase of 33 per cent. It was his contention that, in the face 
of that, the freight rates were negligible. 

As his second point, he said, testimony would be introduced 
to show that the service rendered by the railroads in recent 
years was the best that had ever been known and that live 
stock producers appreciated the quality of it and would resent 
any program that might mean impairment. Third, he said, it 
was the intention to contrast the present prosperous condition 
of the live stock industry with the harassed condition of the 
railroads. In Western Trunk Line territory alone, he said, the 
net earnings of the railroads in 1927 were $9,000,000 below 1926, 
while wage increases in that year for the same roads amounted 
to $6,000,000. In the case of the C. M. St. P. & P., one of the 
largest live stock carriers, he continued, the net earnings in 
1927 were $14,000,000 in 1927—a decline of $4,000,000 from the 
year before. Since the passage of the railway labor act in 1926, 
the Milwaukee had sustained wage increases amounting to more 
than two million dollars, he said, and demands pending aggre- 
gated more than twelve million for that one road alone. 

The fourth head under which the testimony was to fall, as 
Mr. Burgess outlined it, was the nature of the traffic and the 
character of the service. It would be shown, he said, that the 
average revenue on a trainload of dead freight was $1,610 and 
that an average trainload of live stock produced only $1,166 
and that the expense per train for the latter was materially 
greater. 

The last phase of the testimony, he said, would be the 
presentation of what the carriers believed to be a proper scale 
of rates, based on mileage, in the event the Commission should 
decide to apply a mileage scale. 


Four live stock farmers were put on the stand the first day. 
They testified that the industry was prospering and that, in 
particular, the last few years had been good. H. C. Bremizer, 
of Abilene, Kan., who testified that he and his brother owned 
950 acres, practically all of which was devoted to raising live 
stock, said his last bad year was 1919, that there had been a 
gradual improvement since 1921 and marked improvement in 
the last 18 months. He estimated his investment at $100,000 
and said it provided a living for two families and a 5 per cent 
return, in 1927. The “living,” as he detailed it, included a 
university education for a daughter and son and similar items. 
Under cross-examination, the witnesses said they did not wish 
any increase in their freight rates, but that they did not believe 
a moderate increase would seriously affect the industry. 

In all, 16 producers, speculators, and commission men testi- 
fied in the first two and a half days of the hearing. The pur- 
port of their testimony was that there had been a gradual better- 
ment in the industry since 1921 and a marked improvement in 
the last two years. Producers of live stock and dealers who 
suffered losses in the depression of 1919 and 1920 were said to 
be gradually recovering, and a good many had recovered, ac- 
cording to the testimony. 

E. L. Dana, of Parkman, Wyo., who was characterized as 
one of the “live stock kings,” said he believed the success and 
future of the industry depended a great deal more on other 
factors than on freight rates. He said he had heard no one 
in his territory complain against the level of the rates. 

According to L. E. Wettling, director of the statistical bu- 
reau, Western Lines, the yearly reports of the Secretary of 
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Agriculture show that there has been a gradual improvement 
in the industry since 1921, and a rapid recovery since 1924. 
As contrasted with the rapidly improved condition of the live 
stock industry, as shown by government reports and other state- 
ments introduced by him, he said the net earnings of the west- 
ern carriers for the first 11 months of 1927 were approximately 
$40,000,000 under the same period in 1926. The only recent year 
in which the western roads had shown a return on investment 
above that of the roads of the country as a whole was 1921, 
according to him. He presented elaborate statistical studies to 
show that the live stock traffic was relatively unremunerative, 
as compared to other classes of traffic, and developd various 
features of the financial situation of the carriers. [Illustrative 
of the failure of the western roads to recover from the condi- 
tions of 1921, as compared with the southern and eastern roads, 
he showed that, in 1921, after equating net income at 5.75 per 
cent to the investment, no return was made on $4,346,957,000 
of the investment in western district roads, while the figure for 
1926 was $2,562,395,000. In the case of the eastern roads, no 
return was made on $4,195,183,000 of investment in 1921, but 
the figure was only $929,332,000 in 1926. The southern roads, 
according to his figures, earned 5.75 per cent return on $298,- 
747,000 in excess of investment in 1926. 

He submitted figures showing that the average revenue per 
train-mile produced by live stock was $9.91, as against $13.25 
on all other traffic. And, with that, he showed that the average 
cost of fuel and wages per one thousand tons in the case of 
the live stock traffic was $1.21, as against 78 cents on all other 
traffic. There were numerous other illustrations of the charges 
accruing to the live stock traffic. 

Prior to an order of the Director-General, effective June, 
1918, there had been no increases in the live stock rates for 
more than two decades, said C. E. Spens, vice-president of the 
Cc. B. & Q., who followed Mr, Wettling, despite the mounting 
cost of operations. Requests of the railroads for increases in 
the live stock rates were denied by the Commission in 1903, 
1905, 1908, 1910, 1914, and 1915, he said. The rate advances 
on the traffic in the period of federal control and since had 
been much less than on other traffic, he said. He enumerated 
the disadvantages of the live stock traffic from an operating and 
revenue point of view, with particular reference to the Bur- 
lington. 

In conclusion, he had the following to say about the financial 
status of his line: 


Attempts are sometimes made to discount our relatively unfavor- 
able situation by the fact that in the last few years we have been 
paying an annual dividend of ten per cent on our outstanding capital 
stock. This has been possible only because the Burlington is cap- 
italized at very much less than its investment figure. On December 
31, 1927, our investment per mile of road owned amounted to $66,000, 
while the outstanding capitalization per mile was only $44,000, of 
which $19,000 was stock. In fact, on the basis of our total mileage 
owned, the total undercapitalization of the Burlington amounts to 
$200,000,000, as contrasted with the total outstanding capital stock 
amounting to $171,000,000. If the Burlington were capitalized on the 
same basis as many other carriers, we could not pay even a five 
per cent dividend. 

It is an undeniable fact that the Burlington is now earning a 
lower rate of return than before the war. In 1927, we earned $6,000,- 
000 less net railway operating income than in the ‘“‘test period,’ in 
spite of the fact that, through the medium of additions and better- 
ments, approximately $144,000,000 had been added to the property in 
this time. In other words, the Burlington, in 1927, earned nothing 
whatever on new property amounting to $144,000,000, on which a re- 
turh of 5% per cent would have been more than $8,000,000, but instead 
— received $6,000,000 less in 1927 than in the pre-war ‘‘test 
period.”’ 


MINNEAPOLIS CLAIMS INJURY 


Steps have been taken by the Minneapolis Traffic Associa- 
tion and other interests to correct alleged discrimination result- 
ing from the publication, January 15, of the tariffs pursuant to 
the Commission’s order in I. C. C. 13494, southern class rate 
investigation. A telegram sent to Commissioner Eastman by 
the association said: 


Manufacturing interests at Minneapolis will be greatly injured 
because of the material reductions made in rates from Chicago and 
other competing manufacturing centers, with only minor reductions 
in rates from Minneapolis. This situation is the result of extending 
the southeastern scale through to Chicago while, for the present, at 
least, our manufacturers must pay combination over Ohio River. The 
situation is also aggravated by the application of the southern classi- 
fication from Chicago while we must pay the western classification 
basis, under base rates to the Ohio River. 


It called attention to the fact that, in some instances, in- 
creases resulted at Minneapolis, citing an increase of approxi- 
mately $100 a car on agricultural implements and tractors, 

In his reply, Commissioner Eastman suggested that con- 
ferences be held with the carriers, and that he be advised if 
they were unwilling to make an adjustment. 

A petition requesting conferences on the subject was sent 
to the carriers with the following signers: Central Wisconsin 
Traffic Association, Sheboygan Association of Commerce, Chip- 
pewa Valley Traffic League, Menominee Chamber of Commerce, 
Winona Association of Commerce, La Crosse Chamber of Com- 
merce, Mankato Chamber of Commerce, Duluth Chamber of 
Commerce, Minneapolis Traffic Association and the St. Paul 
Association of Public and Business Affairs. 
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The petition declared that “in every branch of industry our 
most formidable competition is in Illinois Freight Association 
and Central Freight Association territories,” and complaineg 
of the disruption of a “long established adjustment anq Well 
defined relationships between competing markets on Which 
capital was invested and business developed.” 

It was understood that a conference would be held with the 
carriers this week. 


RATES AND OATS 


“No definite relationship exists between freight rates and the 
fluctuations in prices paid to farmers for oats,” says the Bureay 
of Railway Economics, as the result of a study made by jt 
“While primarily covering farm prices of the 1926 oats crop 
with freight rates to destinations, it also shows comparatiye 
data for four years, 1923 to 1926, as well as information oy 
domestic production and export of oats and world production 
of oats.” Continuing, the bureau said: 


The study shows “that the farm prices of oats fluctuated from 
week to week, month to month and year to year; that there was 
no consistency in prices as between origin points during the same 
week, advances in prices occurring at some points, declines at others 
while» at some there was no change; and that the price movements 
even when in the same direction, seldom moved in the same degree 
Farm prices at points having higher freight rates to market wer 
frequently greater than at points having lower freight rates to mar. 
ket, and the converse was also often true” 

It also states “that the seasonal fluctuations were often many 
times the freight rate to market’ and further ‘‘that factors other 
than the cost of transportation, such as size of crop, time of mar- 
agers and grade of oats, were the real causes of the fluctuations 
n prices.”’ 

Based on the five crop years, 1921 to 1925, the largest marketings 
occurred during the months of July, August, September and October, 
In these four months combined, an average of 53.5 per cent of the 
crop is marketed. As pointed out by the study, the period of lowest 
prices coincided with the period of largest marketings and conversely 
the period of highest prices was that of lowest marketings. 

The oats crop ranks second to corn in volume of production and 
greatly exceeds that of wheat, barley, or rye. In volume exported 
as grain, however, it is exceeded by all the other crops. During the 
four years, 1923 to 1926, about 99 per cent of the total oats crop was 
marketed at home, compared with 99 per cent of the corn crop, % 
per cent of the wheat crop, 90 per cent of the barley crop, and 5} 
per cent of the rye crop. 

The relationship of the combined exports to the combined produc- 
tion of the five major cereal crops, namely, oats, corn, wheat, barley, 
and rye, is shown graphically. According to the study, the combined 
production of the five crops averages over 5,000,000,000 bushels an- 
nually. Of this total, 275,000,000 bushels, or only 5.3 per cent, were 
exported, of which 199,251,000 bushels, or only 3.8 per cent, were ex- 
ported as grain. More than 96 per cent of the production of these five 
crops combined was marketed in the United States. So far as these 
five crops are concerned, much the largest interest of the farmers 
lies in the home markets. 


CONSOLIDATED SOUTHWESTERN CASES 


The Alabama Iron & Steel Shippers’ Conference, has peti: 
tioned for reopening of the Consolidated Southwestern Cases, 
in so far as the rep rt therein fixes the rates and relationships 
on articles of iron and steel manufacture, and for reconsidera 
tion, modification or interpretation of finding 27 of the report. 

The Western Association of Nurserymen and the Chamber 
of Commerce of Kansas City, Mo., have petitioned for modifica 
tion of the order so as to give the railroads special permission 
to maintain the present basis of rates on rough manure, Kansas 
City to the southwest, and to order the defendants to carry 
and maintain those rates. 


The Missouri Rolling Mill Corporation has petitioned for 
leave to intervene and has urged upon the Commission the 
necessity for reopening the proceeding in so far as the rates 
on iron and steel articles are concerned because of the facts 
set forth in the petition of the East Side Manufacturers’ Ass0- 
ciation of St. Louis. 


The Birmingham Traffic Association has petitioned for leave 
to intervene in these proceedings. It said it concurred in the 
petition filed by southern carriers for reconsideration and mod 
ification of the Commission’s report and order with respect to 
finding No. 27. It also asked the Commission to reopen the 
cases with respect to rates and relationships for articles of irol 
and steel manufacture as set forth on pages 405 and 406 of the 
report. 

In reply to the petition of southern shippers of cast iro 
pipe, for leave to intervene and for reconsideration and for 
modification of the order the complainant in No. 14880, asked 
that the petition be denied. 


MORE TIME ON SUGAR RATES 


The Commission has postponed the effective date of its 
orders in the eighteen cases consolidated and heard as No. 1356), 
Southeastern Sugar Investigation, until March 28. The effective 
date of fourth section order No. 9668, issued in connection 
the decision in the formal docket cases, has also been postponed 
until March 28. ; 

Additional time is required by the carriers to get thell 
schedules ready, hence the postponement. The railroad traffic 
men conferred with Commissioner Eastman within the week 
on points that had arisen and could not be disposed of within 
the time remaining for the filing of tariffs on the notice required. 
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February 11, 1928 


LAKE CARGO COAL RATES 


The Trafic World Washington Bureau 


The northern railroad side of the arguments on I. and S. 
No. 2967 and I. and S. No. 2975, constituting the latest lake 
cargo coal case, were presented to the Commission at the final 
session of the two days of discussion (see Traffic World, Feb- 
ruary 4). W. N. King, of the New York Central, spoke for all 
the northern lines except the Wheeling & Lake Erie. A. P. 
Martin upheld the position of that carrier, which was some- 
what different from that of other railroads, although not antag- 
onistic. Mr. King reiterated the proposition made by the north- 
ern carriers at the end of the hearing, namely, that it would 
be wise, rather than allow the reduced rates to go into effect, 
for the Commission to retrace its steps, allow the old rates to 
be restored as they were prior to the decision in the last formal 
complaint lake cargo coal case, and hold the proposed reduced 
rates not justified. Mr. King, in the final argument, emphasized 
the revenue feature of the matter, as he had done at the hearing. 
In addition, he pointed to the probable effect upon the all-rail 
structure in central territory, contending that the twenty-cent 
reduction would tend to break it down, which breaking down 
would have an effect on rates in Trunk Line territory. The 
latter are on a higher level than those in central territory. 

A. M. Calland, representing the Ohio commission and the 
attorney-general of Ohio, bespoke considerate treatment for the 
Ohio miners and operators at the hands of the Commission. 
He said that 17,000 miners had been driven from the mines in 
Ohio by the adverse conditions that had prevailed for a number 
of years and that some of those remaining at work had to be 
on a charity basis. 

R. J. Baker, for W. J. Rainey, Inc., devoted hin:self to the 
third section feature of the case to a large extent, pointing out, 
among other things, that the Pennsylvania Railroad, which 
served the Rainey operations, took 30 per cent of the C. & O. 
coal from Columbus to Sandusky, O., for one-half of what it 
collected from the Pennsylvania coal. That 30 per cent, he 
said, amounted to more tian 3,000,000 tons. He said that San- 
dusky surely would have a third section complaint to file in 
the event that that tonnage was diverted from it. 


In behalf of the Illinois Coal Traffic Bureau, R. W. Ropiequet 
said that the law phases of the subject had been discussed on 
too narrow a basis. He quoted from the opinion of the Supreme 
Court in the Dayton-Goose Creek case to show that the power 
derived from the commerce clause of the Constitution was not 
exhausted when reasonable and non-discriminatory rates were 
assured. Regulation, he said, according to the opinion of the 
court, mean protection as well as reasonable and non-discrimi- 
natory rates and suggested protection against the “Barbary 
pirates,” that is, as he said, the southern railroads and southern 
operators. But, reverting to the Bible, as is his custom, Mr. 
Ropiequet observed that if the Commission and those about him 
would not obey Moses and the prophets (the courts) it was not 
to be expected that they would obey one though risen from the 
dead. Before that he had said that the Illinois coal industry 
had been strangled by the rate adjustment and the grabbing or 
the northwestern market by the Appalachian operators. 


Using time that had been assigned to a representative of 
the Michigan commission, C. E. Elmquist pleaded for a rate 
adjustment which, as he said, would assure the presence of 
the southern coals in the northwestern markets. Fifty per cent 
of the lake cargo coal, he said, was used by domestic consumers 
who, not being organized, would have been left without coal had 
they been compelled to depend in the last few years upon coal 
from the northern fields. Public interest, he said, required the 
Commission to allow the proposed rates to become effective. 


J. V. Norman closed the case for the southern operators 
and W. S. Bronson for the southern railroads. Mr. Norman 
argued that the public interest required the Commission to allow 
the rates proposed to become effective, inasmuch as there was 
no question about their being ample to afford the proposing 
lines a return. He said that the nortthern operators could com- 
pete with the southern operators if they would prepare their 
coal instead of sending it to market without cleaning or grading, 


_ Mr. Bronson, referring to the observations of Mr. Baker 
about 30 per cent of the C. & O. coal being diverted to the 
Pennsylvania at Columbus, O., said the Chesapeake & Ohio 
would be glad to retain its coal for hauling to Toledo, O., and 
would welcome a situation that would require southern coal 
to be hauled over the rails of the Hocking Valley from Columbus 
to Toledo. He called attention to the fact that the Chesapeake 
& Ohio had completed its new line in Ohio and was prepared to 
haul 9,000,000 tons more than it had been hauling, without con- 
gesting its facilities. The southern lines, he said, particularly 
the Chesapeake & Ohio, were built as coal-handling machines 
at a cost per ton comparing favorably with the cost of the 
Chern lines with their shorter distances. He called on the 
atesion to disregard distance in instances where, as here, 

e costs were so nearly equal. The Commission, he said, had 
Ohio and Pennsylvania on a competitive basis by allowing 

10 to have rates three cents less than those from the Pitts- 
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burgh field, although the difference in distance, about seven 
miles, was so little as not to warrant a difference of a penny 
in the rates. 

Commissioner Aitchison wanted to know where the Com- 
mission should begin drawing the line in the matter of dis- 
regarding distances. Mr. Bronson said that distance was not 
a factor to be considered when costs were about the same. In 
ascertaining costs, he said, distance necessarily was a factor, 
but equality in costs notwithstanding differences in distance, 
he suggested, showed that distances in such an event was a 
factor not to be given such weight as to prevent competition. 


ALABAMA FERTILIZER RATES 


Alabama’s attack upon the order of the Commission in No. 
16336, rates on fertilizers and fertilizer materials within the 
state of Alabama (see Traffic World, January 7, p. 25), equity 
No. 618, State of Alabama et al. vs. United States et al. and 
Interstate Commerce Commission, in the federal court for the 
northern district of Alabama, has been answered by the Com- 
mission. E. M. Reidy appeared in court at Birmingham on 
February 6, to present the answer formally. 

In substance the Alabama authorities charged that the Com- 
mission had decided the case, in 113 I. C. C. 389, 123 I. C, C., p. 
193, and 129 I. C. C. 215, under section 3 of the interstate com- 
merce act, without having a record to support a Shreveport case 
finding, except possibly to the effect that the Alabama intra- 
state rates might produce some discrimination along the Mis- 
sissippi line. Such a decision, the state authorities asserted, 
was arbitrary. They further asserted that the Commission acted 
arbitrarily and contrary to law in finding that the Alabama 
state scale violated section 3 in comparison with the scale fixed 
in the opinion of July 19, 1926 (113 I. C. C. 389), when the only 
issue arising in the pleadings and the evidence was the issue 
between the rates interstate and intrastate in Alabama, existing 
prior to July 19, 1926, thus depriving the shippers, state authori- 
ties and others of the full hearing they were entitled to under 
the due process of law clause of the Constitution. 

The federal body, in its answer, treated the allegations of 
the state as an attempt to limit the case to section 3 notwith- 
standing the fact that by its order instituting the investigation 
and the order directing the carriers to apply, intrastate, the 
scale theretofore prescribed for interstate application, it was 
shown that the quality of the rates prescribed by the Alabama 
commission was under consideration under the terms of section 
13 of the interstate commerce law, forbidding unjust discrimi- 
nations against interstate commerce. 

The Commission, as shown in Mr. Reidy’s brief, contended 
that all the points, about arbitrariness and quality of the record, 
were answered by the decision of the Supreme Court in the 
Wisconsin case, 257 U. S. 568. 


“Almost every word of the Supreme Court in the Wisconsin 
case,” said Mr. Reidy, “is applicable in this case, but for the 
present what we desire to demonstrate is that the order entered 
by the Interstate Commerce Commission now before the court, 
docket No. 16336, condemning the Alabama intrastate rates on 
fertilizer and fertilizer materials, differs in no material respect 
from the order approved by the Supreme Court in the Wisconsin 
case.” To do that, Mr. Reidy put the orders in the two cases 
into parallel columns, the later being almost verbatim the 
order in the case that went to the Supreme Court and became 
the foundation upon which the Commission since that time has 
built its proceedings against state rates. 


Alabama asserted that enforcement of the Commission’s 
order would bring about a situation in which Mississippi would 
have lower rates on fertilizers than Alabama and that in that 
way unjust discriminations would be created, Mr. Reidy said 
that no one had complained about the Mississippi rates. He 
said the quality of the Mississippi rates was not attacked in 
the petition of the carriers asking for an examination of the 
Alabama rates and that the Commission could not, in consider- 
ing the petition of the railroads to examine the Alabama rates, 
have proceeded to an examination of the Mississippi rates. 
He said a similar objection was made to an order of the Ken- 
tucky commission in respect of rates prescribed by it. In L. & 
N. vs. Garrett, 231 U. S. 298, Mr. Reidy said, the Supreme Court 
of the United States disposed of that point by saying that to 
give legality to the Kentucky commission’s order as to par- 
ticular rates in question, it was not necessary for that body 
to require a reduction in other rates. 


MISDELIVERY OF FOX SKINS 


The Department of Justice has been advised that the Cir- 
cuit Court of Appeals for the Third Circuit has dismissed a 
libel which was brought against the United States steamship 
“Kgremont,” involving a claim of the McAndrews Forbes Com- 
pany in the sum of $8,000, arising out of a shipment of fox skins 
on the government vessel from Bombay to New York in March, 
1925. In explanation of the case, the department said: 


The skins were delivered on board the vessel and duly arrived 
in New York. The company had employed certain custom house 
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brokers to arrange for the entry of the cargo and delivery to them. 
The bill of lading was filed in the custom house, and a truckman was 
selected to receive and deliver the goods. The company wrote and 
signed an order to the delivery clerk ot the steamship company to 
deliver the cargo to a certain truckman. This order, however, was 
not delivered to the selected truckman, but was placed in a drawer 
overnight, and some unauthorized person obtained the order, callea 
at the custom house the next day and obtained the cargo. A fraud 
had been committed by a third person and the loss had to fall on 
one of two innocent parties, the company or the government. The 
district court for the district of New Jersey held that the govern- 
ment was not responsible for the loss. The case was taken to the 
Circuit Court of Appeals for the Third Circuit, and that court affirmed 
the ruling of the district court holding that under the circumstances 
the delivery clerk rightfully assumed that the status of the truckman 


was that of an authorized holder of the delivery order. The libel 
against the vessel, therefore, was dismissed. 
CHANGES IN DOCKET 
Hearing in docket 19884, Beatrice Creamery Company 


against the A. T. & S, F. and others, which was set for Chicago, 
February 8, was reassigned to March 19, before Examiner Disque, 
at Chicago. 

Hearing in No. 20395, Pacific Cottonseed Products Corp. 
et al. vs. Inter-California Ry. et al., and No. 20400, Globe Cotton 
Oil Mills et al. vs. Ariz. Eastern R. R. et al., assigned for Feb- 
ruary 8, at Los Angeles, Calif., before Examiner Fleming, was 
postponed to a date to be hereafter fixed. 


CANADIAN LUMBER RATES 


In the matter of the complaint of the Canadian Lumbermen’s 
Association of Ottawa, Ont., against the rate of 34% cents a 
hundred pounds charged on a carload shipment of lumber from 
Brighton Siding, Que., on the Canadian National, to Chatham. 
Ont., for delivery on the C. W. & L. E., the Board of Railway 
Commissioners for Canada has ordered that the applicable rate 
was 33 cents. According to the judgment, the tariff does not 
provide a rate for Chatham, C. W. & L. E. delivery, but does 
provide a rate of 33 cents from the origin to Wallaceburg, Ont., 
to which Chatham is intermediate. The carrier assessed the 
33-cent rate plus a charge of 1% cents for delivery to the 
Cc. W. & L. E. The board held the higher rate to be in violation 
of the long-and-short-haul clause. 


RATE ON MANGANESE SCRAP 


Hearing in docket 19911, Manufacturers’ Association of 
Chicago Heights, on behalf of the American Manganese Steel 
Company, against the Southern Pacific, was held at Chicago 
before Examiner Harraman February 7. The complaint alleges 
unreasonableness of the rate of 401% cents a hundred pounds 
on manganese scrap from Miami, Ariz., to Los Angeles. It 
originally included Oakland, Calif., as a destination, but was 
amended at the hearing by withdrawal of Oakland. Testimony 
was introduced for the complainant by F. B. McElroy, traffic 
manager, Manufacturers’ Association of Chicago Heights, and 
for the defendant by L. N. Bradshaw, chief commerce clerk, 
Southern Pacific, San Francisco. According to the complainant, 
the defendant has offered to establish a rate of 34 cents. A 
rate of $6 per gross ton was contended for. 


RATES ON SOAP 

Hearing in docket 18840, Swift and Company and others 
against the St. L. & S. F. and others, was held at Chicago before 
Examiner Harraman February 9. The case involves rates on 
soap, carloads, from Chicago and Omaha to Texas and Oklahoma 
points from December 20, 1925, to May 16, 1928, at which time 
it is understood the basis prescribed in the consolidated south- 
western cases will go into effect. 

The basis asked by complainants was, from Chicago, an 
arbitrary of 9 cents a hundred pounds over St. Louis and from 
Omaha, a similar arbitrary over Kansas City. That was agreed 
to at the hearing by E. Rigg, assistant general freight agent, 
Rock Island, who appeared for the defendants. 

Reductions were made in the rates from Kansas City and 
St. Louis to the territory involved in 1925, according to the 
testimony presented, and no corresponding adjustment was 
made from Chicago or Omaha. The basis in effect for the period 
complained of was a set of differentials ranging as high as 16% 
cents over the Kansas City and St. Louis basis. Witnesses 
testified that 9 cents was the usual arbitrary on fifth class traffic 
and that the rates that would result from its application would 
be reasonably remunerative. 

Complainant witnesses were: John R, Baker, Armour & 
Company of Delaware; G. F. Ford, Swift & Company, and A. 
Silverman, Cudahy Packing Company. 


RAILWAY MAIL PAY 


Eight short line railroads operating in the Intermountain 
and Pacific coast states have petitioned the Commission in No. 
9200, Railway Mail Pay, for a rehearing, and a revised finding 
as to the fair and reasonable rates for the transportation of 
the mails, as covered by the report and order of the Commis- 
sion under date of January 5, 1927. The petitioners are the 
Amador Central, Central Railroad of Oregon, Death Valley, 
Holton Inter-Urban, Tonopah & Tidewater, Mount Hood, New 
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Mexico Central, and Arizona Southern. The petitioners sgaiq 
they were not permitted an increase under the order of January 
5, 1927, and that they wished to introduce evidence in suppor 
of their application on the ground that the mail pay now being 
received by them was not fair and reasonable and had not been 
fair and reasonable. The petition further asked that a petition 
of the Postmaster General for a revised finding as to nine other 
short lines in the west be dismissed or that the carriers be per. 
mitted to present further evidence. 


AUTOMATIC CONTROL HEARINGS 


The Commission, in No. 13413, automatic train control de. 
vices, will begin hearings at Washington on February 27 before 
division 6 (Commissioners Eastman, Esch and McManamy) on 
the broadened case brought into existence by the order of July 
22, 1927. The broadened case includes automatic block signa) 
systems among the automatic train control devices the Com. 
mission has taken under consideration, Additional carriers have 
been made parties to the case on account of their inclusion. 

At the hearings to be begun on February 27 the carriers wij] 
be given an opportunity to present such evidence and data, not 
covered by their responses to the questionnaire which the Com. 
mission sent out, as they may desire to bring to the attention 
of the Commission, having in mind the fact that the purpose 
of the inquiry, as stated in the order of July 22, 1927, is to 
determine whether and to what extent existing installations of 
automatic train stop and train control devices and block signal. 
ing systems “now in use on the lines of Class I carriers by 
railroad subject to the interstate commerce act, excluding 
switching and terminal companies, are adequate, and, if found 
inadequate, what additional installations should be made, to the 
end that increased safety in train operation may be obtained.” 


INCREASE FOR ENGINE DRIVERS 


The board of arbitration created under the railway labor 
act to consider the application of the Brotherhood of Locomotive 
Engineers for a fifteen per cent increase in wages by the south. 
eastern railroads has awarded an increase of 6.5 per cent. The 
increase is to be based on the present scale of wages on all 
classes of the service. 

The request that Mallet rates be applied to three-cylinder 
steam and electric locomotives was disallowed. The request 
that there be added to the Mallet engines and engines carrying 
Mallet rates of over 275,000 pounds on drivers, in freight service, 
a differential of 25 cents for each additional 50,000 pounds on 
the drivers and on other engines a like differential for each 
50,000 pounds over 350,000 pounds on drivers, was not granted. 

With respect to the request that when boosters were at- 
tached to tenders the weight of the tender be added to the 
weight on the drivers, it was adjudged that when a locomotive 
left a terminal with booster in condition to operate, the weight 
on the drivers should be determined by adding the tractive 
effort of the booster to the tractive effort of the locomotive and 
establish a new weight on the drivers proportionate to the in- 
creased tractive effort. 


BUSINESS IN THE AIR 

The extent to which business is making use of the growing 
facilities of air transportation is reflected in a summary of in- 
formation received from banks, insurance companies and indus- 
trial concerns by the transportation department of the Chamber 
of Commerce of the United States. 

“Of 103 concerns, located on air mail routes, reporting, 41 
companies make extensive or daily use of air mail and express, 
42 companies make occasional use of them, 16 companies do 
not report the extent of use and only 4 say they do not use 
them,” says the Chamber. 

“Banks report that checks and drafts for collection, impor- 
tant and rush letters, shipping documents and securities are 
sent by air. Savings reported by different banks run from 
$125 to $5,000 monthly. Incidentally the air mail aids in ex 
posing the kiting of checks. Insurance companies report wide 
use of the air mail in communicating with branches and clients, 
finding it of advantage in expediting the settlement of losses 
and the quick delivery of court documents and stolen car 
identification papers. Industrial concerns report the use of the 
mail to send contract letters and documents and sales promo- 
tion materials, advertising proofs, news pictures and _ photo- 
graphic mats and small packages. The latter express general 
satisfaction with the service, although rates are found too high 
for transportation of goods in most cases. It is recognized, 
however, that with increased volume of traffic a reduction in 
rates may be expected.” 


TELEPHONE DEPRECIATION BILL 
Representative Rathbone, of Illinois, has introduced H. RB. 
10878, a bill to amend paragraph 5 of section 20 of the inter 
state commerce act so as to take away from the Commissio2 
the authority to fix depreciation charges of telephone companies. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 
ers and Digests of National Reporter 


Digests taken from Report 3 
' "eecen, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





BAGGAGE 

(Court of Appeals of Ohio, Summit County.) Allegations 
ina petition “that the defendant is a corporation duly organized 
and doing business under and by virtue of the laws of Ohio, 
with one of its termini and principal offices located at Akron, 
+ * **? and “that * * * the plaintiff became a passenger 
yon a * * * bus * * * belonging to the defendant 
company and operating between Cleveland and Akron,” and 
“that, aS a passenger for hire, plaintiff gave into the possession 
of the agents * * * of the defendant company operating 
said bus, a certain hand bag,” constitute an averment that de- 
fondant is a common carrier.—Cleveland-Akron Bus Co. vs. 
Rogoff, 159 N. E. Rep. 374. 

Proof of loss of a passenger’s hand bag, taken in charge by 
the agent of a common carrier, establishes a prima facie case 
of damages, and puts such carrier upon its defense.—Ibid. 

In determining what is baggage, a jury may take into con- 
sideration what a passenger is in the habit of carrying for his 
personal convenience or use, within a reasonable limit, and it 
may include articles which belong to or which were purchased 
by such passenger for some other member of his family.—Ibid. 

Where a passenger or a common carrier desires to keep 
possession of his hand bag, and the agent of said carrier insists 
on taking it, and the passenger is assured by said agent that 
said bag will be safe in his possession, and he does take it, the 
liability of said carrier is not controlled by the ordinary rules 
governing baggage on a common carrier, where baggage is 
carried on a check system, at the request of the passenger.—Ibid. 

(Supreme Court of Missouri, Division No. 2.) Where de- 
fendant’s negligence concurs with “act of God,” and becomes 
a part of the direct and proximate cause of the injury, the 
defendant is liable for damage done.—Ford vs. Wabash Ry. Co. 
et al., 300 S. W. Rep. 769. 

In action against baggage transfer company for damage to 
baggage done by flood while in transfer company’s possession, 
burden held on company to prove that the damage was caused 
by act of God.—Ibid. 

Whether baggage transfer company was negligent in not 
finding means to prevent damage to plaintiff’s baggage in its 
possession during unprecedented flood held question for jury, 
and demurrer to evidence was properly overruled.—TIbid. 

In passing on demurrer to evidence, court cannot assume 
defendant’s evidence is true, satisfactory, or convincing to the 
jury, simply because it is uncontradicted, since plaintiff is en- 
tiled to have jury pass upon its weight, credibility, and suffi- 
ciency.—Ibid. 

Where baggage owner delivered baggage checks to agent 
of transfer company and paid for transportation of baggage 
from station to residence, contract with transfer company held 
independent of transportation contract with railroads as suc- 
cessive carriers,—Ibid. 

Where petition alleged delivery of baggage to defendant 
railroads as successive carriers and damage while in defendants’ 
possession, proof showing new and independent contract with 
appellant transfer company to carry baggage from station to 
residence constituted a variance from the allegations of the peti- 
tion.—Ibid. 


Although proof showing new and independent contract with 
transfer company to carry baggage from station to residence 
varied from petition, which alleged delivery to railroad company 
and that defendants agreed, as successive carriers, to transport 
the baggage, where the proof was admitted without objection 
and appellant cross-examined as to delivery to its agent, ap- 
Dellate court treated petition as properly amended to conform 
to facts proven, in view of Rev. St., 1919, secs. 1276, 1513, 1550, 
1551.—Ibid. 

In suit for damage to baggage while in possession of bag- 
gage transfer company, answer alleging that the plaintiff was 
not the real party in interest, and that the real party in interest 
was an insurance company, held a mere legal conclusion, which 
tendered no issue, and hence evidence offered to prove assign- 
Ment of plaintiff’s right of action to the insurance company 
was properly excluded.—lIbid. 

In suit against transfer company for damage to baggage, 
where defendant claimed plaintiff was not the real party in 
interest, parol evidence of alleged written assignment of plain- 
tiffs right of action to insurance company held inadmissible; 
hot being the best evidence.—Ibid. 

In suit against transfer company for damage to baggage 
during unprecedented flood, failure to instruct that burden was 
on plaintiff to show that some specific act of negligence on part 
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of defendant concurred with act of God, held no error, where, 
in establishing defense, company’s evidence tended to show that 
its negligence in not preventing damage by flood contributed to 
such damage.—Ibid. 

In suit against transfer company for damage to baggage 
during flood while in company’s possession, interest held re- 
coverable from date suit was instituted, and hence instructions 
that jury might allow interest were properly given,—Ibid. 

Variance between allegations and proof held waived, where 
the proof was admitted without objection, and appellant cross- 
examined on subject-matter of such proof, and hence refusal to 
instruct jury, limiting it to consideration of allegations of peti- 
tion, was not error.—Ibid. 

Jury’s verdict, approved by trial court, that carrier did not 
use due care to prevent damage to baggage during sudden and 
unprecedented flood, held conclusive on appeal.—Ibid. 

In suit against baggage transfer company for damage to 
baggage, evidence that it became water-soaked while in com- 
a possession held to make prima facie case for plaintiff. 

In view of Supreme Court rule 15, providing that appellant’s 
brief shall allege errors distinctly and shall constitute a state- 
ment of points relied upon, complaint in brief that court’s charge 
was “incomplete and inconsistent” held insufficient to present 
error on motion for rehearing of appeal, especially where ele- 
ments alleged to have been omitted were clearly proved in 
appellee’s favor at the end.—lIbid. 

Complaints of instructions, made for first time on motion 
for rehearing of appeal and not made in appellant’s brief, will 
not be considered.—Ibid. 


Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court, Appellate Division, Fourth Department.) 
Where shipments of coal were delivered to and accepted by 
consignee at Wurlitzer, carrier was entitled to recover the dif- 
ference between tariff charges to such point and the lower tariffs 
to North Tonawanda, which consignee had paid, notwithstanding 
Wurlitzer is within the corporate limits of North Tonawanda, 
that there is no post office known as Wurlitzer, and that tariffs 
do not specify station limits of North Tonawanda—New York 
Cent. R. Co. vs. Rudolph Wurlitzer Mfg. Co., 225 N. Y. Sup. 652. 

(Supreme Court of Appeals of Virginia.) Demurrage charges 
on coal consigned to tidewater coal exchange could properly 
be computed under “average demurrage rule,” though carrier’s 
published tariff did not expressly permit substitution; aggregate 
demurrage being the same, notwithstanding any common-law 
duty of carrier to dump cars in order of arrival—Smokeless 
Fuel Co. vs. Chesapeake & O. Ry. Co., 140 S. E, Rep. 823. 


Carrier, held entitled as matter of right under tariff, to 
$2 per day demurrage for detention of cars at tidewater coal 
exchange, where detention was caused by fault of exchange 
members.—Ibid. 


Carrier, held entitled to judgment against member of ‘coal 
exchange for demurrer chargeable to him under his agreement 
bg tidewater exchange on coal consigned to the exchange.— 
bid. 


Where neither the tariff nor other agreement expressly con- 
fines carrier to dumping cars in order of arrival, the tariff as 
a whole is open to construction embracing any rule of calcu- 
— demurrage which would not increase its aggregate amount. 

“Settlement rule” in carrier’s tariff, providing that settle- 
ment should be made on basis of detention of all cars released 
during month, held to afford authority for applying average de- 
— rule to cars consigned to tidewater coal exchange.— 

Fault on part of carrier does not preclude collection of de- 
murrage, from the consignee for detention for which the con- 
signee is responsible, but in such case the fault is apportioned 
according to the detention, and demurrage may be charged 
accordingly.—Ibid. 

Carrier cannot collect demurrage for detention of cars so 
far as as detention is due to carrier’s fault.—Ibid. \ 

No recovery can be had in negligence case for carrier’s 
failure to perform common-law or statutory duty, where no 
damage results, even though any attempt which it may have 
made to exempt self from liability by contract be invalid.—Ibid, 

Refusing to direct verdict for defendant member of coal 
exchange in railroad’s suit for demurrage, if demurrage state- 
ment for month was based solely on cars on which carrier fajled 
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to send notice of arrival, held proper under evidence that no 
charge for demurrage on cars was made.—Ibid. 

Carrier’s tariff held not unreasonable and void for failing 
to excuse detention of cars due to sudden business depression. 
—lIbid. 

(District Court, E. D., Missouri, E. D.) In determining 
whether carrier is allowed fair return after recapture of excess 
earnings under interstate commerce act, sec. 15-a, pars. 4-9 (39 
USCA, sec. 15-a; Comp. St., section 8583a), carrier’s return is 
measured by net revenue remaining after deducting only amount 
of excess paid over to government; “reserve fund” being con- 
sidered as part of return of carrier.—St. Louis & O’F. Ry. Co. 
et al. vs. United States c* al., 22 Fed. Rep. (2d) 980. 

Where lowest net return of railroad for any one year after 
deducting amount taken by government under recapture provi- 
sion of interstate commerce act, sec. 15-a, pars. 4-9 (49 USCA, 
sec. 15-a; Comp. St., sec. 8583a), was 6.97 per cent, railroad was 
allowed fair return, and order of Interstate Commerce Commis- 
sion was not confiscatory, though it may have been based on 
erroneous valuation; reserve fund being considered as part of 
railroad’s return,—lIbid. 

Under interstate commerce act, sec. 15-a, par. 6 (49 USCA, 
sec. 15-a; Comp. St., sec. 8583a), relative to recapture of excess 
net railway earnings, Interstate Commerce Commission has duty 
to determine whether several carriers are under common control 
and management, and are operated as a single system, and to 
state its conclusions to determine whether group shall be con- 
sidered together under recapture clauses (paragraphs 4-9).—Ibid. 

Federal District Court has jurisdiction to consider whether 
railroads subject to recapture provisions of interstate commerce 
act, sec. 15-a, pars. 4-9 (49 USCA, sec. 15-a; Comp. St., sec. 
8583a), are under common control and management and are 
operated as a single system, under paragraph 6, at least to ex- 
tent of ascertaining whether conclusion of Interstate Commerce 
Commission on such issue was result of arbitrary action, without 
necessary basis of evidence.—Ibid. 

Question whether carriers are operated under single control 
and management and as single system, for purpose of deter- 
mining right to group treatment under recapture provisions of 
interstate commerce act, sec. 15-a, par. 6 (49 USCA, sec. 15-a; 
Comp. St., sec. 8583a), is matter of fact, to be determined from 
evidence.—Ibid. 

Evidence held to sustain finding of Interstate Commerce 
Commission, under interstate commerce act, sec. 15-a, pars. 4-9 
(49 USCA, sec. 15-a; Comp. St., sec. 8583a), that railroads under 
common control and management, whose trackage was not 
connected, who carried different character of traffic, and who 
had only small percentage of common traffic moving in either 
direction, with no financial interdependence, did not constitute 
single system, within paragraph 6.—Ibid. 

Mere physical break in trackage does not of itself prevent 
two railroads from being regarded as “single system,” entitled 
to group treatment under recapture provisions of interstate 
commerce act, sec. 15-a, pars. 4-9 (49 USCA, sec. 15-a; Comp. St., 
sec. 8583a).—lIbid. 


Fact that Interstate Commerce Commission had not deter- 
mined what would constitute fair rates for groups of carriers 
under interstate commerce act, sec. 15-a, pars. 2 and 3 (49 
USCA, sec. 15-a; Comp. St., sec. 8588a), held not to prevent 
recapture of excess earnings of one of carriers over maximum 
percentage of fair return allowed under paragraphs 5 to 18, 
inclusive.—Ibid. 

Interstate commerce act, sec. 15-a (49 USCA, sec. 15-a; 
Comp. St., sec. 8583a), defining duty of Commission as to fixing 
rates of carriers and defining excess income subject to recapture, 
disposition to be made thereof, and disposition of portion going 
into carrier’s reserve fund, and providing further, by paragraph 
9, that Commission may prescribe rules of procedure, held not 
invalid, as delegation of legislative power without prescribing 
method of procedure,—Ibid. 


Under interstate commerce act, sec. 15-a, pars 6-8 (49 
USCA, sec. 15-a; Comp. St., sec. 8588a), providing that portion 
of excess earnings of carrier over fair rate of return shall be 
placed in reserve fund established and maintained by carrier 
to supply dividend deficiencies of subsequent years, which shall 
be maintained up to 5 per cent of value of carrier, it is imma- 
terial, as respects validity of order of Interstate Commerce Com- 
mission requiring placing of portion of excess in the reserve 
fund, whether such excess earnings constitute a trust.—Ibid. 

Interstate commerce act, sec. 15-a, pars. 6-8 (49 USCA, sec. 
15-a; Comp. St., sec. 8583a), providing for recapture of carrier’s 
earnings in excess of fair return and for placing one-half of 
them in reserve fund established and maintained by carrier to 
supply dividend deficiencies of subsequent years, is not uncon- 
stitutional as to reserve fund, on ground that it denies full and 
unrestricted use to carrier of its private property.—Ibid. 

Where carrier, proceeded against under recapture provision 
of interstate commerce act, sec, 15-a, pars 4-9 (49 USCA, sec. 
15-a; Comp. St., sec. 8583a), contended in good faith that it had 
no excess subject to recapture, no liability for interest arose 
-until detérmination of liability and amount of excess, notwith- 
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standing paragraph 6 requires one-half of excess earnings to 
be paid over to Commission within first four months following 
close of recapture period.—lIbid. 

Determination of Interstate Commerce Commission, under 
interstate commerce act, sec. 15-a, pars. 4, 6, 9 (49 USCA, gee, 
15-a; Comp. St., sec. 8583a), as to liability of carrier to pay ove; 
excess earnings under recapture provisions, is liquidation of 
amount due, which starts running of interest.—Ibid. 

Time when increased rates installed under interstate comp. 
merce act, sec. 15-a, par. 2 (49 USCA, sec. 15-a; Comp. St., see. 
8583a), became effective, did not control operation of recapture 
provisions or prevent recapture of excess earnings, under parg. 
graphs 4 to 9, inclusive, over prior period,—TIbid. 


rn 





Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 
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(Circuit Court of Appeals, Second Circuit.) In action by 
shipper for alleged negligence of steamship company in failing 
to unload shipment of hams made from Sioux City, Ia., to 
Havana, in which defendant set up terms of ocean bill of lading, 
but did not plead failure to give written notice of loss required 
by bill of lading, and based defense apparently on congestion 
at Havana, shipper had to allege and prove giving of notice, 
or some excuse for failure to give it, since, when defendant set 
up terms of bill of lading, plaintiff had to prove everything 
necessary to establish breach.—Cudahy Packing Co. vs. Mun- 
son S. S. Line, 22 Fed. Rep. (2d) 898. 

Where shipment was made from Sioux City, Ia., to Havana, 
on through bill of lading, issued by railroad company, contain- 
ing clause that property was subject to conditions expressed 
in ocean bills of lading, and document showing forms of ocean 
bills of lading were mailed to shipper about time they were 
issued, provisions in ocean bills of lading were part of contract 
of which shipper was chargeable with notice.—Ibid. 

Where through bill of lading covering shipment from Sioux 
City, Ia., to Havana, referred to provisions of ocean Dills of 
lading which became part of contract, statutes of Iowa, where 
contract was made, could not affect validity of clause of ocean 
bill of lading requiring notice of claim of damage within 48 
hours after removal of goods.—Ibid. 

Interstate commerce act, sec. 20, as amended by Cummins 
amendment (49 USCA, sec. 20; Comp. St., sec. 8604a), for- 
bidding clauses in bills of lading which require that notice of 
claim shall be given in less than 90 days, is not declaration of 
public policy, invalidating clause of ocean bill of lading requir 
ing notice of claim of damage within 48 hours after removal 
of goods, where shipment was made from Sioux City, Ia., to 
Havana, and through bill of lading was issued by railroad conm- 
pany, making ocean bill of lading part of contract, especially 
since Interstate Commerce Commission, as authorized by section 
25, subd. 4, as added by act Feb. 28, 1920, sec. 441 (49 USCA, 
sec. 25; Comp. St., sec. 8596a), after transactions in suit, adopted 
regulations permitting bills of lading of kind used by defendant 
steamship company.—Ibid. 


Defendant carrier did not waive notice of claim for damage 
required by ocean bill of lading by. asserting that delay in 
unloading shipment was cause of congestion at destination, and 
saying nothing about lateness of notice, where shippers’ time 
to give notice had long since passed when defendant made its 
objection to plaintiff’s claim, and plaintiff never changed its 
= in reliance on defendant’s original ground of objection. 


Shipper’s mere bringing and maintaining of action for car- 
rier’s alleged negligence in failing promptly to unload shipment 
of hams at Havana, where goods were damaged, after notice 
that carrier relied om congestion at Havana as its defense, gave 
rise to no estoppel preventing carrier from relying on defense 
that shipper had not given notice of claim for damage required 
by ocean bill of lading.—Ibid. 


Where hams, apparently destroyed because of their decayed 
condition, and doubtless known to be subject to condemnation 
by board of health, were not seized by board of health, but 
were dumped by consignee, goods were delivered to and re 
moved by owner, and clause of ocean bill of lading requiring 
notice of claim before removal, or within 48 hours after removal, 
applied.—Ibid. 


MARINE AID BILL 


Senator Copeland, of New York, has introduced S. 3010, a 
bill providing for aid to the merchant marine through mail 
payments. The bill is a revision of similar measures heretofore 
introduced by the senator. 
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Freight Rates 


Twentieth of a Series of Fifty-two Articles on This Subject, Written for The Traffic World, 
by G. Lloyd Wilson, Ph.D., Assistant Professor of Commerce and 
Transportation, University of Pennsylvania 


Railroad Rate Making Organizations 


The making of freight rates and the charges, rules, and 
regulations governing line-haul, terminal, and special services 
jg part of the duty of the traffic general freight departments 
of all rail carriers. The traffic departments of railroads are 
essentially the sales organizations and the task of fixing rates 
aud charges is an important part of the sales work of each 
carrier. 

It is true that the general pattern on which rates are made 
is determined by the action of economic and social forces, for 
these factors affect the charges that carriers may charge for 


the interstate commerce act, and by the administrative rulings 
and decisions of state regulatory commissions and the Inter- 
state Commerce Commission forbidding unjust discrimination 
and undue preference among persons, places, and descriptions 
of traffic. 

Railroad freight traffic is keenly competed for by carriers 
serving competitive points of origin and destination, as well 
as by intermediate carriers that make up competitive through 
routes. This keen competition of service tends to limit the 
enjoyment of a monopoly by any carrier, except on a relatively 
inconsequential part of its traffic that is purely local. Here, the 


A RAILROAD GENERAL RATE DEPARTMENT ORGANIZATION 
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Specific rates, however, are the result 


wansportation services. 
of factors working within these general forces. 


Nature of the Railroad Rate Problem 


The railroad business is not wholly monopolistic in nature, 
lor is it entirely a field in which competition has unlimited 
Sway. Railroad companies, as a rule, are large corporations, 
with huge sums of capital invested, with a considerable amount 
of local traffic that must move over their lines, with powerful 
inter-railroad associations that tend to regulate competition 
among member carriers, and with a pronounced tendency to 
consolidate into larger and more powerful systems through the 
Merger of individual companies into new corporations, through 
the lease of lines by others, through the ownership of con- 
trolling or large minority interests in other roads, and through 
the acquisition of running rights and other means of extending 
and increasing the influence of each carrier. 

Monopoly in the railroad freight service is limited by the 
operation of economic laws that prevent railroad rates from 
exceeding bounds, by the requirements of state laws and of 


General freight Agent 


Assistant 
General Freight Agent 


Telephone Rate 
Quotation 
Desk 
















Chief Rate Clerk 

Locai Rates 
Assistant ; Assistant 
Chief Clerk 


Chief Clerk 
Iron and steel 
Rate Desk 





















Brick, Clay and 
Cement Rate 
Desk 









Tar, Asphalt 
and Petroleum 
Rate Desk 








Class and Other 
General Commodities 
Rate Desks 






rail carriers are confronted with the active competition of 
motor truck, electric railway, and, in some cases, water carrier 
transportation in connection with a part, at least, of this short- 
haul local traffic. 


Railroad Rate Making Practice 


Within the limits of the general rate levels fixed by the 
operation of economic and statutory laws and the decisions of 
administrative bodies, the railroads individually or jointly fix 
the rates on the freight traffic they haul. 


Railroads, however small or large they may be, have traffic 
or general freight organizations where proposals to make or 
change rates are handled. Large railroads usually have sep- 
arate departments or bureaus in charge of solicitation, rate 
making and tariff publication. Subdivisions are usually made 
between the passenger and freight traffic departments, while, on 
the larger roads, separate organizations attend to special phases 
of traffic, including coal, ore, live stock, and other commodities. 
Small roads combine in one department the functions performed 
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in large systems by separate bureaus, but otherwise there is 
no material difference. 

A typical railroad traffic department is under the executive 
supervision of a vice-president in charge of traffic. This officer 
is a member of the executive staff. He assumes responsibility 
to the president and the board of directors of the railroad cor- 
poration for the administration of the traffic department and 
for the interpretation and application of the carriers’ rate 
policies. Subordinate to this executive officer are the freight 
traffic manager and the passenger traffic manager, each respon- 
sible for the management of his department and each with his 
own titled assistants and staff of clerks. The freight traffic 
departments of many large roads are divided into two com- 


4 RAILROAD TRAFFIC DEPARTMENT. 


General Freight Department of A Representative Railroad. 
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plete divisions below the assistant freight traffic manager. One 
division—the larger in all cases—is the general freight depart- 
ment in charge of a general freight agent. This organization 
functions in connection with all freight traffic except coal or 
ore. The other division, managed by a general coal freight 
agent, with a staff of specialists in the solictation of coal or ore 
traffic, in coal rate making and tariff publication, functions in 
connection with this specialized branch of the carrier’s business. 

The general freight department, subordinate to the general 
freight agents and the assistant freight agents in charge of 
local or joint or through traffic, is further subdivided into 
solicitation, rate making, tariff publication, and special bureaus, 
including, in many cases, those in charge of foreign traffic de- 
velopment, foreign freight traffic, industrial and agricultural 
development, and milk traffic. Each of these subdivisions has 
its own general agent in charge and a staff of traveling and 
district representatives, soliciting, or city representatives, spe- 
cial agents, and clerks. 


The general relationship of the component parts of a 
representative railroad traffic department and the subdivisions 
of a general freight organization are essentially the same despite 
differences in the general plans of organization followed by the 
carriers. 


General Plans of Railroad Traffic Organizations 


There are three general plans of organizations to be found 
among the traffic departments of American railroads. The first 
and most common plan is the centralized type of organization 
under which the headquarters traffic staff is concentrated or 
centralized at one general office at the most important terminal 
of the road, with division freight offices at strategic points 
on the lines and district or territorial offices at important traffic 
centers off the lines. This plan is followed by virtually all 
small railroads as well as by many carriers hauling a heavy 
volume of traffic, where compact territories are served by the 
lines and when the mileage is relatively small compared with 
the volume of traffic carried. 

A second plan of organization is the semi-centralized type. 
Here the majority of the general traffic officers are located at 
the staff headquarters at the principal headquarters, with sev- 
eral of the responsible traffic officers with staff organizations 
located at other ‘mportant terminal cities. Division freight 
agents, district freight agents, commercial agents and the usual 
soliciting, traveling, and city freight representatives are located 
at various on-line and off-line points. Roads that follow this 
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plan are usually larger ones, that serve several important tg. 
minals some distance apart but all in one more or less clearly 
defined traffic territory. 

The third, or regional, plan is used by large railroad sys 
tems of 8,000 miles or more of line that serve several important 
traffic territories and a number of relatively large terminal jg. 
tricts far removed from each other. Traffic departments ¢ 
roads of this sort are divided into autonomous regions, each 
with complete regional freight, passenger, and coal traffic de 
partments, with the complement of rate, tariff, and other gyp. 
divisions. A general system traffic departemnt at the principa) 
office of the road decides matters of general traffic policy, ¢. 
ordinates the traffic work of the regional organizations, anj 
assumes responsibility for the system’s traffic functions. 


Rate Work 


The rate work of a railroad traffic department usually comes 
under the direct supervision of one of the general freight agents 
or assistant general freight agents of the road or of the region, 
if the system is divided into regions, though the traffic Manager, 
assistant traffic manager, freight traffic manager, and the assist. 
ant freight traffic manager supervise and advise in rate matters, 

The responsible head of the rate making organization super. 
vises the work of the rate bureaus in connection with the quo. 
tation of rates to prospective shippers, the compilation of rate 
data, the checking of rates, and the adjustment of rates. He 
also represents his road in the meetings of the freight traffic 
associations of which it is a member. If he is a regional traffic 
officer, his work is controlled by his superior regional traffic 
officers who, in turn, report to the system officer and, if a system 
officer, the heads of the general traffic department exercise 
general supervision directly. 

The typical rate bureau is under the direction of a chief 
of the rate bureau, with one or several chief rate clerks. In 
some instances, a distinction is made between local and _ joint 
or through traffic, in which case separate chief rate clerks 
supervise the work of the desks or groups of clerks having to 
do with these phases of rate work. Each chief clerk has one 
or more assistant chief clerks to assist him in controlling the 
work of the head clerks in charge of the rate clerks assigned to 
the various commodity or district desks. Here the details of rate 
analysis, checking, tabulation, and adjustment are worked out 
by a number of clerks who specialize in rates pertaining to one 
commodity or a group of commodities or to rates in various 
sections of the United States. A quotation desk attends to the 
quotation of rates to those who request such information by 
personal call, by telephone, or by correspondence. 

The broad functions of railroad rate room organization are 
to keep various company traffic officers and division or district 


A Typical Rough Draft of a Freight Rate Proposal 
Applicant: Date of Applicant’s Request: ........ 
Commodity: 


Tariff 
Authority 


Proposed Per Present Per 

Miles Rate Lbs. Rate Lbs. 
100 100 

2000 2000 

2240 2240 


Any Change? 


From To 


Minimum Weight: 
Route: 

If commodity competes with other commodities, what are they? 
From what points are consignees now receiving materials? 


If so, why? 


On what rates is it moving? : 

Would proposed rates, if established, be acceptable to appli- 
cant? 

Has concurrence of connecting carriers been obtained? (Show 
connecting carriers and dates of concurrences, with file 
numbers.) 


Necessity for proposed rate or rates: 
REMARKS: 


Comparisons: 
From 


Prepared by. 





representatives informed as to the rates to be applied to move: 
ment of traffic, to keep the general shipping public informed 
with respect to local and joint rates applicable over the road, 
to prepare rate data for tariff publication, and to analyze and 
readjust rates that require adjustment to comply with orders 
of the state regulatory commissions or the Interstate Commerce 
Commission or to meet industrial and commercial requirements 
or the competition of rival carriers. 


A diagram of a typical railroad rate room organization is 
shown in an accompanying chart. 


Rate Procedure 


Rate adjustments are usually initiated through requests 
made by shippers for adjustment made by district, division, oF 
general freight agents of the carriers. 


The rate adjustment 
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requests usually state the rates desired in lieu of the rates 
of which complaint is made. Arguments supporting the rates 
contended for are usually given. If the adjustment requests 
come to the general office through a district, commercial, or 
division freight agency, the comments and recommendations of 
these carrier representatives are transmitted with the requests 
to the general freight department. 


The requests, with any comments or recommendations, are 
acknowledged and referred for preliminary action to the rate 
desk in the general freight department having jurisdiction over 
the adjustment of rates applying to the commodity or territory 
involved. 

The clerks of the proper rate desks check the rates to de- 
termine whether the properly applicable rates have been as- 
sessed. If the rates complained of are found to have been 
properly applicable to the particular movements of traffic in- 
volved, they are compared by the rate clerks with other rates 
related in any way to those in question. After the rates are 
checked and compared with related rates, the clerks in charge 
of the rate desk prepare memoranda tentatively conceding the 
propriety of the rates requested, suggesting compromise rates 
to be applied, or rejecting the requests. Reasons are usually 
advanced for the recommendations. The tentative recommenda- 
tions of the rate clerks are transmitted to the requesters 
through the officers of the carriers who supervise rate adjust- 
ments. If the tentatively suggested rates are satisfactory to 
the requesters and to the general freight officers of the carriers 
as well, the recommendations are returned to the proper rate 
desks to be checked further and to be compared again with 
other rates. Rough drafts of rate proposals are prepared for 
the information and comments of the rate executive officers. 
These preliminary proposals are confidential office memoranda 
which contain arguments to support the proposed rate adjust- 
ments and comparisons with other rates. 

If the tentatively proposed adjustments are approved by 


x 
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the proper rate officers they are returned to the proposal desks 
of the rate bureaus. Here the final drafts of the proposals are 
prepared to be submitted to the freight associations for the 
action of other carriers in the territories involved in the pre- 
pared adjustments. The formal proposals are referred by the 
rate bureaus to the general freight agents or traffic managers 
of the-carriers initiating the rates for final approval before 
they are submitted to the freight associations. The approved 
formal proposals are then sent to the freight associations. These 
organizations acknowledge receipt of the proposals, assign serial 
numbers to them, and refer them to standing rate committees 
for consideration and action. 

Freight association proposals usually show the following 
data, drawn from information supplied by the shipper or others 
making the requests obtained or by the carriers in initiating 
the proposals: 


1. A complete description of the commodities. 
Class or commodity rate basis in question. 
. Carload minimum weights. 
. Origin points or origin territories involved. 
Destination points or destination territories involved. 
. Proposed rate changes. 
Present basis of rates applicable to the traffic. 
. Tariff authority for present rate bases applied. 
. Proposed commodity descriptions or class rate descriptions in 
terms of items of commodity tariffs, exceptions or classifications. 
10. Grouping of origin or destination points or territories affected. 
11. Relationship of proposed changes in rate basis to other points 
affected by the movement of the traffic. 
12 ether or not the movement of new traffic is involved. 
13. Arguments to support the rate changes proposed. 
14. Routes over which proposed rates are to be applicable. 
5. Bases for the divisions of rates among the lines handling the 
traffic at the proposed rates. 
16. Information respecting concurrences of carriers in the pro- 
posed rates. 
17. Fourth section applications or violations involved in the ad- 
justments. 
18. The probable effects of the proposed rates upon application of 
combination tariffs. 
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The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 
(No anonymous letters or communications bearing fictitious signatures will be published.) 
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MOTOR VEHICLE REGULATION 


Editor The Traffic World: 

The justice and necessity of regulation, both state and 
interstate, of motor carriers appears to be well recognized by 
everyone sufficiently interested to have given the subject any 
thought. 

Mr. Leo J. Flynn, in his exceedingly interesting report to the 
Commission in docket 18300, advocates regulation of common 
carriers only. In his opinion, private carriers should not be 
made subject to regulations; nor should contract carriers at 
this time, this last class, because such operation is not suffi- 
ciently standardized. According to Mr. Flynn, there were 2,441,- 
709 trucks registered on December 31, 197", and less than 2 
per cent of motor-hauled traffic is hauled by common carrier 
trucks. 


From these figures, it would appear that, if regulation of 
motor truck carriers is necessary, this regulation should apply 
to all classes of carriers, and certainly not to the common car- 
rier class only. 


There, apparently, are no definite figures available as to 
the number of common carrier trucks in inter-city operation 
as compared with other classes of carriers in inter-city opera- 
tion, but, if the common carriers are only 2 per cent of the 
total trucks in operation, it is safe to assume that these com- 
mon carriers are decidedly in the minority in inter-city operation. 

One of the fundamental reasons for regulation of the motor 
carrier is the manifest unfairness of closely regulating the rail 
carriers, while their competitors, the trucks, are unregulated. 
Another reason which, I think, is advanced by the operators 
themselves, is that their business requires the protection of 
regulation from ill-conceived or unscrupulous competition of 
other motor carriers. 


From these facts, it is most inconsistent to subject common 
carriers only to regulation. Such regulation would certainly 
not afford the protection to any of the interests involved which 
the public interest seems to require. 

In the state of Nebraska there are no regulations of either 
Passenger or freight motor carriers, with the exception of cer- 
tain personal injury bonds or insurance required of bus oper- 
ators, It has always appeared useless to us, here in Nebraska, 
to regulate motor common carriers only. Out of several pro- 
Posals, the following appears to be the most equitable, and 
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more likely to produce the results necessary, without a highly 
complicated and expensive system of reports and policing. 

This plan is based on the proposition that motor carriers 
of any class, that use the public highways as a place of doing 
business, should pay for this use. It is my idea that an ordinary 
license to operate a truck would entitle the operator to the 
privilege of operating within the limits of his own city or, in 
the case of farmers, into his adjoining cities or towns; that 
the operator who desires to operate inter-city should pay double 
the ordinary license; that he should be provided with special 
insignia on his license plates showing he has paid such license; 
and that an operator who operates inter-city without such license 
be subject to a fine, in addition to being forced to pay the 
license, the proceeds of such licenses to go to the road funds. 

It would work a hardship on no one. The business of the 
common carrier would be increased and many contract and 
private carriers would be eliminated. On the other hand, the 
party such as a farmer who would not have over ten or twelve 
loads a year of inter-city hauling, would not be penalized, as 
the slight profit he would pay the licensed operator for hauling 
his goods to market would, in most cases, actually be a profit 
to him; for, while the licensed operator would have a load both 
ways, the farmer would not, and with a total operating cost of 
forty or forty-five cents a mile for the round trip, the farmer 
could afford to pay reasonable charges and still be ahead. 

The present law enforcement officers could enforce such a 
law with no difficulty. 


This plan was originally intended for intrastate application, 
but could equally well be applied to interstate operation by 
an additional license, the proceeds of such license to go to the 
federal road funds. 

Trimble Brothers, 
By G. F. Lavender, Traffic Manager. 
Omaha, Neb., Feb. 7, 1928. 


PENALTY FOR POOR SERVICE 
Editor The Traffic World: 


There seems to be always more or less difficulty to gain and 
retain constantly that scheduled service on all L. C, L. ship- 
ments, that service which may be termed (in the language of 
the bill of lading) as reasonable dispatch. 

Where competition on the market is keen, exceptionally 
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quick and dependable delivery is most important and in great 
demand. 

Even in the presence of the much improved freight service, 
delays are not at all uncommon and receivers at the other end 
of the line who buy conservatively, depending on service, do 
constantly complain to the shippers or sellers of the carriers’ 
failure to maintain their schedules of service on all L. C. L. 
shipments and impatiently request the institution of a tracer, 
trusting thus to expedite the L. C. L. movement and also expect 
a prompt report thereon, which is almost impossible on L. C. L. 
tracers, unless said shipments have actually been delivered. It 
is nearly useless to trace L. C. L. freight shipments just to 
hurry them along. 

An idea that would tend to preclude the vain necessity of 
such a tracer would necessarily have to be one that would also 
tend to either further develop the schedule of service the car- 
riers now have to sell, or coerce stricter adherence to the 
present schedule. 

The writer is of the opinion that a solution of this problem 
may likely be found in an accurate and technical interpretation 
of the carriers’ absolute obligation as is set forth in section 2, 
paragraph a, of the uniform straight bill of lading, and to per- 
suade its enforcement and to bind the common carriers to their 
part of the contract of carriage in somewhat the same fashion 
that the shippers are bound to the contract, 

Section 2, paragraph a, of the uniform straight bill of lading 
reads as follows: 


No carrier is bound to transport said property by any particular 
train, or vessel, or in time for any particular market, or otherwise 
than to give reasonable dispatch. 


It is plain in this paragraph that the carriers are bound 
to give reasonable dispatch, but there is no condition in this 
clause that places the carriers under any specific liability to 
penalty in case they fail to maintain their schedule of service. 

In section 4 of the uniform straight bill of lading, is a pro- 
vision with a purpose to penalize the owner of the goods to 
full liability and risk of loss and damage plus certain charges 
if he does not pick up the shipment within a certain specified 
limit of time. No complaint is raised, however, against this 
condition. The terms are reasonable and fair enough, but would 
it not still be fair, just and reasonable, if both parties to the 
contract of carriage were equally subject to a similar penalty 
for failure to fulfill their respective obligations? In other words, 
would it not be, and justly so, a more mutual agreement if the 
terms and conditions of the bill of lading were made to work 
both ways? 

Here is a suggestion: 

Amend section 4 of the uniform straight bill of lading by 
inserting the following clause: : 

When carrier, or carriers, fail to transport said property 
with reasonable dispatch, as is required in section 2, paragraph 
a, they will then have become guilty of careless negligence: in 
the execution of that condition of this contract to which they 
are bound and they are then liable, therefore, to the penalty of 
a reciprocal rental charge of said property, equivalent to the 
charges that would otherwise be assessed the shipper or owner 
of said property, under the conditions of section 4, paragraphs a 
and b; provided that such unreasonable delay is not caused by 
the act of God, the public enemy, the authority of law, or the 
act or default of the shipper or owner. 

General Gas Light Co., 
H. R. Campbell, Traffic Manager. 
Kalamazoo, Mich., Feb. 3, 1928. 


TRAFFIC CLUB BANQUETS 
Editor The Traffic World: 

For nearly twenty years I have been general attorney in 
this state for the Minneapolis, St. Paul & Sault Ste. Marie Rail- 
way Company and its subsidiaries. During that time I have 
attended a considerable number of traffic club affairs and, there- 
fore, I am interested in your editorial of February 4, entitled 
Hi gy Club Banquets.” The closing sentence of your editorial 
reads: 


We might suggest, as a substitute for the plan the association of 
traffic clubs is trying to put into effect, that all traffic clubs of the 
country hold their annual banquets the same evening. 


To this, I say good. If any good is served by the annual 
traffic club banquet, that good might be greatly increased by 
holding all of the banquets throughout the country on the same 
night, thus making it a national affair and its program a sort 
of a nationwide review of the work of the previous year. 

May I add to your suggestion this: That the program for 
each banquet be given timely and careful preparation. That the 
subjects to be discussed be selected about six months in ad- 
vance. That the speakers be chosen to fit the subjects, and 
chosen at least four months in advance. That the number of 
speakers be limited to three, and the time of each to one-half 
hour, and that each speaker be required to make carefui prep- 
aration, to the end that the presentation of his subject may be 
both instructive and entertaining. 

In the years gone by, many of these banquets have served 
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no useful purpose. They have constituted a mere coming tp. 
gether of overworked and tired men for the purpose of excessive 
eating, listening to stale jokes, badly told, and a loose discussion 
of traffic platitudes. Perhaps your timely suggestion will begin 
the movement for a much needed reform. 


Milwaukee, Wis., Feb. 6, 1928. W. A. Hayes. 


BARGE LINE PROFITS 


Editor The Traffic World: 

Your issue of January 28 containing your editorial entitled 
“Barge Line to Omaha” has been called to our attention, 

You state that the Inland Waterways Corporation’s financia] 
statements “allow nothing for cost of capital.” The United 
States, by authority of Congress, has invested in capital stock 
in the Inland Waterways Corporation and, like any private in- 
vestor, looks to its anticipated profits for returns on the invest- 
ment thus made. Since you seem to aspire to be a self. 
appointed champion of the rail lines as against inland water 
lines (we fail to see any real conflict of interests between them), 
we will refer to railroad capital stock financing for a comparison 
with the barge line practice of accounting to which you object. 
We know of no railroad corporation which does set up, as a 
fixed charge, interest on its common stock investment. Do you? 
We do know of millions of dollars of common stock in railroad 
corporations which not only never paid any dividends or “in- 
terest” but was lost in the development of the lines and com- 
pletely wiped out in subsequent receiverships and reorganiza- 
tions. Have you forgotten these? We suggest that you tabu- 
late and publish for the information of your readers a list of 
the railroad corporations in the United States that have gone 
through receiverships and reorganizations in which the invest- 
ing public has lost all or a large part of its original investment. 
We believe a great majority of the American public, after 
reading such a list and learning the total amount of money thus 
lost to the American investors, will reaffirm its satisfaction with 
the action of Congress in using government funds to pioneer 
the establishment in the public interest of common carrier barge 
line service on the inland waterways of the Mississippi Valley. 

You say the corporation allows “nothing for taxes’—what 
is there to tax? Only some floating equipment which, under 
the marine law, can be registered at any desirable port reached 
by the line. It is customary for private owners to register their 
fleets from ports which give them either nominal or very rea- 
sonable taxation on their floating property. The terminals used 
by the barge line are owned by states or municipalities. The 
line pays a usage charge, equivalent to rent, and this is a charge 
against the operating expense of the line which is covered in 
its accounting. Take the railroad-owned lake lines, prior to the 
time they were legislated out of business. The report of the 
Commission on. these seven lines shows a capital about equal to 
that of the Mississippi-Warrior Service, $11,000,000, of which 
about $1,500,000 was shore properties, terminals, etc., and the 
balance was floating. They paid on all of this an aggregate 
yearly average of taxes amounting to $60,000. We suggested to 
the barge line management last year, that it set up a fair charge 
for taxes, so as to silence such captious critics as are trying 
to make capital out of their failure to do so. 

You say further that the corporation sets up “nothing for 
insurance.” The barge line fully insures its legal liability to 
its patrons and gives a bill of lading equal to any.given by 
rail lines. The charge for this insurance is fully set up as an 
operating cost in the accounts of the line. The barge line 
insures against damages done by its craft to other parties and 
the cost of that insurance is set up in its operating expenses. 
The barge line does not insure its tow boats and barges against 
marine peril, because the fleet is so large that “it carries its 
own insurance.” If it were privately owned, there is no doubt 
but the owners would follow the same practice, because the 
cost of insurance, year in and year out, would be greater than 
the returns from such insurance. The perils of inland river 
navigation are almost negligible. 


We, in the Mississippi Valley Association, recognize the 
railroads as the backbone of our national transportation system. 
We are their stanch friends. We want them to earn good profits 
in a prosperous Mississippi Valley. We are convinced that the 
full development and use of our valley rivers will add materially 
to our world-trade territory, save in our domestic distribution 
costs, particularly on agricultural and raw materials, and in- 
crease our per capita wealth so greatly that all well managed 
railroads will prosper in full proportion. Thus, the nation will 
be repaid many times for the cost of pioneering such a vital 
and necessary development. We welcome constructive criticism, 
which points to our possible weaknesses and offers us a better 
plan or method. The destructive critic who rails and assails 
without offering any sensible or helpful suggestions for better- 
ment, is not true to his own or his country’s best interests. 

Lachlan Macleay, Secretary, 


Miss. Valley Assn. 
Birmingham, Ala., Feb. 4, 1928. 





There is nothing in the above letter to refute- our charge in the 
editorial referred to—that Mr. Macleay was uttering an untrue 
statement when he said the Mississippi-Warrior Barge line showed 
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substantial profits “after setting aside heavy depreciation cost, pay- 
ing all overhead and expenses.” Whether the barge line ought to set 
up these charges in its statements is not the question. Mr. Macleay 
said it did and we said it did not—and it does not. It should do so, 
we think, because, in so far as it is an experiment to convince private 
capital that the business is profitable, it is misleading if it does not 
show the charges that private capital would have to meet. From 
that point of view its statements are worthless, if they are not ac- 
companied by an explanation of the omissions. If our criticism in 
this respect is not justified and constructive, what would Mr. Macleay 
call constructive? The Mississippi Valley Association, by which Mr. 
Macleay is employed, is trying to get cheap transportation at govern- 
ment expense, which means at the expense of the taxpayers. We 
think it is constructive to point out that this is unsound economics. 
If those who are after the cheap transportation by such means 
really think our criticism is dictated by mere love for the railroads, 
they are welcome to their opinion.—Editor The Traffic World. 


SECTION 15-A 


Editor The Traffic World: 

Your opening editorial in the issue of February 4 deals with 
proposals to amend section 15-a of the interstate commerce act 
and is more particularly designed to dispose of the arguments 
of Mr. Childe supporting the proposal to amend. Without in- 
tending to express any opinion, whether in favor of Mr. Childe’s 
views or against them, it does not appear to me that your 
editorial successfully answers Mr. Childe’s arguments. 

Substantially, as I read your editorial, your answer to him 
is reduced, first, to representing him as “not altogether free 
from radical tendencies and lack of judicial balance, and, second, 
that section 15-a as at present devised is desirable in that “‘it 
is at least a standard.” But who cares about a standard of 
quantity? True, people very desirably require standards of 
quality, but standards of quantity are of no importance except 
as they are of convenience in carrying on business; in other 
words, they are merely a part of the machinery of carrying on 
trade; so that, in respect of the manner in which you use the 
term, “it is at least a standard,” one might well say with the 
“two black crows” of present-day fame, “who cares about that?” 

My own thought is that section 15-a does not at the present 
time fix any standard whatever. It is true that the act confers 
power upon the Commission and directs it to establish a so- 
called rate of return, based upon some theoretical or actual 
figure of value. Now, the results that flow from the attempt 
to carry out the behest of Congress embodied in the foregoing 
statement constitute the real standard, if there can be said to 
be any, and never since the transportation act was enacted 
have the results shown that they were necessarily particularly 
influenced by what the Commission had done in establishing 
the rate of return upon the valuations assumed by it to be 
proper to be used in that case. 


There is considerable confusion on the part of writers on 
this subject, and the same confusion seems to appear in your 
editorial. It appears to be discussed in such way as to make 
it almost appear that the fixing of a particular level of rates 
results in a perfectly automatic way in a flow into the reservoir 
of net railway operating income of the required amount to meet 
the statutory requirement. I think it to be a fact that is in- 
controvertible that prices of any commodity, whether it be 
transportation or anything else, cannot permanently, or even 
temporarily, for periods of any length, be fixed by legislative 
fiat. I think what has perhaps been too much overlooked is 
the fact that once the level of rates is fixed there is a most 
profound influence upon the flow of traffic, and this in turn 
has a most profound influence upon the net railway operating 
income, the desideratum. For example, there is probably little 
question but that, when the rates were established in 1920, they 
were too high; the very level at which they were placed was 
in itself destructive of what was desired to be accomplished. 
In other words, the movement of traffic was so restricted in 
consequence of the jump in rates at that time that costs rela- 
tively mounted and defeated the very object that the higher 
level of rates was calculated to obtain. I say this by way of 
comment in reference to your remark that “the remedy is 
entirely in the Commission’s hands.” I assume you mean by 
this that the operation of the device (that is, incluring the 
fixing of the rate of return upon a given value and the esti- 
mation of rates responsive to the necessity of producing that 
return) is within the Commission’s hands. But your further 
discussion leaves me with the impression that you think there 
is more than the operation of the device in the Commission’s 
hands; that there is in them substantially power to establish 
rates such as will at all times insure adequate railway revenues. 
Iam by no means sure that that is possible. 


The railroads unquestionably are meeting with competitive 
forces which a comparatively few years ago were unknown. 
Just what the effect of that competition may ultimately be I 
do not think anyone can assert with certainty at this time; 
I certainly am not prepared to do so. But it is conceivable 
that those competitive forces are such that not even a divine 
Dower, let alone that of the Commission, will suffice to enable 
the railroads to retain their traffic in such volume as against 
hose competitive forces whereby revenues may be available to 


railroad plant as it exists today. It is possible, and, in fact, 
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the thing is now taking place, that the railroads may adopt in 
part substitution of the competitive devices referred to, but 
this is beside the point and Woes not alter what may happen 
to the railroads, considering them in reference to the existing 
railroad plant. I question very seriously whether the presence 
of a rate-making power such as that in section 15-a does not 
lead to a supineness on the part of managers of industry, who 
are the recipients of benefits of that rate-making power, conse- 
quent upon their feeling that in respect of rates they are thus 
taken care of, which, in the last analysis, is profoundly detri- 
mental to the industry. Whether this be so or not, clearly 
one of the most important factors to be considered, regardless 
of by whom or how the rate level is established, is the flow 
of traffic which that particular rate level will produce, and, of 
course, that flow of traffic will naturally be affected by the com- 
petition of other methods of carriage. In that situation, there 
is danger of a too slavish adherence to a desire to fix a level 
of rates “high enough,’ whereas, perhaps, the astute traffic 
manager, alive to the possibilities of low unit costs, generally 
speaking, the concomitant of increased volume, ought perhaps 
to be thinking about the matter more in the terms of a level 
of rates “low enough.” 

What you say with reference to the duty of general inves- 
tigation under section 15-a does not seem to supply any addi- 
tional point to the argument. Clearly, at the time when the 
rate level was established in 1920, there was not time for such 
investigations as those to which you apparently refer, and, pre- 
sumably, in one way or another, the Commission has been car- 
rying on investigations, or has had in the back of its head 
the subject of rate levels, ever since. 

You also find fault with Mr. Childe’s statement that the 
Commission gave the carriers substantially “all they wanted 
in the way of increases,” and your answer to that statement 
is that that was not then the question. It seems to me that 
this is no more than a quibble. The Commission, it is true, had 
the duty, as you say, of then “dressing up” the transportation 
situation, so to speak, but it does not alter the fact that in 
so doing they did incidentally give the carriers what they asked 
for. My own personal impression is that the carriers would 
have been better off had the Commission at that time given 
them less than they asked for; but this does not alter the fact 
that the Commission at that time, in your view of the matter, 
clearly did all that could possibly have been expected of them, 
since with you, as with many other writers on the subject, the 
whole question seems to resolve itself by means of pure mathe- 
matics—that is, just how closely does the net railway operating 
income resulting from the Commission’s activity approach some 
predetermined level, rather than how satisfactorily have all the 
factors, considering them separately, been dealt with by the 
Commission, in establishing the particular rate level. 

Washington, D. C., Feb. 6, 1928. George H. Parker. 





Mr. Parker’s discussion does not touch the question at issue— 
how would what is proposed work better than the present rate- 
making provisions of section 15-a? It is easy to find fault with any- 
one’s views or his expression of them, but what does Mr. Parker 
think ought to be done? He evidently does not understand what we 
mean by a “standard.’’ Perhaps that is our fault, though we have 
tried to be plain. We think the public is entitled to know how and 
by what standard the Commission measures the adequacy of reve- 
nue. We are not particularly fond of valuation as the standard, but 
what: can be substituted for it? We agree with Mr. Parker that 
the results have not shown that the Commission, in fixing rates, 
has been influenced by the provisions of section 15-a (except in the 
first instance, when the country was divided into regions and blanket 
increases were applied), but our point is that it ought to be in- 
fluenced. It may be, as Mr. Parker says, that the carriers are better 
off than if they had the increases they desire—for, of course, rates 
may be so high as to stifle traffic—but, in the absence of better evi- 
dence, we would be inclined to accept the judgment of the carriers 
as to whether business would move under a certain level o% rates. 
They want business—not paper rates that do not produce business. 
It must not be assumed that they are entirely ignorant of what is 
good for them. We note what Mr. Parker says with respect to com- 
petitive forces and their effect on railroad revenue. It certainly is 
conceivable, as he says, that even divine power would not suffice to 
enable the railroads to cope successfully with them—especially, as 
he does not say, if the present policies of government support and 
other artificial aid are to be continued in favor of these competitive 
forces. We are quite familiar with the perplexing aspects of the rate 
problem that Mr. Parker points out, but we are discussing now a 
particular question. Some persons do not like section 15-a. They are 
proposing a substitute. How and why would their substitute work 
better than the present law? Incidentally, in discussing this question, 
it might be wise to say what one means by “‘working.’’ Our conception 
is that this part of the law is meant to insure, as nearly as may be, 
rates that will produce adequate revenue.—Editor The Traffic World. 


PASSES FOR STATE COMMISSIONERS 


Senator Smoot, of Utah, has introduced S. 3000, a bill to 
amend the interstate commerce act to permit common carriers 
to give free carriage or reduced rates to state commissioners 
and employes, exercising jurisdiction over common carriers, 
traveling between points in their respective states. A resolu- 
tion favoring an amendment to the law removing the restriction 
against free transportation, as to members of state regulatory 
commissions and their assistants while traveling on official 
business, was adopted by the National Association of Railroad 
and Utilities Commissioners at its last annual convention. (See 


Traffic .World,.. Noy....5,. .1927,. p...1058.).... The resolution..was pre- 


sented by Thomas BE. McKay, of Utah. 
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BOSTON 


BOSTON TIDEWATER TERMINAL, Inc. 
J. M. Hoffman, V.- P. and Gen’! Mer. 
666 Summer St., Boston 


Adequate, modern dockage facilities, direct 
rail connection all railroads—direct discharge 
ship to cars and cars to ship—storage direct 
from ship—no transfer or trucking charge. 
A mile of berthing space—Piers 100 feet wide. 
Open storage for lumber, pig iron and similar 
bulk cargoes. 


NORFOLK 


NORFOLK TIDEWATER TERMINALS 
J. A. Moore, Manager 
Norfolk, Va. 

Three piers, each 1300 ft. long —4 open bulkhead 
berths—8 warehouses with 2,200,000 sq. ft. space— 
Warehouses served by depressed tracks and concrete 
drives. Receiving, delivering and classification yards 
have over 4,000-car capacity—Every modern device 
for rapid and economical handling, all classes of 
metals and ores. No lighterage Served by. Norfolk’s 
eight Trunk Lines. 


BUFFALO 


KEYSTONE WAREHOUSE CO. 
W. J. Bishop, Gen'l Supt. 
Seneca and Hamburg Sts., Buffalo, N. Y. 


Strictly modern wareheuses located at the “Hub” THE. CH AIN OF 
of the wholesale and retail districts. Served by 


all railroads entering Buffalo, including the Great 


Lakes steamers and N. Y. Barge Canal lines. HARVEY C. MILLER, President 


Also by all suburban auto trucking companies. 319 COMMERCIAL TRUS 
General warehousing with pool car distribution 
and cartage facilities. 
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NEW YORK 


ATLANTIC TIDEWATER TERMINALS 
G. W. Green, V.- P. and Gen’! Mgr. 
17 State St., New York 


Two modern fireproof double-decked piers, 1320 ft. long, 150 ft. 
wide—located foot 58th St., Brooklyn—within free lighterage 
limits, affording shipments yia all railroads—slips 250 ft. wide 
—Quicker docking and undocking, faster arrival and depar- 
ture. Best labor conditions — Faster loading and discharg- 
ing—Less stevedoring costs. No lighter or barge detentions— 
No long trucking—No piling—Maximum dispatch. Fireproof 
storage direct: from ship — No trucking or transfer charge. 
Reasonable storage and handling charges. 


PHILADELPHIA 


PHILADELPHIA TIDEWATER TERMINAL 
G. M. Richardson, Gen’'l Mgr. and Treas. 
10 Chestnut St., Philadelphia, Pa. 


Berths for 15 largest ocean cargo carriers—2 rein- 


forced concrete and steel fireproof warehouses—over 
one million sq. ft. covered storage space available— 
Lowest insurance rates — Exceptional facilities for 
handling both general and bulk cargoes—No lighter- 
age—Railroad storage yard 500-car capacity—Tracks 
extend entire length all 3 piers—25 acre yard adjacent 
to piers for storage and distribution of lumber. 


PHILADELPHIA 


MERCHANTS 


WAREHOUSE CO. 


Snowden Henry, Superintendent 
10 Chestnut St., Philadelphia, Pa. 


R ; Eleven mammoth warehouses, with floor area of 
TERMINALS 1,300,000 square feet, served by Penn. R. R. sid- 


¥.B, McCKINNEY, Sec’y and Treas. 


ings. Largest operators of public warehouses in 
Philadelphia. Equipped to furnish any kind of 


PHILADELPHIA, PA. service incident to handling of package freight 


on L. C. L. shipments. 


Low insurance. Liberal 


advances on stored goods. 
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1927 RAILWAY EARNINGS 


Class 1 railroads in 1927 had a net railway operating income 
of $1,085,485,000, which was a return of 4.40 per cent on their 
property investment, according to reports filed by the carriers 
with the Bureau of Railway Economics. Their net railway oper- 
ating income in 1926 was $1,233,048,000, or 5.13 per cent on 
their property investment. 

“Property investment,” as used by the bureau, is the value 
of road and equipment as shown by the books of the railways, 
including materials, supplies and cash. The net railway oper- 
ating income is what is left after the payment of operating 
expenses, taxes and equipment rentals, but before interest and 
other fixed charges are paid. 

This compilation as to earnings in 1927 is based on reports 
from 183 Class I railroads, representing a total mileage of 238,683 
miles. 

Gross operating revenues of the Class I railroads in 1927 
amounted to $6,206,986,000, compared with $6,465,342,000 in 1926, 
or a decrease of four per cent. Operating expenses in 1927 
totaled $4,626,932,000, compared with $4,728,540,000 in 1926, or 
a decrease of 2.1 per cent. 

Class I railroads in 1927 paid $380,638,000 in taxes, a de- 
crease of $14,564,000, or 3.7 per cent under the total tax bill of 
the Class I railroads in 1926. 

Fifteen Class I railroads operated at a loss in 1927, of which 
seven were in the eastern, two in the southern, and six in the 
western district. 

Net railway operating income by districts in 1927, with the 
percentage of return based on property investment, follows: 








Mow Hieland Region... .....cccccccscccceee $ 39,665,000 1.40% 
Ne I IE a 5 oie cisccccecciviccesncsavens 187,904,000 4.50% 
COPED TIOMTOT TREBION o.oo ccc ccccccescess 232,024,000 4.59% 
I I iva owe et seenedenscenseerne 81,821,000 8.07% 
eee) MMCeEM DAStrict 2.0... ccccvcvccccess 541,414,000 4.86% 
Tete! Gouthern District .......ccscsccecs 136,189,000 4.33% 
Bo Re ree a 117,658,000 3.40% 
COT RNIORTEEE TRORION occ ccc ctvecvcsccccens 199,862,090 4.28% 
BOEIPOUNETE TROBION 0 ooo dic cece cicwecccenses 90,362,000 3.98% 
Total Western District .....ccccccscsees 407,882,000 3.92% 
IIE RENO SoS Soe bi ekescresowssrercsenes $1,085,485,000 4.40% 


Owing to the fact that railway business and earnings fluctu- 
ate from year to year, only the showing of results over a period 
of years can indicate the real trend of railway returns, The 
rate of return on property investment for the five years ending 
with 1927 has averaged 4.64 per cent per year. 

For the month of December, the net railway operating in- 
come of the Class I railroads amounted to $55,476,000, which 
was at the annual rate of return of 2.68 per cent on their prop- 
erty investment. In December, 1926, their net railway oper- 
ating income was $80,175,000, or 3.98 per cent on their property 
investment. 

Gross operating revenues for the month of December 
amounted to $467,559,000, compared with $527,740,000 in Decem- 
ber, 1926, or a decrease of 11.4 per cent. Operating expenses in 
December totaled $377,612,000, compared with $408,833,000 in the 
same month the year before, or a decrease of 7.6 per cent. 


Eastern District 


The net railway operating income for the Class I railroads 
in the eastern district in 1927 totaled $541,414,000, which was at 
the rate of return of 4.86 per cent on their property investment. 
In 1926, their net railway operating income was $615,719,000, or 
5.68 per cent on their property investment. Gross operating 
revenues of the Class I railroads in 1927 totaled $3,083,445,000, 
a decrease of 4.9 per cent under 1926, while operating expenses 
totaled $2,312,176,000, a decrease of 3.2 per cent under 1926. 

Class I railroads in the eastern district for the month of 
December had a net railway operating income of $23,684,000, 
compared with $36,705,000 in December, 1926. 


Southern District 


Class I railroads in the southern district in 1927 had a net 
railway operating income of $136,189,000, which was at the rate 
of return of 4.33 per cent on their property investment. In 
1926 the net railway operating income amounted to $163,205,000, 
which was a return of 5.47 per cent. Gross operating revenues 
of the Class I railroads in the southern district in 1927 amounted 
to $813,187,000, a decrease of 7.6 per cent under 1926, while 
operating expenses totaled $618,829,000, a decrease of 4.8 per 
cent. 

The net railway operating income of the Class I roads in the 
southern district in December amounted to $8,383,000, while in 
the same month in 1926 it was $12,762,000. 


Western District 


Class I railroads in the western district in 1927 had a net 
railway operating income of $407,882,000, which was a return 
of 3.92 per cent on their property investment. In 1926, the rail- 
roads in that district had a net railway operating income of 
$454,125,000, or a return of 4.44 per cent, on their property in- 
vestment. Gross operating revenues of the Class I railroads in 
the western district in 1927 amounted to $2,311,353,000, a de- 


. 


crease of 1.4..per cent under the -year before, while operating —-. 
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expenses totaled $1,695,928,000, an increase of four-tenths of 
one per cent, compared with 1926. 

For the month of December, the net railway operating jp. 
come of the Class I railroads in the western district amounteg 
to $23,409,000. The net railway operating income of the same 
roads in December, 1926, totaled $30,708,000. 


CLASS I RAILROADS—UNITED STATES 
Month of December 


1926 
Total operating rfeVeNUES 2.00.6 0.ccceces $ 467,559,000 $ 527,740,000 
Total operating expenses................ 377,612,000 08,833,000 
TAXCS nc ccccecewercccccccscccccccccscces 25,974,000 30,230,000 
Net railway operating income............ 55,476,000 80,175,000 
Operating ratio—per cent.............66. 80.76 77,47 
Rate of return on property investment.. 2.68% 3.98% 


Twelve Months Ended December 31st 


Total operating revenues...............- $6,206,986,000 $6,465,342 000 
Total operating expenses...........c.-00+ 4,626,932,000 4,728,540,000 
ER RS Soren ee 380,638,000 395,203,000 
Net railway operating income........... 1,085,485,000 1,233,048,000 
Operating ratio—per cent................ 74.54 73.14 
Rate of return on property investment... 4.40% 5.13% 


LUMBER SHIPMENTS 


Reports to the National Lumber Manufacturers’ Association 
from 414 of the chief lumber mills of the country indicated a 
remarkable increase in new business last week, as compared 
with the corresponding week of 1927. Shipments gained ip 
practically the same ratio, and production increased somewhat 
less. 

The softwood industry showed current orders more than 
20 per cent larger than a year ago, and, inferentially, somewhat 
more than a week earlier, and the same was true of shipments 
and production. 

It was difficult to arrive at conclusions from the reports 
of the 76 hardwood mills, as 124 reported a week ago, and also 
a year ago. It would seem, however, that the hardwood indus- 
try was probably running behind last year on new business, and 
about holding even on production and shipments. The indica- 
tions were that there was a gain in new business over the week 
before. 

The unfilled orders of 215 southern pine and west coast mills 
at the end of last week anfounted to 609,526,045 feet, as against 
613,153,258 feet for 218 mills the previous week. The 104 iden- 
tical southern pine mills in the group showed unfilled orders 
of 221,513,173 feet last week, as against 224,358,995 feet for the 
week before. For the 111 west coast mills the unfilled orders 
was 388,012,872 feet, as against 388,794,263 feet for 114 mills 
a week earlier. 

Altogether, the 338 reporting softwood mills had shipments 
106 per cent, and orders 119 per cent, of actual production. 
For the southern pine mills these percentages were, respec- 
tively, 100 and 95; and for the west coast mills 99 and 105. 

Of the reporting mills, the 338 with an established normal 
production for the week of 224,776,706 feet, gave actual pro- 
duction 99 per cent, shipments 106 per cent, and orders 113 
per cent thereof. 

The following table compares the lumber movement, as 
reflected by the reporting mills of eight softwood, and two hard- 
= _ associations, for the three weeks indicated; 000’s 
omitted: 


Corresponding Preceding Wk., 

Past Week Week, 1927 1928 (Revised) 

Soft- Hard- Soft- Hard- Soft- Hard- 

. wood wood wood wood wood wood 
BE ovGesceees 338 76 327 124 357 124 
Production ....221,666 12,924 180,923 19,950 222,302 19,601 
Shipments . -- 237,909 11,152 186,019 20,343 249,879 19,104 
eee 253,165 13,480 198,275 23,041 264,681 18,802 





FRUIT AND VEGETABLE SHIPMENTS 


Shipments of the leading lines of fruits and vegetables the 
week ended February 4 totaled 13,521 cars, as compared with 
12,899 cars (revised) the preceding week and 14,661 cars in the 
corresponding period of 1927, according to carrier reports to the 
Bureau of Agricultural Economics of the Department of Com- 
merce. Shipments were reported as follows: 


Apples, 1,157 cars; cauliflower, 493 cars; cabbage, 319 cars; celery, 
259 cars; cucumbers, imports, 4 cars; eggplant, 1 car; imports, 28 
cars; grapefruit, 582 cars; imports, 30 cars; green peas, 9 cars; im- 
ports, 62 cars; lemons, 136 cars; lettuce, 1,368 cars; mixed citrus fruit, 
246 cars; mixed vegetables, 633 cars; imports, 19 cars; onions, 661 
cars; peppers, 20 cars; imports, 47 cars; oranges, 1,505 cars; imports, 
62 cars; pears, 34 cars; spinach, 177 cars; strawberries, 3 cars; string 
beans, 25 cars; sweet potatoes, 413 cars; tomatoes, 75 cars; imports, 
135 cars; potatoes, 4,609 cars; imports, 154 cars. 


WAGE STATISTICS 
Class I railroads in November, 1927, had 1,729,061 employes 
to whom total compensation, for the month, of $239,809,138 was 
paid, according to the Commission’s monthly statement on wage 
statistics of Class I roads compiled by its bureau of statistics 
from carrier reports. Compared with the number of employes 
in November, 1926, there was a decrease of 5.41 per cent in the 


number in November, 1927, and a decrease of 5.02 per cent in 


-total- compensation... -  -- cornee 
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February 11, 1928 


MOTOR REPORT EXCEPTIONS 


The Trafic World Washington Bureau 


The National Industrial Traffic League, by its highway 
transportation committee, has asked the Commission for an 
extension of not less than 90 days of the time for filing excep- 
tions to the proposed report of Attorney-Examiner Leo J. Flynn. 
It desires to have its members give mature consideration to the 
Flynn proposals to the end that appropriate action may be taken 
by the League. Such consideration, the transportation com- 
mittee believes, will require a general meeting of the member- 
ship It represents that provisions for such a consideration as 
it thinks should be had will take not less than 90 days from 
February 7, the present date for the filing of exceptions. 

Six propositions are relied upon in support of the request 
for more time. The first is that the League, through its repre- 
sentatives and committees, endeavored to assist the Commission 
in obtaining the facts and data bearing upon the matter. After 
the hearing was closed the highway transportation committee 
made a review of the record and submitted a report thereon 
at the annual meeting of the League, in which the committee 
stated the conclusion, among others, “that there was no visible 
demand upon the part of the shipping public for the regulation 
of motor trucks engaged in interstate commerce.” That con- 
clusion, the committee asserts, was approved by unanimous vote 
of the membership in the meeting ‘on November 17 1926, and 
the recommendations of the attorney-examiner appeared to be 
contrary to the position taken by the League. 

The second points out that the Flynn report was not made 
until January 17 and that the transportation committee had 
not had opportunity and time to present to the membership 
of the League such exceptions as it might recommend. The 
committee is of the opinion that many exceptions should be 
made. 

The third is that the subject is of fundamental importance 
to the shipping public and the members of the League “who 
comprise and represent the major portion of the shippers and 
receivers who employ this and other transportation agencies.” 

“The character of the report is such that it should be given 
mature and deliberate consideration by the members of your 
petitioner,” continues the application for more time, “and by 
the shipping public in general before the Commission closes the 
opportunity to file exceptions to such proposed report or to 
submit briefs with respect thereto.” 

The fourth proposition sets forth the time consuming meth- 
ods that would have to be followed to get the Flynn report 
considered and acted upon by the League. 

The fifth proposition is that while the subject is of great 
importance, the record does not disclose that there is an im- 
mediate public emergency which demands action without taking 
ample time for “mature consideration.” Manifestly, says the 
petition, no legislation can be enacted upon such a complex sub- 
ject at the present session of Congress, and that when such 
legislation is proposed Congress will hold extensive hearings 
before taking action, 

“In view of the importance of recommendations of the 
Commission to Congress,” continues the petition, “your peti- 
tioner feels that the public interest would be best served by 
affording the public an ample length of time to reach its con- 
clusions as to any contemplated recommendations on the part 
of the Commission.” 

In the sixth proposition the committee asserts that the peti- 
tion is not made for the purpose of hindering or delaying the 
Commission in reaching a proper conclusion. It says that it 
will endeavor in good faith to present the subject to the mem- 
bership, reach its conclusions and file its exceptions or other 
statement of views with the Commission as promptly as prac- 
ticable under the circumstances. 

The Association of Railway Executives has filed eleven ex- 
ceptions to the Flynn report in No. 18300, the motor vehicle 
investigation. They are in the interest of uniformity and clarifi- 
cation and not hostile. The first exception is taken to conclu- 
sion No. 4 because it confines to carriers subject to the inter- 
state commerce act its recommendation that the revenues, 
expenses, investments and other statistics incident to motor 
vehicle operations should be required to be regularly reported 
to the Commission and declared by law as coming within the 
provisions of section 15-a. 

No exception is taken to that conclusion so far as it applies 
to railroads engaged directly in motor vehicle operations nor 
is exception taken to it as to railroads operating through sub- 
Sidiaries, motor vehicles, if common carriers by motor vehicles 
on the highways not subject to the interstate commerce act 
are also brought within the provisions of conclusion No. 4. Ex- 
ception is taken, however, to the inclusion of railroad motor 
vehicle subsidiaries in the event that such carriers not subject 
to the act are not included. 

“In other words,” says the brief, “subsidiaries of carriers 
Subject to the act and carriers by motor vehicle not subject 
to the act should be accorded like treatment.” 

The second exception, to conclusion No. 5, relating to the 
Classification of. accounts, is based on the same ground that 
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furnishes foundation for the first one, namely, lack of uniformity 
of treatment as shown in conclusion No. 4. 

Exception to conclusion No. 6 is taken because that con- 
clusion, according to the brief, would permit a rail carrier to 
invade the territory of another rail carrier though the medium 
of joint rates and through routes, without any power in the 
Commission or board to pass upon the question. The executives 
suggest language to cure the defect in that conclusion they 
think they have found. 

The brief suggests the elimination of conclusion No, 16, 
which provides that the fact that an applicant for a certificate 
of convenience and necessity has been in continuous bona fide 
operation since March 2, 1925, shall be considered prima facie 
evidence as to the convenience and necessity of such operation 
because, from the standpoint of practical administration, that 
presumption would give over-emphasis to private interest as 
compared with public interest. 

“Undoubtedly,” says the association, “such operators are 
entitled to have due consideration given to the fact of con- 
tinuous operation for the length of time contemplated, but the 
regulatory body would, without question, give such consideration 
without any express provision in the law.” 

A revision of conclusion No. 18 is advocated so as to make 
clear that it is intended to assure that reasonable consideration 
will be given, in connection with the issuance of certificates 
of convenience and necessity, to the likelihood that the proposed 
service will be adequate and continuous and also to provide 
authority in the proper regulatory body to require additional 
service over the route covered by the certificate as the needs 
of the public might demand from time to time. 

As to conclusion No. 19, the association thinks that it should 
be amended so as to require the filing of tariffs. For the reasons 
set forth in the exception to conclusion No. 4, the association 
suggests the same treatment, in the administration of the law, 
for rail carrier motor subsidiaries and independently operated 
motor companies, hence it suggests elimination of conclusion 
No. 21. 

The association excepts to the language used in conclusion 
No. 22 which provides that broad discretionary powers should 
be given to the regulatory boards in the matter of exempting 
interstate motor vehicle operations from any of the provisions 
of the law if such exemption would be in the public interest, as 
in the case of small operators giving transportation service 
important to the communities served, but who might not be 
able to continue operations if required to comply with all regu- 
latory provisions on account of the expense involved. The 
exception is taken because “the evident purpose of this conclu- 
sion is to empower the regulatory bodies, in view of the finan- 
cial burden involved, to exempt small operators from certain 
minor provisions of the law. It is not believed that it is 
intended that any motor operator, in the discretion of the regu- 
latory body, be relieved from the major requirements as to 
certificates of convenience and necessity and as to rates, fares 
and charges.” 

The association also excepts to conclusion No. 23 because 
it is confined to passenger transportation “brokerage.” It sug- 
gests that the prohibition be extended to freight brokerage, It 
also asks that motor common Carriers be exempted from the 
provisions of the Clayton anti-trust act on the ground that if 
the Clayton act forbids the acquisition of any interest in a motor 
carrier if the effect is to lessen competition, then few existing 
motor lines could be acquired, because the effect, in most 
instances, would be to lessen competition. 

The concluding exception is one to any and all conclusions 
which provide for different requirements as to motor common 
carriers, subsidiaries of a railroad and motor common carriers 
not subject to the interstate commerce act, because the regula- 
tion of motor vehicles, in the opinion of the association, should 
be uniform with reference to both classes and no distinction 
in any respect should be made between them. 


MOTOR VEHICLE TAXATION 


The Motor Vehicle Conference Committee, composed of rep- 
resentatives of the American Autombile Association, National 
Automobile Chamber of Commerce, Motor and Accessory Manu- 
facturers’ Association, National Automobile Dealers’ Association, 
and Rubber Association of America, in a bulletin, estimates 
that, for the “current year and for some years to come” the 
taxes levied on motor vehicles and their fuel will be $1,000,000,- 
000, or more. They list, as actual or potential taxing jurisdic- 
dictions, the federal and state governments and municipal 
governing bodies. 

The tax bill for 1927 the committee estimated at $725,555,812, 
composed of $600,555,812 special motor vehicle taxes, and $125,- 
000,000 personal property taxes. All but one of the figures in 
the tabulation are estimates made by the National Automobile 
Chamber of Commerce. The one definite figure is of the pas- 
senger car excise tax levied by the national government. In 
the first ten months of 1927, the bulletin shows, a collection of 
excise taxes, on new cars, of $50,462,812, The estimated col- 
lection for the two remaining months of the year was $10,093,000. 
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Federal taxes, actual and estimated, were put down as $60,- 
555,812. State taxes were estimated at $525,000,000, divided 
into $305,000,00 as registration fees and $220,000,000 as gasoline 
taxes. Municipal taxes were estimated at $15,000,000. 

Four theories of taxation are listed by the committee as 
being held by those who have discussed the subject. The com- 
mittee says it is strongly impressed with the fairness and 
eeonomic wisdom of the fourth theory. That theory, as sum- 
marized by the committee, is that there shall be no unfair 
burden on the motor vehicle owner; that a definite sum should 
be determined upon as needed and then raised. 

“This amount determined,” says the committee, “such funds 
shall always be limited to improvement of highways of general 
motor use and shall be devoted first to maintenance costs. In 
states where a surplus remains after such motor highway main- 
tenance needs have been cared for, this surplus should be used 
to pay a substantial share of all other costs of highways of 
. general motor use or may be used to defray all or part of the 
costs of bond issues to expedite construction of economically 
desirable motor highways.” 


RAIL HEADS DISCUSS MERGERS 
The Trafic World New York Bureau 


Executives of six large railway systems in the east met for 
the sixth time since October in New York this week, in an 
effort to arrive at a tentative plan of allocating eastern rail- 
road mileage, but, as at previous meetings, nothing definite was 
accomplished and it was announced that further discussions 
would be held. 

With the exception of John J. Bernet, president of the Erie, 
now in California, the personnel of the conference was the 
same as at preceding conferences. The New York Central was 
represented by P. E. Crowley, president, and A. H. Harris, 
financial vice-president; the Baltimore and Ohio by Daniel Wil- 
lard, president, and George M. Shriver, senior vice-president; 
the Delaware & Hudson by L. F. Loree; the Nickel Plate group 
by O. P. and M. J. Van Sweringen; and the Pennsylvania by. 
W. W. Atterbury, president, and A. J. County and Elisha Lee, 
vice-presidents. 

It was stated that the position of Mr. Loree, sponsor for 
the fifth trunk line in the east, had not been materially weak- 
ened as a result of the failure of the Commission to permit the 
Delaware and Hudson to lease the Buffalo, Rochester, and 
Pittsburgh, nor had it been changed by the outcome of the re- 
cent meeting of stockholders of the Lehigh Valley, at which 
the Loomis supporters voted 516,354 shares of stock and the 
Loree interests 499,317. After the Lehigh meeting the Loree 
interests claimed they had shown ownership of the property, 
but that proxy control had been won by the management. 


It was learned that the problem of dividing the smaller 
roads in the east was being discussed piecemeal, without any 
final agreement on any particular issue. The key roads, like 
the Lackawanna, Central of New Jersey, Virginian, Lehigh, Chi- 
cago and Eastern Illinois, and Wabash, appear to offer compli- 
cated situations, when it comes to determining division of traffic 
and trackage rights. The Baltimore and Ohio has gone on rec- 
ord as wanting the Reading and the Central of New Jersey no 
matter what plan may be worked out. The Baltimore and Ohio, 
it is claimed, needs the Wabash to provide an entrance into 
Michigan since it now uses the Pere Marquette under terms 
that are not the most desirable. The Nickel Plate and the 
Central both have access to Michigan. The Pennsylvania, work- 
ing in conjunction with the Loree interests, could make valuable 
use of the Wabash, working control of which is said to be in 
Loree hands. 

The Commission has twice indicated to the eastern execu- 
tives that it is about time they got together on a tentative plan, 
but the executives seem to be as far from a definite plan as in 
October. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended January 28 
totaled 902,832 cars, according to the car service division of 
the American Railway Association. This was an increase of 
18,737 cars over the preceding week, with increases being re- 
ported in the total loading of all commodities except live stock 
and ore, which showed slight decreases. The total for the week 
ended January 28 was, however, a decrease of 41,047 cars under 
the same week in 1927 while it also was a decrease of 22,864 
cars compared with the corresponding week two years ago. 

Revenue freight loading by districts the week ended Jan- 
uary 28 and for the corresponding period of 1927 was reported 
as follows: : 


Eastern district: Grain and grain products, 7,174 and 8,794: 
live stock, 3,123 and 2,895; coal, 39,459 and 53,575; coke, 2,561 and 
3,412; — a 5,751 and 6,402; ore, 1,094 and 1, 728: merchan- 
dise, ‘kL. C 64,292 and 63,733; miscellaneous, 77,083 and 74, 665; total, 
1928, 200, 537; "1927, 215,204; 1926, 209,431. 

‘Allegheny district: Grain ‘and grain products, 3,458 and 3,508; 
live stock, 2,160 and 2,228; coal, 41,006 and 54,919; coke, 5,085 and 
5,859; forest products, 2,621 and 3,156; ore, 913 and 2,304; merchan- 
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dise, L. C. 1,611 and 51,766; oO 
total, 1928, 177, 145; 1927, 191,253; 1926, 181, 
Pocahontas district: Grain ‘and grain’ ein 208 and 219; live 
stock, 80 and 65; coal, 36,939 and 43,586; coke, 412 and 530; forest 
—-, 1,389 and 1,531; ore, 88 and 105; merchandise, L.’ C. i, 
7,249 and 7,401; 5,346 and 5,306; total, 1928, 51 /T11: 


7, 
1927, 58,743; 1926, 
Grain and grain products, 4,811 and 4,186; liye 


70,291 and 67,513: 


miscellaneous, 


Southern aietriets 
stock, 2,266 and 2,244; coal, 27,228 and 31,514; coke, 593 and 888; forest 
products, 19,902 and 30, 548; ore, 1,173 and s, 394; merchandise, L. » C.. B. 
40,312 and 41, 253; miscellaneous, 49, 695 and 52, 176; total, 1928, 145 980: 
1927, 154,203; 1926, 153,323. 

Northwestern district: Grain and grain products, 14,186 and 10,884: 
live stock, 10,049 and 10,102; coal, 7,916 and 10,567; coke, 1,743 and 
1,577; forest products, 20,264 and 18, 751; ore, 505 and 830; merchan- 
dise, ke ©: Ee, Berer and 30,963; miscellaneous, 29,172 and 30,658: 
total, 1928, 114, 612; 1927, 114, 332; 1926, 113,856 

Central western district: Grain and grain products, 17,119 ana 


13,945; live stock, 12,187 and 11,321; coal, 17,454 and 22,305; coke, 
375 and 325; forest products, 7,714 and 7,176: ore, 3,455 and 3,703: 
merchandise, Cc. L., 33,304 and 33,183; miscellaneous, 46,140 and 


47,019; total, 1928, 137, 748; 1927, 138, 977; 1926, 136,534. 

Southwestern district: Grain and grain roducts, 6,221 and 4,858: 
live stock, 2,854 and 2,382; coal, 6,137 and 8,226; coke, 220 and 18; 
forest products, 8,446 and 7, 641; ore, 379 and 393; merchandise, Ba 
16,924 and 16,870; miscellaneous, 33, 918 and 30, 629; total, 1928, 75 “099% 
1927, 71,167; 1926, 74,959. 

Total, all roads: Grain and grain products, 53,177 and 46,394; live 
stock, 32,719 and 31,237; coal, 176,139 and 224,692; coke, 10,989 and 
12, 759; —— . be. ed and "65, 205; ore, 7,607 and 10,457; mer- 
chandis L. and 245,169; miscellaneous, 311,645 and 
307,966; “total, 1928, “302, $32. ‘987 943,879; 1926, 925,696. 


Loading of revenue freight in 1928 compared with the two 
previous years follows: 





1928 1927 1926 

Week ended January 7 754,062 933,890 907,622 
Week ended January 14 906,734 942,731 931,735 
Week ended January 21 ... 884,095 936,160 921,643 
WeGK GNGed JANUARY 282.0... cc ccicc cesses 902,832 943,879 925,696 
PU“ phiia cshrsw aa sociac Bee annus eee eee 3,447,723 3,756,660 3,686,696 


Freight cars loaded with products of New Mexico, Nevada, 
Arizona, and California totaled 1,962,668 in 1927, an increase of 
nine-tenths of one per cent over 1926, according to figures by 
George A. Leithner, district manager, at San Francisco, of the 
car service division of the American Railway Association. This 
was an increase of 4.3 per cent over 1925 and an increase of 
18.5 per cent over 1924. 

Shipments, by commodities, were aun, as follows: 





Total cars shipped Increase 
Commodity in 1927 over 1926 
GRAM SUG SIAN PTOGUCts..6.s.. cccwcecccecesswes 50,500 11.0% 
MI oo al xi aces eliginl dl ost Sours 6) tase W Slate weaver ieee 66,394 5.3 
Ne ee ON ois dix aeresrainrecnectaceon maaan ata 23,310 2.8% (d) 
SE SED os5-5 0 svg. 4650S: sceamearewmuse ene 353,817 2.4% (d) 
Nea tat oh ae oo eis a, asap alan chs: @ Sa orga SOW aanas 6 ea 50,864 7.7% (d) 
ee Ee eae rere ant © 311,187 2.6% (d) 
ee, Se: WHINE ‘SUN VOR iso ois. 6 ccaccccaswecwess one 224,848 14.2% 
I 96 ol ooo gexics xcrore carci aiksees acta aon GERI 296,311 10.38% 
ee nee en ae 585,437 3.9% (d) 
TMI ilavai arian ivannecxi tas este Garb, Race: Sapte elena marnierecaate mares 1,962,668 9% 


(d)—Decrease. 


Figures for perishables alone show the following: 











1927 1926 1925 1924 Increase 
CWEMNGE §6.o5ccscccade 55,263 49,529 35,260 46,371 5,734 
PEE o.sia.e sie: ule wale 12,697 13,857 11,180 12,693 *1,160 
NE Scie e-eicwecosran 72,283 60,909 71,184 54,992 11,374 
WHO PE viccccccews 19,334 20,533 17,021 13,104 *1,199 
VOGGTRDIES  occccwsecs 70,452 65,467 52,388 43,753 4,985 
MIE. aixertisiie cdenieais 3,491 4,891 1,914 4,765 *1,400 
Canmtaloupes .....cce- 26,759 21,930 17,529 19,399 4,829 
rere 5,279 6,513 7,557 ,709 *1,224 
WONGUOOR a cksccccvcnes 8,184 8,723 6,096 3,887 $539 
Miscellaneous 22, 569 16, 351 14, 263 12,906 6,218 
WER? Raeivicsce 296,311 268,703 234,392 218,579 27,608 
*Decrease. 


His report showed that, in 1927, there was an adequate 
supply of all classes of equipment, except in the period October 
9 to October 26, when there was an apparent slight shortage of 
refrigerator cars for the loading of grapes. The carriers placed 
in that period in excess of a thousand cars a day to take care 
of the grape industry. The condition of freight locomotive equip- 
ment was excellent and enabled the carriers to furnish prompt 
and satisfactory handling of all traffic offered, he reported. 


COAL PRODUCTION AND SHIPMENT 


Production of soft coal the week ended January 28 was 
estimated at 10,121,000 net tons by the Bureau of Mines of the 
Department of Commerce, an increase of 397,000 tons compared 
with the output in the preceding week, Anthracite production 
was estimated at 1,233,000 net tons, an increase of 130,000 tons 
over the revised estimate for the preceding week. 

Tidewater bituminous coal shipments the week ended Janu- 
ary 28 were reported as follows: From Hampton Roads, 319,670 
net tons, of which 181,585 tons were for New England delivery; 
from Charleston, S. C., 1,304 tons for bunker use. 

Cars of coal forwarded over the Hudson to eastern New 
York and to New England the week ended January 21 were 
reported as follows: Bituminous, 2,756 cars; anthracite, 2,230 
cars. 
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CONSOLIDATION LEGISLATION 


The Traffic World Washington Bureau 


Protection of seniority rights of railroad trainmen in the 
event of consolidation of railroads was urged by W. Dougherty, 
vice-president and national legislative representative of the 
Brotherhood of Railroad Trainmen, in a statement submitted to 
the House committee on interstate and foreign commerce at 
the hearing on the Parker consolidation bill February 3. ? 

Mr. Dougherty said the board of directors of his organ- 
ization had adopted the following resolution January 12: 


That our national legislative representative be instructed to re- 
quest the committees of Congress that, in the consideration of plans 
for the consolidation of railroads, the carriers be consolidated in such 
a manner that will safeguard to the greatest extent the seniority, 
contractual and other rights of the employes on the properties. 


The statement pointed out that the brotherhood now held 
contracts with the managements of approximately 215 railways 
and terminal companies in the United States and 24 lines in 
Canada. 

“These contracts cover working conditions, as well as rates 
of pay, for our members, and it is necessary that in any con- 
solidation these agreements shall not be invalidated,’ the 
brotherhood statement continued, adding that it would be a 
serious mistake to permit any consolidation that would take 
from the men seniority earned, in many instances, “by a life- 
time of employment.” 

Wilbur LaRoe, Jr., on behalf of the Port of New York Au- 
thority, appeared before the committee to urge inclusion in the 
bill of a provision authorizing, in connection with railroad con- 
solidation, the exclusion of terminal properties, or joint use 
thereof. A similar statement was made recently by Mr. LaRoe 
before the Senate interstate commerce committee, 

Alfred P. Thom, general counsel of the Association of Rail- 
way Executives, reiterated the view expressed by him before 
the Senate committee that the Parker and Fess bills covered 
such situations as referred to by Mr. LaRoe, in that they gave 
the Commission authority to attach any condition whatever in 
connection with authorizing unifications or consolidations. He 
said he did not see how broader authority could be given. Mr. 
LaRoe, however, insisted that a specific provision relating to 
terminals, as set forth in his statement before the Senate 
committee, should be included in the bill. 

Inadequacy of the present law relating to acquisition of 
control of one or more carriers by another carrier were out- 
lined to the committee by Mr. Thom in support of the contention 
that additional legislation was necessary. In this discussion 
Mr. Thom said it was to be observed that the Commission, at 
this time, was reluctant to authorize acquisitions of control un- 
der paragraph 2 of section 5 of the act. He referred to lack 
of provisions in the existing law for dealing with dissenting 
stockholders and pointed out that such stockholders, by litiga- 
tion, could hold up unifications, while the proposed legislation 
provided methods for fair treatment of such stockholders and 
at the same time made it possible for unifications authorized by 
the Commission to be put through. 

Continuing his testimony before the House committee, Feb- 
ruary 7, Mr. Thom said that inclusion in a railroad consolidation 
law of a provision limiting the capitalization of a consolidated 
company to the amount of the aggregate valuation of its prop- 
erties as found by the Commission would create an insurmount- 
able obstacle to consolidations. He urged the committee to take 
out of the Parker bill a provision that would have that effect. 
He said that if the provision were left in the bill, Congress 
might as well pass no law on the subject because there would 
be imported into the consolidation policy the problem of railroad 
valuation “which up to now has been insoluble.” 

“The valuation law was passed in 1913 and for 15 years 
now we have been trying to find the value of these railroads,” 
said Mr. Thom. “There has been no pronouncement by the 
courts as to the principles which should underly valuation and 
if you have to await the ascertainment of value before passing 
on consolidation, you will have an interminable period of delay. 
Any carrier proposing a consolidation would be required to 
accept the Commission’s valuation and many carriers find that 
an obstacle that would be absolutely insurmountable.” 

Mr. Thom advised the committee that the interests of the 
public would be fully protected by exercise of the Commission’s 
jurisdiction over issuance of securities under section 20a of the 
interstate commerce act and urged that a provision be inserted 
in the bill to give effect to that suggestion. He said the Com- 
mission did not stop now for a valuation before authorizing an 
issue of securities and that the public, under his proposal, would 
have the same protection that it had now. 

In response to a question by Representative Rayburn, of 
Texas, Mr. Thom said he understood that the Commission now 
would not.permit the issuance of securities that it believed to 
be in excess of value but that its policy was not limited to that 
factor. He objected to a proposal requiring a readjustment of 
securities outstanding to the basis of a valuation by the Com- 
mission. Mr. Thom did not think that settlement of the valua- 
tion question by the Supreme Court would remove the objection 
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to the provision under discussion. He said many railroads would 
prefer to stay where they were than to go into a consolidation 
that would require them to bring their capitalization within the 
limits of a valuation. He said securities were no longer used 
as a basis for rates because the law required that rates be based 
on valuation. He said the Commission could disapprove a con- 
solidation proposal if it believed that the amount of securities 
to be issued would be excessive. 

“TJ and some others think there is more than one standard of 
value,” said Mr. Thom after having remarked that there was a 
great deal of difference of opinion among railway lawyers as to 
the proper standard of value. “I do not believe, personally, that 
value can be determined alone by cost of reproduction. As I 
said to one of the railroad presidents, I can build a railroad, with 
money enough, on the top of the Rocky Mountains. That would 
cost more than in some other location but it would not be worth 
anything. Your value is dependent upon your location and what 
use you can make of your property. Therefore, I can not see 
that value is determined by what it costs to reproduce a property 
at present prices, although that is one of the factors to be taken 
into consideration.” 

Mr. Thom added that the Supreme Court, however, had to 
pass on the whole question of valuation, and said that if consoli- 
dation was desirable, the whole process should not be held up 
until the valuation question was decided and valuations were 
completed in accordance with the decision. 

Representative Nelson, of Maine, asked if anyone now 
claimed that the railroads as a whole were overcapitalized. Mr. 
Thom said that he did not know of anyone who knew anything 
about it who claimed that. 

Mr. Thom, in concluding his statement before the com- 
mittee on February 8, submitted an amendment to the Dill 
providing that it shall not be held to prohibit, in the exercise 
of any power conferred by state authority and in accordance 
with state law “(a) the formation of a subsidiary corporation, 
and the acquisition of all or any part of the securities thereof, 
for the construction, use, ownership, or control of branches, 
terminals, or other property, to be used as a part of such branch 
or terminal facilities, or (b) the acquisition by any carrier of 
securities issued by another carrier, if not forbidden by the anti- 
trust laws of the United States provided that, if control be thus 
acquired it shall not be exercised until the fact of such control 
is reported to the Interstate Commerce Commission and it has, 
by order, approved the acquisition of such securities.” 

Ben B. Cain, vice-president of the American Short Line 
Railroad Association, began his testimony February 8, saying 
that the short lines were in general accord with the trunk lines 
in desiring the passage of the bill. While it did not include 
some things they might ask, he said, it represented about all 
they believed they could expect at this time, with a few minor 
changes that he would suggest. - 

Mr. Cain said his primary purpose was to emphasize the 
serious situation in which the short lines found themselves and 
the need, in considering consolidation legislation, for looking 
at the entire transportation system of the country. Many com- 
munities, he said, were dependent upon short lines that had 
to be preserved because automotive transportation was not an 
adequate substitute for a railroad. If the short lines are to be 
preserved, he contends, it can only be through an adequate law 
giving the Interstate Commerce Commission power to decline 
to approve a consolidation plan submitted to it which does not 
make adequate provision for the short lines in the territory 
involved. In the Nickel Plate case, he said, the Commission 
said that applications for authority to acquire control should 
make provision for all the short lines involved, and section 207 
of the bill, while it did not give the Commission direct power 
to require that any line be taken over by another, authorized 
it to attach conditions to any order it might issue, upon an 
application submitted to it for approval of a unification plan. 

One of the primary purposes of the transportation act, Mr. 
Cain said, was to take care of the weak lines, as a necessary 
part of the national transportation system, but the big roads, he 
said, generally, in their unification plans, had failed to make 
provision for the short lines. However, he thought they would 
be willing to accept their share if the Commission would allo- 
cate the short lines. 

He pointed out that he was not arguing for the preservation 
of lines not needed by their communities, The Commission, he 
said, had issued 296 certificates authorizing the abandonment 
of 5,217 miles of line, but that the roads which were essential 
to their communities should be preserved. 


When Representative Hoch asked if the theory was that 
shippers located on the stronger lines should pay rates high. 
enough to support not only those lines but others less fortunate, 
Mr. Cain said that essentially the rates were not paid by the 
shippers located on the strong line but by consumers generally. 

Representative Nelson asked why the recapture clause had 
not been an inducement to the trunk lines to acquire weaker lines 
instead of paying the excess to the government. Mr. Cain said 
he had tried to use that argument with some of the trunk lines, 
but that their answer was that there might be no excess when 
their valuations were finally established. 
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Mr. Cain concluded his statement on the Parker bill on 
February 9, after which Chairman Parker announced that the 
hearing would be brought to a close on the following day after 
testimony by L. S. Cass, a vice-president of the short line asso- 
ciation. 

Mr. Cain suggested some minor changes in the bill and 
also said he would like to “throw out the suggestion” as to 
whether the Commission should not be given power to issue a 
supplemental order in a unification case if some carrier which 
had not been brought to its attention in the original proceeding 
ought to be included in its opinion. Under the present law, he 
said, the commission held the record open for supplemental 
orders, but the bill provided only for a reopening of a case on 
a petition of the carrier directly involved. 

Mr. Thom said that if the committee intended to give seri- 
ous consideration to this suggestion he wanted to be heard on it. 
“After consent has been obtained for a unification,” he said, 
“and the Commission has issued its order, if the Commission 
could then come along and say that another road should be 
included, a substantial difficulty would be added to the situation 
which might have precluded the consent of the parties in the 
first place. It would be destructive of the whole plan. There 
ought to be some limitation on the power of the Commission to 
deal with a status carried out under its order.” 

So that the Commission may have adequate knowledge of 
what roads ought to be included, Mr. Cain said he thought it 
important that the bill include the provision which former 
Commissioner H. C. Hall had suggested was unnecessary, direct- 
ing the Commission to make an extensive study of the short and 
weak railroads. “Unless the Commission does have such a 
study available,” he said, “as to enable it to determine the effect 
of a proposed ‘unification on railroads not before it, I don’t 
see how they could intelligently deal with the application before 
them. It is true, as Mr. Hall said, that they have been studying 
the short line railroads for many years but so far the short 
lines have not got much benefit from it. I would be willing to 
have the matter left to the Commission’s discretion, so that if 
they have the knowledge necessary to deal with a particular 
situation they need not make an additional study or postpone 
their order.” 


CANADIAN TRAFFIC LEAGUE 


The annual general meeting of the Canadian Industrial 
Traffic League was held in Montreal January 20. The mem- 
bership was increased by twenty new members. New members 
are now coming in from the western provinces and it is ex- 
pected that new members will be coming in from the maritimes 
in the near future. 

Officers elected were as follows: Honorary president, J. E. 
Walsh, Canadian Manufacturers’ Association, Toronto; honorary 
vice-presidents, T. Marshall, Toronto Board of Trade, J. K. 
Smith, Montreal Board of Trade, D. McLean, Hamilton Chamber 
of Commerce, F. E. Hamilton, Winnipeg Board of Trade; presi- 
dent, BE. J. C. Finch, Montreal; vice-president, F. W. Dean, 
Hamilton; treasurer, H. W. Blahout, Toronto; general secretary, 
R. W. McLeay, Toronto. Chairmen of committees: Bills of 
lading, J. F. Hamilton, Montreal; demurrage and storage, A. W. 
Bell, Oshawa; rate construction, tariffs and classification, J. C. 
Bowles, Montreal; export and impot, A. S. Kirk, Montreal; 
highway transportation, W. S. Campbell, Toronto; legislative, 
S. B. Brown, Toronto; educational, Prof. W. T. Jackman, To- 
ronto; weighing, T. B. Millar, Montreal; publicity, A. D. Huff, 
Jr., Montreal; entertainment, H. W. Blahout, Toronto; express, 
H. Kennedy, Montreal; inland waterways, A. T. Broderick, 
Montreal; membership, E. D. Stuart, Montreal. Officers of the 
Quebec division: Chairman, G. F. W. Brazier, Montreal; vice- 
chairman, G. C. Fletcher, Montreal; secretary, A. E. Elliott, 
Montreal. Officers of the Ontario division: Chairman, C. La- 
Ferle, Toronto; vice-chairman, W. R. Caldwell, Hamilton; sec- 
retary, A. E. Williams, Hamilton. 

The annual dinner was held in the Windsor Hotel following 
the annual meeting. W. S. Fallis, president of the Canadian 
Manufacturers’ Association, the speaker of the evening, gave 
his hearers a sketch of the rise of the Dominion from the days 
of the first settlements, offering a generous meed of praise to 
the French explorers and settlers and statesmen who contrib- 
uted so largely to its growth. He contrasted conditions before 
confederation with the progress registered since, and drew 
attention to the fact that this growth was achieved while the 
population was being increased by no more than three times. 

W. C. Thompson, of the Goodyear Tire and Rubber Com- 
pany, of Toronto, immediate past president of the League, was 
chairman. E. J. C. Finch, president-elect, made a short address 
on the aims of the organization and W. R. Ingram introduced 
the speaker. Among others at the head table were: A. H. 
Thorpe, George Stephens, Leo Doherty, Charles LaFerle, Prof. 
W. T. Jackman and A. T. Weldon. Several hundred guests and 
members were at the dinner, which in former years had been 
held in Toronto. 

Education Committee 

Following is the report of the education committee of the 

League, Prof. W. T. Jackman, chairman: 
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The work of your Committee has been partially interrupted by 
reason of the fact that the chairman has not been able to carry on 
any special activities in this connection since the middle of June last. 
But, while work in the Ontario Division has not assumed the prom- 
inence which we had hoped it would attain, the Quebes Division 
has been showing an activity and interest which cannot be too 
highly commended. In Montreal, evening meetings have been held 
regularly at which members of the League, as well as cetrain speak- 
ers from without, have considered some of the most important sub- 
jects. Of these we may mention the Maritime Rates Case, which has 


‘been such a source of contention and annoyance, the United States 


Bases of Rates, which are of immediate interest to Canadian shippers 
and receivers of freight, the Early Canadian Freight Rates, the Iinter- 
national Rate Case and the Montreal Terminals. When the leader 
of each meeting has developed his subject, an opportunity is then 
afforded for its discussion, and, naturally, such vital subjects elicit 
broad interest and keen attention. These evening meetings have 
brought together an average attendance of eighteen, which, con- 
sidering the need of relaxation and rest and the many other gather- 
ings of public importance in a large city, is a worthy tribute to 
the members of this Division. 

In addition to the above program, the Quebec Division followed 
the example of the Ontario Division of two years ago in enjoying 
a trip around the Canadian Pacific terminals and this particular 
phase of education is to be completed, in conjunction with the Traffic 
Club of Montreal, by making a similar trip of investigation around 
the Canadian National terminals by special train on January 21 of 
this year. For those who have been privileged in this way nothing 
need be said as to its value in bringing the industrial traffic 
men into closer contact with and understanding of the highly com- 
plex and yet effective operation of our large railway terminals. 

We think it appropriate at this time to call the attention of 
members of the League, especially the younger members who are 
reaching out after a fuller knowledge of the basic principles and 
fundamental traffic requirements of their work, to the organization 
of the International Institute of Traffic which has recently been 
effected. It represents all fields of traffic and both shippers and 
carriers. It is devoted exclusively to education and the development 
of the traffic profession, without any selfish, financial or personal 
motives. It is appropriate that this organization should establish 
for traffic interests an international institute, to be conducted by the 
profession itself to bring about professional development and cor- 
porate unity for the granting of recognition to those whose qualifica- 
tions are satisfactory. In this international institute which is primarily 
for educational purposes, the Canadian interests are also represented 
by certain members of the League as well as by some of the officials 
of the railways. <A syllabus has been issued showing the important 
subjects belonging to the traffic field and giving a list of reference 
books and other materials dealing with these subjects. This syllabus 
alone is enough to show the vast range of traffic interests, and the 
references point the way to the serious study of these problems which 
the traffic manager must face. Two examinations are to be held each 
year, in May and November, and, judging by the contents of the ex- 
aminations in November last, they are searching tests for the traffic 
man. To those who are successful in passing the examinations and 
whose practical experience has been satisfactory, a certificate is issued 
which entitles its holder to be known as ‘“‘Accredited Traffic Manager.” 
It will be noted by our members that this is designed to place the 
traffic profession upon a correspondingly high plane with accountancy, 
law, etc. 

With this development before us, it will not be long before there 
will be an accentuated interest in traffic which will make itself felt in 
the demand for greater educational opportunity for the study of this 
field. As in other professional and business studies, this demand will 
be focussed upon the university and the time is not far hence when it 
will be essential to provide this education through the medium of 
evening as Well as of day classes, so that men who are at work during 
the day may find it possible to carry on their educational improvement 
while engaged in their practical experience. As members of the 
League, it is desirable that we should give attention to the furtherance 
of traffic interests among those who are juniors in our service and 
those who may come after us. Perhaps our own work might be made 
more interesting and valuable by our becoming more conversant with 
the broad realm of traffic beyond that which occupies our daily 
thought. 

Your committee suggests this subject of education should receive 
greater consideration and that definite action should be taken with a 
view to presenting the needs of the whole field of transportation and 
traffic where these needs can be most adequately met. 


International Railway Tribunal 


Following is the report of the special committee on an in- 
ternational railway tribunal, W. T. Jackman, chairman: 


At the semi-annual meeting of the League’this year your com- 
mittee presented a tentative report upon this matter, showing the 
arguments for and against three different proposals which have been 
considered for the adjustment of international rates and giving reasons 
why we think that the preferable method of handling this matter is 
by the cooperation of the two existing tribunals rather than by estab- 
lishing a separate body. 

It was our intention at that time to have an opportunity of dis- 
cussing this matter personally during the summer with certain mem- 
bers of the Board of Railway Commissioners and two members of the 
Dominion Government, besides conferring in the same personal way 
with railway officials with whom we have had correspondence. On 
account of enforced idleness on the part of the chairman, this plan 
had to be given up and it was not until well on in November that the 
interrupted work was taken up by correspondence. 

During the last half year some new developments have taken 
place which should be mentioned. 

On November 4, 1927, at a meeting in Detroit of the traffic com- 
mittee of the Border Chamber of Commerce (of Windsor) with the 
Industrial Shippers’ Association of Detroit, Michigan, convened to 
discuss the question of an international railway board, representatives 
of the Canadian border cities’ interests and those of Detroit presented 
their views. It was felt that-since there is such a large volume of 
traffic crosses the border at this point the interested parties in these 
communities should logically initiate the work of securing some kind 
of joint board with authority regarding traffic matters concerned with 
international movements. How far this interest was due to the report 
of your committee which was published in the League Bulletin No. 17, 
we are unable to determine. At this meeting a letter was read from 
the chairman of the Interstate Commerce Commission favoring the 
adoption of some cooperative method by which the two existing com- 
missions could hear and determine these international rate cases. 
letter from Commissioner Vien of our own board was also read giving 
expression to the same view. Such cooperation would be similar to 
that which prevails with the Interstate Commerce Commission and the 
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various state commissions in the United States, or that which is au- 
thorized by our Railway Act between the Board of Railway Commis- 
sioners and a provincial board. : ’ 

After a discussion of the matter from this angle, a resolution was 
drawn up urging certain United States and Canadian legislators who 
were present at this meeting to bring measures into Congress and 
into Parliament at the next session to establish such cooperation 
petween the two tribunals. Mr. E. G. Odette, of Tilbury, is expected 
to introduce the bill into Parliament at the forthcoming session. 

In the latter part of 1927 news was communicated from Ottawa 
that in January, 1928, at a special session of the Board of Railway 
Commissioners this matter of international rate control would be 
thoroughly canvassed. It is well known that during the past year 
four or five cases concerned with international rates have been before 
the board and in each case the matter was left hanging in the air 
until such time as they could be considered at one time. ‘ 

A recent decision of the United States Supreme Court in the 
case of News Syndicate Company vs. New York Central R. R. et al., 
which was issued to members in the last number of the League Bulle- 
tin is the latest and final pronouncement from the highest authority 
of the United States. That desicison was given to members to en- 
able them to be fully informed upon this important case. From 
the judgment there given, the Supreme Court decision would appear 
to give the Interstate Commerce Commission some extra-territorial 
authority; for how could the Commission have power to say what 
was a reasonable United States proportional of a through rate unless 
it could say whether the entire through rate were reasonable? The 
court said that the United States roads must participate in reasonable 
through rates; then the determination of such through rates, by 
implication, would surely devolve upon the Commission. Moreover, 
the court’s decision of this case would appear to give notice to the 
United States railways that shippers in Canada sending goods to the 
United States must be given rates on the United States mileage 
that are in harmony with the general basis from Canada, or else 
face the penalty of paying out of their own treasury the full amount 
of such damages as the Interstate Commerce Commission might 
assess. 

In several ways the decision of the United States Supreme Court 
seems to complicate rather than clarify the international rate situa- 
tion, but our purpose is not to analyze the decision in full. 

It is recognized that the matter of international control is 
becoming much more important as the volume of traffic to and fro 
is increased, and it will not be long before it will come to a crucial 
issue. We suggest that the measure to be introduced into parliament 
should be carefully drawn and fully considered beforehand so that 
there may not be an loopholes or loose ends in it, and that it should 
be introduced by some person who has much more influence in 
Parliament than Mr. Odette. In this we should have the fullest co- 
operation from the Canadian Manufacturers’ Association. We inti- 
mate our firm belief that provision for co-operation of the two 
commissions would have greater promise of success if it were 
sponsored by Hon. Mr. Malcolm or Hon. Mr. Dunning, especially 
if it could be supported by Hon. Mr. Bennett. 


We also suggest that, if it were possible, this matter should 
be discussed with the Board of Railway Commissioners during the 
special session of the board in January; for Hon. Mr. Dunning and 
the government as a whole will pay much heed to the opinions of 
some members of the board whose experience and whose views 
derived therefrom will carry most weight. 


Highway Transportation 


Following is the report of the highway transportation com- 
mittee, W. S. Campbell, chairman: 


Your committee in cooperation with committees from the Canadian 
Manufacturers’ Association and other bodies have been working for 
‘some time upon securing certain legislation pertaining to the regula- 
= of Motor Vehicle Operators handling freight as common Ccar- 
riers. 

(1) The Province of Quebec, as previously reported, by amendment 
to the Public Utilities Commission Act, assigned this matter to the 
jurisdiction of the Public Utilities Commission and also by amend- 
ments to the act they required, among other things, that these 
motor vehicle operators would file with the Commission time tables, 
tariffs of tolls, and must secure a charter which the Commission 
issues after fully examining into their standing and the necessity of 
their operation in the public interests. 

The tolls to be filed must not unduly discriminate and the Public 
Utilities Commission had authority to deal with any complaints in 
regard thereto. Service once established under this charter must 
be continued in effect unless leave has been secured from the Com- 
mission for abandonment of such services. These new conditions in 
Quebec have been in effect for over a year and we believe that 
various matters are being handled satisfactorily. We have not heard 
of any serious complaints in regard to either rates or service. 

(2) In the Province of Ontario an act was passed at the last 
session known as the “Public Commercial Vehicle Act, 1927,’’ which 
will go into force on a date to be named by the lieutenant-governor 
by his proclamation. It has not yet become effective. Under this 
act, the public commercial vehicle operator carrying on the busi- 
ness of public carrier of goods, wares or merchandise, must secure 
from the department of public highways a license to operate, sep- 
arate from his vehicle license. 

_ By Order-in-Council, the lieutenant-governor may make (a) Regu- 

lations as to the issuance of licenses and the fees to be paid thereon. 
(b) Fixing the amount of insurance which shall be carried to indem- 
nify the owner of the goods, wares or merchandise, against loss. 
(c) Fixing the form of bill of lading to be used in the transportation 
of goods, wares and merchandise. (d) Generally for the better carry- 
ing out of the provisions of the act. 
? In following up this legislation your committee has been cooperat- 
ing with a committee from the Canadian Manufacturers’ Association 
in the preparation of a form of bill of lading to be used for goods, 
wares and merchandise handled by public commercial vehicle operat- 
ors, and we are pleased to advise that following a-number of confer- 
ences with various parties including the operators, we are now in 
a4 position to say that with few exceptions the matter is satisfactory 
to all concerned. These few exceptions will undoubtedly be disposed 
of at an early meeting to be called in regard thereto. It is the pur- 
Pose to submit this new form, when finally approved by the various 
shippers and operators interested, to the highways department with 
the suggestion that it be adopted, as the bill of lading referred to 
in the act previously cited. The new Bill of lading embodies certain 
hew principles with the object of facilitating records and time in the 
Tansaction of transportation via commercial motor vehicles, as the 
face of the bill can be used, in addition to its bill of lading features, 
48 &@ waybill, receipt for charges, prepaid or collect and receipt for 
800ds at destination. 
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This question is receiving attention of other provinces and we 
would recommend that the incoming committee dealing with this 
subject, would continue to cooperate with other organizations with 
a view of securing similar conditions in other provinces. Your com- 
mittee has continually maintained that the regulation of commercial 
vehicle operators using motor vehicles in transportation of goods, 
wares and merchandise, should be of a minimum character with a 
view to correcting certain apparent difficulties being experienced by 
the shipping public at present and as the services grow, experience 
will indicate the extent to which further regulation may be neces- 
sary. By adopting this course, it is felt that the operators them- 
selves will probably be the first ones to come forward with sugges- 
tions by way of assistance in providing regulations. In fast, we have 
at the prsent time a feeling among a number of operators that there 
should be some regulation of their rates. It is expceted that they 
will themselves study the question further with a view to adopting 
tariffs and classifications which eventually may be the basis of tariffs 
of tolls and classifications which will be regulated by some legis- 
lative authority. 


SALE OF PACIFIC COAST LINE 
The Trafic World Washington Bureau 


Specifications drawn up by the Shipping Board for appli- 
cation by bidders for the purchase of the board’s three Pacific 
coast lines were considered at a hearing February 3 before the 
Senate commerce committee on the resolution introduced by 
Senator Jones, chairman of the committee, seeking a change 
in the specifications. Benjamin §. Groscup, counsel for Wash- 
ington state interests that wish to bid for the line operated out 
of Puget Sound ports, said the specifications would eliminate 
from the bidding those who wished to purchase only one of the 
three lines. Chairman O’Connor said if the lines were not s7ld, 
the board would do away with all operators and operate them 
as a combined service. Senator Jones remarked that the com- 
mittee would have something to say about that. 

Commissioners Benson, Smith and Teller, in the hearing 
February 6, expressed opposition to the proposed specifications. 
Commissioner Smith tok the position that the specifications were 
not in accord with the law because they contemplated the sale of 
a line that had never been established in that it was proposed 
to sell the lines with authority for interchange of ports among 
the three lines. The commissioner said it was his view that, 
under the specifications, it was not reasonably possible for one 
of the lines to be sold separately. He said he had favored the 
sale of vessels on liberal terms so that the board could inform 
Congress that the purchasers were enabled to operate success- 
fully or that they could not do so without some enabling legis- 
lation. Commissioner Teller believed that the specifications 
would lead to a monopoly of the shipping lines on the Pacific 
coast. Commissioner Benson said he opposed the sale of the 
vessels at this time because he thought more careful study to 
the Pacific coast situation should be given than had been given 
in connection with the proposed sale of the ships. 

Chairman O’Connor, Commissioner Plummer and F, G. Frie- 
ser, the latter traffic director of the Fleet Corporation, favored 
the sale under the specifications set forth in the advertisement 
of the board inviting bids for the purchase of the lines, espe- 
cially that specification permitting interchange of ports. The 
chairman said the suggestion of a monopoly on the Pacific ‘by 
reason of allowing the lines offered for sale to go from one 
port to another was ridiculous in view of the fact that there 
were foreign lines in the transpacific service. 


Benjamin S. Groscup, counsel for Washington state inter- 
ests, in answer to a question put by Chairman O’Connor, said 
he had received word from home that the group he represented 
had shown a division of opinion and that some of the members 
of the group were willing to bid on the specifications. That 
information came after he had made the original statement, on 
February 3, that the specifications would eliminate from the 
bidding those who wished to purchase only one of the lines. 

When that information was given the committee decided 
that it would go no further in the consideration of the resolu- 
tion until after the receipt of the bids tender of which, under 
the board’s advertisement, was to be made on February 10. 
The board was asked to bring the bids to the committee for 
consideration by it. 


JONES MARINE BILL 
The Trafic World Washington Bureau 


Senator Jones, chairman of the Senate commerce committee, 
will offer the Jones bill, requiring unanimous affirmative action 
by the Shipping Board to sell ships and authorizing the making 
of appropriations for new government merchant ships, as an 
amendment to the tax reduction bill when that measure is taken 
up in the Senate if the House does not act on the Jones bill. 
The senator has had the bill printed as an amendment to the 
tax bill. 

“It is rumored that this bill will be stifled in committee,” 
Senator Jones told the Senate. “Such action will demonstrate 
the inability to get government aid through Congress and fully 
justify the Senate’s course. 

“The merchant marine problem should be met boldly. It 
should be met patriotically. The Senate did the best it could, 
There was no partisanship in our action. We are. for an.Amer- 



















352 





ican merchant marine, government owned, rather than no mer- 
chant marine at all. We will confer gladly over any proposals 
that give any reasonable assurance of success.” 

Senator Jones declared that the developments in the Senate 
in the course of consideration of the bill showed that no gov- 
ernment-aid proposal could pass the Senate. Continuing, he 
said: 


Particular provisions are being discussed. Hands are thrown 
up in horror at the unanimous-vote clause. Let them change that 
if they can. I do not think this bill will fail because of a difference 
of a couple of votes in stopping board action over the sale of a ship. 

If it can be done, let the bill be amended so that government 
construction or ownership will not be needed. I will rejoice if this 
is done. The Senate will not, in my judgment, defeat it. There 
must, however, be no uncertainty about such a proposal, and there 
need be none. We must be sure that ships will be built under any 


new proposition. 
Our bill may be supplemented by several alternatives to promote 
private shipping. To the extent they succeed, our method need not be 


followed. 1: 

If our bill comes back with an adequate ocean mail pay provision, 
with the loan provisions of the act of 1920 reasonably modified, and 
with certain provisions of the Wood bill and other bills now pending, 
such amendments will, in my judgment, have most sympathetic con- 
sideration and an adequate measure be passed. 


Senator Jones and Senators Copeland and Wagner, of New 
York, have received telegrams from the Merchants Association 
of New York protesting against any legislation that would per- 
petuate government ownership and operation of the merchant 
marine over an extended period, and declaring in favor of de- 
velopment of the merchant marine through private ownership 
and operation, with provision for government aid for the con- 
struction and operation of ships. 


DISCUSSES EQUALIZATION 


The Traffic World New York Bureau 


The North Atlantic-United Kingdom Freight Conference 
voted at its meeting Wednesday to begin soon a study of the 
equalization of rates from Central Freight Association territory 
to European ports. Two weeks ago the Shipping Board directed 
the Merchant Fleet Corporation to take up the matter with the 
conference. 

The agitation to equalize rates is the outcome of a petition 
submitted by the maritime exchange of the Boston Chamber 
of Commerce to the Shipping Board. E. C. Plummer, vice- 
chairman of the board, presided at a hearing in Washington on 
November 30 on the application of Boston interests, at which 
delegations from all the important ports on the eastern sea- 
board were present. 

At that meeting New Yorkers interested supported the Bos- 
ton plea, with the proviso that any adjustment of Boston 
through rates should also apply to New York. The present rate 
structure was adopted during the war, when rail differentials 
were allowed Philadelphia, Baltimore, Norfolk and Newport 
News to offset the advantages existing at that time in favor 
of New York and Boston as to ocean rates. Later the ocean 
rates were equalized, while the rail rates were left unchanged. 

Because of the present rate schedule, it is the contention 
of Boston and New York, freight rates to Baltimore, Philadel- 
phia and Norfolk, shorter hauls are lower than those to New 
York and Boston. 

The resolution adopted by the conference is as follows: 


Whereas, The question of the equalization of new rates on ex- 
port commodities from Central Freight Association territory is not 
peculiar to United Kingdom traffic; and i 

Whereas, The North Atlantic, South Atlantic, and Gulf ports 
serve the same territory with respect to this traffic under entirely 
different circumstances than those existing prior to 1924; an 

Whereas, Protest has been received from shippers, trade boards 
and port interests since publication of this resolution (that of the 
Shipping Board on January 24) clearly indicates the importance of, 
and genuine interest in this matter, and 

Whereas, No information has been received as to contemplated 
treatment of the problem by other steamship services from other 
ports on traffic destined to the United Kingdom and other countries, 
nor from north Atlantic ports to other countries; and 

ereas, The lines have contracts on many commodities for 
the year of 1928, which have a bearing on the subject. 

Resolved, That the question of the equalization of through rates 
from Central Freight Association territory be continued on the docket 
and that early study and consideration be given for the purpose of 
determining, if possible, a practicable application of the principle. 


The resolution adopted two weeks ago by the Shipping 
Board suggested alternative means of bringing about this ad- 
justment—one by advancing rates from ports south of New 
York and rates from Montreal, and the other by lowering rates 
from Boston and New York. 


SHIP SALE POLICY 


Chairman T. V. O’Connor of the Shipping Board, in an ad- 
dress to the Jersey Marine Club which held its meeting on the 
Leviathan in the New York harbor on February 9, explained 
the policy and acts of the board in relation to getting the gov- 
ernment out of the shipping business. At first glance, he said, 
it would seem to be an easy thing to get the government out 
of any business. The fact, however, he said, was to the con- 
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trary. While much had been accomplished, he said, much sti] 
remained to be done. 

In his opinion, the chairman said, the people of the Uniteg 
States did not realize how far the board had gone in Setting 
out of the operation of commercial tonnage since 1920, or ip 
the disposition of vessels, dry docks, shipyards, housing prop- 
erties, and other miscellaneous holdings, in the effort to liqui- 
date the government’s war time shipping equipment. 

Counting ships that had been captured or acquired by pur. 
chase, the government owned more than 2,500 vessels in 1920. 
More than two-thirds of these ships, he said, had been disposed 
of, the government now owning fewer than 800. Of these 800, 
he said, only 300 were in active operation. The rest are ip 
lay-up and are being sold, he said, as fast as possible for pri. 
vate operations. 

With a view to giving his hearers a picture of the situation 
with which the board has had to deal, Mr. O’Connor said that 
when the United States entered the war there were but 61 
shipyards with 235 launching ways in the United States. Nine. 
teen months later, he said, the board had brought the total up 
to 341 shipyards with more than 1,200 launching ways. 

“I ask you to pause for a moment to try to imagine 341 
shipyards with 1,200 launching ways,” said Mr. O’Connor. “] 
say try to imagine them, for I do not believe that any one can 
grasp the complete picture. We had 7,000 civilian guards... 
and 5,000 troops assigned by the War Department, a total of 
12,000 men merely to guard these plants.” 

At the peak of production, Mr. O’Connor said, the govern- 
ment had a force of 385,000 shipyard workers for whom housing 
had to be provided at many places. The plants were located at 
more than 400 points. The number of sales ran about 45,000, the 
chairman said, all with the view to showing the magnitude of 
the task the board had been performing. 


MERCHANT MARINE AID BILL 


The Senate has passed S. 789, a bill to amend section 23 
of the merchant marine act, so that the second paragraph thereof 
will read as follows: 


That during the period of 10 years from June 5, 1920, any person, 
a citizen of the United States, who may sell a vessel documented under 
the Laws of the United States and built prior to January 1, 1914, shall 
be exempt from all income taxes that would be payable upon any of 
the proceeds of such sale under the revenue act of 1918, or under any 
subsequent revenue act in force during such 10-year period, if the 
entire proceeds thereof shall forthwith be invested in the building of 
new ships in American shipyards, such ships to be documented under 
_ a, of the United States and to be of a type approved by the 
oard. 


The necessity for the legislation, it was explained, grew out 
of a decision by the Internal Revenue Bureau that under the 
existing law the tax exemption was applicable only to income 
tax payable under the revenue act of 1918. That act was re 
pealed and succeeded by the revenue act of 1921. The amend- 
ment adopted by the Senate, on which the House must now 
pass, makes the exemption apply to income tax payable under 
the revenue act of 1918 and subsequent acts in force in the ten- 
year period from June 5, 1920. 


PROTESTS SHIP SALE POLICY 


Senator Jones, chairman of the Senate commerce committee, 
February 6, received from Joseph Scott, general manager of 
the Transmarine Lines, a letter stating that the Shipping Board, 
through sale of vessels for use in the intercoastal trade, at low 
prices, was destroying private steamship enterprises, 

Mr. Scott said intercoastal lines were in the “red” due to 
the large amount of tonnage that had flooded the market through 
the sale of Shipping Board vessels at ridiculous prices. He 
asked that the senator ascertain the number of vessels sold 
by the board and now used in the intercoastal service. He said 
it was a matter of common knowledge that there was a surplus 
of tonnage in the intercoastal trade amounting to about 100 
per cent over the demand for westbound transportation. 

Mr. Scott said he could not find that the Shipping Board 
had any right to existence as a means of discouraging com- 
panies or individuals who were financially interested in the 
tonnage employed in the coastwise trade. He construed the 
unrestricted sale of vessels for use in the intercoastal trade at 
low prices as the equivalent of government competition with 
the lines established in that trade. 


OCEAN FREIGHT RATES 
The Trafic World New York Bureau 


The slightly stronger tone imparted to the full cargo mar- 
kets a week ago by the demand for sugar space has failed to 
lead to a generally firmer condition. Aside from the sugar 
trade, inquiries have been light in every direction and ship- 
owners have been unsuccessful in their efforts to raise their 
figures. Among the fixtures of the last week for sugar have 
been vessels at 16s 3d to 17s per ton from Cuba to the United 
Kingdom and Continent. These prices compare with 22 to 23s 
a year ago, and illustrate the depression which has engulfed 
the tramp trades in that period. 
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“THE CATBIRD” is one of the 
most important trains in the fleet of 61 ‘& 
named Pennsylvania freights that have 
set remarkable records for regularity 
and dependability of on time arrival. 


A freight that fi lies 


ost birds go North in summer 
M and South in winter, thereby 
escaping extremes of heat and cold— 
and spending most of their time in 
song and sunshine. 


But “The Catbird,” a big Penn- 
sylvania freight, travels no such path 
of roses. For in all seasons, in all sorts 
of weather this hard-working train 
leaves Norfolk every night and runs 
up the Eastern Shore of Virginia via 
Wilmington, Delaware, to New York 
City carrying Southern merchandise 
and produce to the markets of the 


East and North. 


Food—Tobacco— Raw Materials 
—for Northern Homes 
and Industries 
No ancient caravan carrying wealth 
from India or China ever brought a 
richer treasure than that entrusted 
daily to the care of “The Catbird.” 
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For to fill this big train the South- Catbird”—and raw materials used in 


land has yielded up its riches ... 
fresh, green vegetables, ripening fruits 
and other foods to round out the 
menu of many Northern tables. To- 
bacco, too, finds a place on “The 





Here are three other Penn- 
sylvania freights whose reg- 
ular on time arrivals have 
earned them distinctive 
names: 





‘“*THE BLUE GOOSE”’ 
Perishable—Merchandise 
Seaboard Cities to Buffalo 





‘“*‘THE ORIOLE’’ 
Perishable Freight 
(From Southern States) 
Washington to New York 


‘“*THE EAGLE”’”’ 
Perishable—Merchandise 
Cleveland to Seaboard Cities 








many Northern industries are part of 
its cargo. 

Important cargoes such as these 
must reach their destinations on time. 
That they may do so “The Catbird” 
is run by competent train crews and 
guarded en route by hundreds of men 
whose job it is to get the big freights 
of the Pennsylvania through promptly 
on schedule. 

So well have these men performed 
their task that for many months “The 
Catbird” has kept its schedule regu- 
larly and dependably—a long record 
of on time performance. 

Efficient cooperation and a realiza- 
tion of the importance of delivering 
goods to consignees on time have 
combined to make “The Catbird” 
one of the most dependable freight 
carriers in the Pennsylvania service. 


PENNSYLVANIA RAILROAD 


Carries more passengers, hauls more freight than any other railroad in America 


























354 





Meanwhile, both the coal and grain trades, which usually 
are the backbone of the full cargo markets, have shown neg- 
ligible activity. Grain is moving in small volume and prac- 
tically all of this is absorbed by regular liners at ballast rates 
of six to eight cents a hundred pounds. Until the movement is 
sufficiently large to exhaust berth space, rates cannot advance 
to the 12 to 14 cents necessary to attract full cargo fixtures. 
Most of the current activity in grain is confined to outward 
shipments from the Argentine. European purchasers find that 
market better than the United States and Canada, as lower 
prices can be obtained, with the result that export shipments 
from this country are abnormally small. The heavy Argentine 
movement has attracted large numbers of vessels in ballast, 
and rates in that trade have also weakened. 

Some activity is noted among Australian grain shippers 
and also among U. S. North Pacific shippers, but without any 
marked effect on rates generally. Nominal quotations in the 
full cargo grain market are as follows: from Boston and Port- 
land, 2s 6d per quarter to the United Kingdom, 1-11 cents to 
Antwerp-Rotterdam, 1014-1114%4 cents to Hamburg-Bremen, and 
15 cents to the Mediterranean, the latter quotations per 100 
pounds. Rates from St. John to the same ports average about 
one cent higher. 

The following rate changes have been adopted by the At- 
lantic-Far East Conference: Rate of $10.20 net ton on am- 
monia, sulfate fertilizer, n. 0. s. to Mangarin, P. I., extended to 
June 30; present rate on tin plate extended to June 30; base 
rate of $14 per ton, w. n., established on oakum; base rate of 
$12 per ton established on slate slabs, w. m.; base rate of $8 
per ton, w. m., established on sodium sulfate, with the usual 
differential to group ports in all three cases. 

Cotton rates from Gulf ports to Liverpool and Manchester 
have been reduced 3 cents per 100 pounds by the Gulf-United 
Kingdom Conference. The new rates, which are effective 
through February, are 48 cents per 100 pounds on first class 
steamers and 47 cents per 100 pounds on second class vessels. 
The reduction was due to tramp steamship competition, it is 
stated. 

A letter of protest against exclusion of New York as a point 
for deliveries under future contracts was made to the Board of 
Governors of the New York Cotton Exchange by the Port of 
New York Authority. Capital investment in improved terminal 
facilities would be jeopardized, the authority fears, and the con- 
templated action also was seen as contrary to the purpose for 
which the Cotton Exchange was incorporated by the State of 
New York. 

The Delaware & Raritan Canal is to be reopened for serv- 
ice on March 1, weather permitting, according to formal an- 
nouncement made by the management. 

A resolution adopted by the steamship affairs committee of 
the Maritime Association of the Port of New York, commending 
Edward N. Hurley for the views on the merchant marine prob- 
lem set forth in his recent communication to President Coolidge, 
has been telegraphed to Mr. Hurley by Emmet J. McCormack, 
chairman of the committee. The resolution specially com- 
mends Mr. Hurley for “his sound and patriotic expressions on 
the shipping situation and particularly his opposition to the 
Jones bill and legislation tending to government ownership are 
timely and much appreciated by all true friends of American 
shipping.” 

s 


TARIFF ON WEIGHT BASIS 


What is said to have been the first foreign trade tariff 
quoting rates exclusively on a weight basis was issued by the 
Panama Mail Steamship Company January 15, effective the 
same date, applying on traffic from San Francisco and Los 
Angeles to Mazatlan, Mexico. The tariff applies in connection 
with traffic received from rail carriers, on through export bill 
of lading, originating at points named in Transcontinental 
Freight Bureau Tariff No. 29-Q, and supplements. The publica- 
tion of the tariff, it is pointed out, simplifies the shipper’s prob- 
lems by eliminating the necessity of converting his transporta- 
tion cost to a measurement basis. 


INTERNAL SHIP LINES TO CONFER 


A conference of river, lake and coastwise steamship line 
officials, chiefly traffic managers, is to be held in Washington 
on February 14, at the New Willard Hotel. Its promoters believe 
it will be the first time the shipping from which foreigners are 
excluded by the laws of the United States have ever met in 
a conference. H. J. Curtis, passenger traffic manager of the 
Hudson River Night Line, is chairman of a committee that has 
been promoting the conference. William H. Callahan, traffic 
manager of the Norfolk & Washington Steamboat Company, with 
offices in Washington, is also a member of the committee and 
one of the men who have been active in this effort to get the 
men interested in the commerce subject to the river and coast- 
wise laws of the United States into touch with each other for 
the consideration of subjects of interest to them all. 

Other members of the committee are E. H. McCracken, 
general passenger agent of the Detroit & Cleveland Navigation 
Co., and F. W. Milton, general passenger agent of the Cleveland 
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& Buffalo Transit Co. One of the things these passenger men 
are thinking about is some method for reviving travel by water 
lines and printing of tariffs all over the country, with sugges. 
tions for attracting automobile traffic by means of joint agq- 
vertising of the water lines throughout the country. They may 
also discuss the subject of river improvements. 


TRANSATLANTIC SHIP PROPOSAL 


President Coolidge, it is understood, thinks that the pro- 
posal of the Transoceanic Corporation to build and put in sery- 
ice, under private ownership and operation, with government 
aid in the form of ship construction loans and mail payments, 
fast passenger-cargo liners in the north Atlantic, should be 
thoroughly investigated. The proposal to obtain money from 
the government to meet a substantial part of the cost of the 
vessels, in the opinion of the President, it is understood, is in 
harmony with the present provisions of the merchant marine 
act authorizing loans for the building of ships. The President 
has not looked into the question of mail payments. 


QUICK SALE OF VESSELS 

A record for speed in consummation of the sale of ships 
was established by the Shipping Board when C. W. Cook, of the 
Gulf Pacific Lines, Inc., of San Francisco, appeared at the 
board’s offices and bought the steamers Neshobee and Riverside 
Bridge at the board’s basic prices, $33,000 and $34,000, respec- 
tively. Mr. Cook called at the board at 10:30 in the morning 
of February 3 and within five hours his offer had been accepted 
and payment of 2% per cent of the purchase price of the vessels 
had been made. The sale is contingent on the customary bot- 
tom examination of the vessels, which will take place at once. 
On completion of the examination 7% per cent of the purchase 
price will be paid and 15 per cent will be paid on delivery of 
the vessels. The balance is payable over a period of five years, 
with interest at 5 per cent on the unpaid amounts of the prin- 


cipal. The vessels are now laid up at Norfolk, where they will 
be dry-docked. They are to enter service in the Gulf-Pacific 
trade, 


MONEY FOR SHIPPING BOARD 
The Trafic World Washington Bureau 


By a vote of 40 to 30, the Senate adopted an amendment to 
the independent offices appropriation bill, offered by Senator 
Black, of Alabama, designed to reduce the salary of the chief 
counsel of the Shipping Board and Fleet Corporation from $15,000 
to $10,000 a year. Under the amendment, the board and cor- 
poration could pay one salary of $18,000 a year, and two sal- 
aries of $15,000 a year. It now pays one salary of $18,000 and 
three salaries of $15,000, one of the latter going to the chief 
counsel. The amendment also would permit one salary of 
$12,000. All other salaries must not exceed $10,000, with the 
specific provision that no attorney shall be paid more than 
$10,000 a year, under the amendment. 

Without a record vote the Senate also agreed to another 
amendment offered by Senator Black providing that not more 
than $113,200 be paid out of the appropriation for the board 
and corporation for lawyer fees for the twelve months next 
following the passage of the act. 

Senator Black said the amendments would reduce the gen- 
eral appropriation for the Shipping Board in the amount of 
$150,000. 

Money expended by the board for employment of lawyers, 
said the senator, explained, in his judgment, in part the re- 
peated statement that had been made on the floor of the great 
losses sustained by the board, and that it was responsible in 
part for those losses. 

Senator Black said he ascertained from the testimony be- 
fore the House committee on appropriations that in the year 
1927 there were 48 lawyers employed by the board, and that the 
expenses of the legal department in 1926 were $404,080. He 
said the salaries of the regular lawyers employed by the board 
in 1927 amounted to $263,200, which did not include the sten- 
ographic expenses, and that in addition, there were a number 
of lawyers employed specially, one of them an assistant to one 
of the commissioners and another an assistant to another com- 
missioner, and that their salaries were not, drawn from the 
legal department. Continuing, he said, in part: 


I find that the work which these numerous lawyers have dis- 
posed of during one year is as follows—and I would like to have 
this heard, because I think it will be seen where a part of the 
losses of the shipping board come in: 

It was reported to the committee that 602 cases were disposed 
of in New York, where there were 1,400 cases pending. An analysis 
of the report shows that 197 of the cases were disposed of by dis- 
ear which certainly required very slight services on the part of any 
awyer. 

One hundred and forty-seven were discontinued, which required 
very little service. Cases settled before and after trial were 258. That 
is the entire work done by the lawyers in New York so far as litiga- 
tion was concerned. We find that for that work 16 lawyers were 
employed in New York at an expense of $88,600, not trying a single 
case through to completion. This is taken from the report made 
to the appropriations committee. 

We find that in Washington there are a few cases tried before 
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the court of claims, but the lawyers for the shipping board do not 
have charge of those trials. They are under the charge of the 
attorney general, and the lawyers for the shipping board do not 
even supervise the trial of those cases. The total number of the 
attorneys in this city and in neighboring provinces was 180. They 
cost the government for the settlement of the 180 cases, where the 
trials were held under the supervision of the attorney general and 
a0 pA the attorneys for the shipping board, the small sum of 

In addition to that we find there were special lawyers employed 
even where the attorney general had charge of the trial. These 
special lawyers received $10,000 each. The number of those reported, 
though it is not claimed they are all, was three, drawing $30,000 
during the year 1927. Further we find, under the report which the 
board made, that the lawyers for the shipping board have drawn 
$278,200 for the services they have performed. 


Senator Jones, chairman of the Senate commerce commit- 
tee, thought that $15,000 was a very small salary for the chief 
counsel of an organization as large as the Fleet Corporation 
with world-wide activities. He referred to many important le- 
gal cases and large amounts of money involved in them that 
were handled under the supervision of the chief counsel. 

“In my judgment,” said he, “this government would save 
hundreds of thousands of dollars if we paid the chief counsel 
$50,000 a year and secured one of the very highest class of at- 
torneys in the country.” 

Senator Jones said he was not saying that as any reflection 
on the general. counsel—Chauncey G. Parker—for he was a 
good lawyer, but that if he could not make more than $15,000 a 
year in private practice, “then, of course, he ought to be put 
out, but I am satisfied that he could do so; I am satisfied that 
he is really making a sacrifice in remaining in the position of 
general counsel of the Shipping Board.” 

Senator Black asked if Senator Jones would join him in 
favoring a bill providing that hereafter the general counsel 
should be confirmed by the Senate, “so that I may produce evi- 
dence to show the Senate whether or not he is capable of per- 
forming the duties for which he is paid $15,000 a year?” Sen- 
ator Jones said although he doubted the necessity of such leg- 
islation, he would have no serious objection to it. He thought 
considerable discretion should be left to the Fleet Corporation 
in that matter. 

Condemnation of the authorization in the bill for recondi- 
tioning of the Mount Vernon and Monticello at a cost of not 
to exceed $12,000,0000 was voiced by Senator Copeland, of New 
York, and Senator King, of Utah, Senator Copeland referring 
to the ships as “two useless hulls,” and Senator King, as “two 
old hulks” that were constructed in 1905 or 1906. 

Because of the amendments to the bill agreed to by the 
Senate, the measure was sent to conference between the two 
houses of Congress. 


ST. LAWRENCE WATERWAY 


A joint resolution of the legislature of Wisconsin urging 
improvement of the St. Lawrence river to permit establishment 
of a lakes-to-the-sea waterway for ocean-going vessels has been 
received by the Senate. 

Incidental reference by Senator Walsh, of Montana, in de- 
bate in the Senate to the proposed St. Lawrence waterway from 
the lakes to the sea developed that there was opposition in the 
Senate to the project. 

Senator Walsh remarked that “we are all in favor of the 
government construction of the Great Lakes-St. Lawrence water- 
way project.” 

“No; we are not all in favor of that proposition,” said 
Senator Smoot, of Utah. 

Senator Copeland, of New York, said he would not want 
to be included in the group favoring the project. 

Senator Walsh said he was referring to the senators from 
North Dakota and to Montana. 


MERCHANDISE-TO-ALASKA BILL 


Delegate Sutherland, of Alaska, has introduced H. R. 10370, 
a bill to amend section 27 of the merchant marine act. The bill 
is identical with H. R. 8910, the text of which was published 
in the Traffic World of January 14, p. 102, except for the inser- 
tion of the words “or hereafter” in the proviso, making it read 
as follows: 


Provided, That this section shall not apply to merchandise trans- 
ported between points within the continental United States, including 
Alaska, over through routes heretofore or hereafter recognized by the 
Interstate Commerce Commission for which routes rate tariffs have 
been or shall hereafter be filed with said commission when such 
routes are in part over Canadian rail lines and their own or other 
connecting water facilities. 


PAN AMERICAN HIGHWAY 


The House committee on foreign affairs has adopted a res- 
olution appointing a sub-committee to confer with Secretary of 
State Kellogg in regard to the calling of a conference of all 
the nations and self-governing dominion on the western hemi- 
sphere for the purpose of considering the construction and 
maintenance of an improved highway connecting the capitals 
of the republics and the Domision of Canada, This action fol- 
lowed consideration of a bill providing for the establishment of 
a commission to encourage the construction of a Pan American 
highway. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, who is a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions —a. practical traffic 
problems. We do not desire to take the place of traffic man but to 
help him in his work. ; ‘ 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D.C. 





Tariff Interpretation—Minimum Charge—L. C. L. Shipments 
Moving Over Two or More Lines on Combination of Loca} 
Rates. 


Maryland.—Question: With considerable interest I have 
noted the question of “Oregon,” together with your reply, appear- 
ing on page 1308 of the December 3rd issue of the Traffic World, 
having to do with proper minimum to be assessed on L. C. L. 
shipments moving over two or more lines in the absence of 
joint through rates. 

I assume all carriers have been confronted with this situa- 
tion and I might say we have taken the same position as is taken 
by “Oregon.” Our tariff involved, which carries a rule calling 
for a minimum charge of 50 cents, is both a local and propor- 
tional issue and our position is based upon the theory that the 
minimum charge of 50 cents is not only a local but a proportional 
charge and, therefore, the rule operates as an exception to the 
classification not only with respect to strictly local traffic but 
to through traffic where one factor of the through minimum 
charge is that carried in our issue. This may be in violation 
of the spirit of Rule 13 of the Classification and contrary to the 
Commission’s purpose behind the rule, but I can see no other 
logical interpretation to be placed upon our tariff. 

I should be glad to hear the opinion of others interested in 
this particular subject. 


Answer: In Swift & Co. vs. Director-General, 68 I. C. C. 287, 
at pages 290 and 291, the Commission found the full combination 
of minimum charges not unreasonable as applied to complain- 
ant’s shipments from Moultrie, Ga. The allegation of the com- 
plaint, however, was unreasonableness, only, based on the mini- 
mum charge rule subsequently established. This case is not 
directly in point because the minimum charge rule, as applied to 
combination rates, was not in effect at the time the shipments 
moved. The case does, however, show that the rule in question 
in the instant case, as established by General Order No. 28, was 
intended to apply to the through movement and not to each of 
the factors of a combination rate. 


In Docket 18925, King-Haase Furniture Company et al. vs. 
Ann Arbor R. R. Co. et al. (mimeographed), decided November 
26, 1927, complainant contended that Rule 34 of the classification 
was not applicable because the commodity rate items did not 
specifically say so, but carried a flat minimum. The Commis- 
sion said that “the general provisions in the tariffs were suffi- 
cient to constitute appropriate cross reference to Rule 34 and, 
under a fair and reasonable construction, that rule was clearly 
applicable to the minimum weights named in the commodity 
tariffs.” See, also, Docket 18625, Paine Lumber Co. vs. T. C. Ry. 
(mimeographed), decided January 5, 1928. In Docket 18771, 
Seldomridge Grain Co. vs. A. T. & S. F. Ry. Co. (mimeographed), 
decided January 9, 1928, the Commission said: 


Complainant urges that if the framers of the tariff intended to 
exclude the absorption of switching charges on transit grain they 
should have done so by an exception in the item providing for absorp- 
tion on all carload shipments. In determining a question of the nature 
here presented all pertinent provisions of the tariff must be considered 
together, and if those provisions clearly indicate the application in- 
tended, under a fair and reasonable construction, that application 
must be given effect. Although doubt as to the meaning of a tariff 
must be resolved in favor of the shipper and against the carrier 
which compiled it, the doubt must be a reasonable one. Forbes & 
Sons Piano Co. vs. A. G. S. R. R. Co., 118 I. C. C. 185. 


The Swift Case above referred to, shows the intention in 
publishing the minimum charge rule, to apply it to through move- 
ments. The Seldomridge case, quoted from above, shows the 
Commission following the intent or purpose of tariff provisions. 


The King-Haase and Paine Lumber Cases, also referred to 
above, show that the tariff provisions must clearly and explicitly 
remove the application of the classification; otherwise its pro- 
visions will apply. 


Furthermore, as the initial line’s tariff was subject to Rule 
13 of the classification, there was a holding out of that basis 
of rates, which the initial line must protect under the principle 
of the findings in Sligo Iron Stores Co. vs. Western Maryland, 
62 I. C. C. 643 and 73 I. C. C. 551. We, therefore, see no reason 
for changing our views, as expressed in our answer to “Oregon.” 
Routing and Misrouting—Routing Out of Transit Point—Car- 

rier Obliged to Protect Lowest Through Rate from Point of 
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Origin if Shipper Complies with Transit Rules. 

Texas.—Question: We will appreciate your opinion as to 
the justness of Milling in Transit claim. 

Bill of lading carrying the notation, “Milling in Transit to 
the claimed by Shipper” was signed by the carrier. This lading 
contained only the originating line in space provided for routing. 
The carrier in rebilling from transit point routed this consign- 
ment via the same route over which the rough product was re- 
ceived, thereby creating a backhaul. 

In presenting our claim, not being aware of the route used 
by the carrier, claim was for full amount of pdid in tonnage 
less Milling in Transit charge, believing carrier had routed 
shipment through one of its northern gateways. 

The carrier contends that since the point of origin was not 
shown on the face of the bill of lading the charge for the back- 
haul will have to be deducted from the claim, thereby reducing 
our claim about half. 

We will thank you for your opinion and an Interstate Com- 
merce Commission ruling, if any, in a similar case. 

Answer: We do not locate a case directly in point. How- 
ever, in Beatrice Creamery Co. vs. C. B. & Q. R. R., 107 I. C. C. 
568, the Commission held that the combination of rates over 
the transit point was applicable, instead of the through rate, 
because of the shippers’ failure to comply with the transit 
rules. In summing up this case the Commission said: 


Knowledge on the part of the Burlington’s agent of complainant’s 
intention to store the apples in transit does not relieve complainant 
from a strict compliance with the transit rules. Ignorance of tariff 
provisions does not excuse a shipper from noncompliance with such 
provisions. Rumble & Wensel Co. vs. Director-General, 62 I. C. C. 
110; Western Transit Co. vs. Leslie & Co., 242 U. S. 448. To require 
that the inbound-freight bills be recorded within 10 days with persons 
to be designated by the carrier is a necessary safeguard which enables 
the carrier properly to police its transit arrangements. The record 
does not show, nor is it claimed, that the transit rules are unreason- 
able per se. While the shipper is not presumed to know with what 
representative of the carrier he is to record the freight bills, if he 
desires transit it is his duty to make inquiry of the carrier and thus 
inform himself. 


On the other hand, if the shipper does comply with the 
transit tariff provisions, it is the duty of a carrier to forward a 
shipment via the route affording the cheapest rate from point 
of origin to point of destination. Marfield Grain Co. vs. D. G., 
55 I. C. C. 39; Lesser-Goldman Cotton Co. vs. L. & N. W. R. R., 
57 I. C. C. 486; Hodgson-Davis Grain Co. vs. C. B. & Q. R. R., 
113 I. C. C. 234; Carolina Portland Cement Co. vs. Director-Gen- 
eral, 57 I. C. C. 496. 

From the facts stated, it appears that your failure to show 
the point of origin on the bill of lading out of the transit point 
was contributory to the carrier’s failure to forward the shipment 
via the cheapest route, assuming that the carrier had no notice 
that the shipment had been accorded transit. If, however, the 
carrier had information enough to show that the shipment had 
been accorded transit and so was to move out on the balance of 
the through rate, the fact that the billing failed to show original 
point of origin, is not, in our opinion, an excuse for the car- 
rier’s failure to protect the cheapest rate by proper routing of 
the shipment from the transit point, after inquiry as to the 
point of origin of the movement into the transit point. 
Perishable Freight—Reicing Shipments at Final Destination. 


South Carolina.—Question: In July, 1925, we shipped a car 
of peaches to Steven Brothers, Baltimore, Md., Bolten station 
delivery. The car arrived at Mt. Vernon on July 21 but was not 
placed at Bolten for delivery until the 23rd. During the time 
it was being held at Mt. Vernon it was necessary to replenish 
the bunkers with ice for which the carriers are now trying to 
collect from us $7.20. 

We understand that the reason for delay in placing the car 
at Bolten for delivery was the congestion at that yard. 

Are we responsible for the icing charge or should it be 
absorbed by the carriers performing the service? Any informa- 
tion with court or Commission decisions on this point will be 
appreciated. 

Answer: We assume the shipment in question moved under 
standard refrigeration. 


Item 225 of Perishable Protective Tariff No. 3, Agent Dear- 
born’s I. C. C. No. 2, provides the rules under which shipments 
will be reiced at destination. Paragraphs B, C, D, G and I are 
applicable in the premises, but for the purpose of our answer, 
only paragraphs B, G and I need be quoted. They read as follows: 


(B) Will Not Apply at Destination in Canada: After arrival of 
car in the terminal train yard serving the destination and up to the 
time car is in process of unloading on team tracks, or until private 
lock or seal has been applied to the car by consignee, or until car 
has been placed on private or assigned siding, carriers will, except 
as provided in Paragraph ‘“‘C,’’ examine bunkers or tanks daily and 
when such car requires additional] ice, during such period, it will be 
reiced to capacity. After the unloading on team tracks has com- 
menced, or after car has been placed under private lock or seal by 
consignee, additional reicing will be furnished only on written instruc- 
tions from shipper, owner or consignee. For charges to apply, see 
Paragraph ‘‘G.”’ 

(G) A charge as provided in Section No. 4 (Table 125, Items 11100 
to 11156, inclusive, of tariff, or as amended), for all ice supplied cars 
after arrival at final destination, without allowance for free time will, 
except as provided in Paragraph “D,’’ be made and collected from 
consignee in addition to all other charges. 
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(I) In the event car is detained after arrival in train yards Serving 
final destination, due to negligence of carrier, the cost of any ice 
and/or salt furnished on account of such delay will be assumed by th, 
earrier responsible for such negligence. 





Paragraph B provides that the carrier will keep the ca 
reiced to capacity up to the time of unloading on team tracks, 

Under the above quoted rules the reicing charge assegseq 
is applicable, unless the delay was due to the carrier’s neg}. 
gence, and not to congestion resulting from conditions beyonj 
its control, such as an unprecedented rush of business. This js 
a question of fact. 

The rule in question was approved by the Interstate Cop. 
merce Commission in the Perishable Freight Investigation, 5, 
I. C. C. 449 (571-573). 

Routing and Misrouting—Carrier Cannot Be Charged with Know. 
edge of Consignee’s Plant Location. 

New York.—Question: Please refer to your answer to 
“Oklahoma,” on page 992, of the Traffic World, October 29, 1927, 
and as it is the opinion of the writer, that due to the fact that 
this tank car was loaded with gasoline, a highly inflammable 
commodity, that originating carrier is charged with ascertaining 
upon whose rails consignee can take delivery as per the provi. 
sions of Rule 35, Section No. 7, of Consolidated Classifica. 
tion No. 5. 

Will you let us have the benefit of your further opinion? 

Answer: Section 7 of Rule 35 of Consolidated Classification 
No. 5 provides that such shipments, “* * * must not be 
shipped and will not be delivered unless consigned to parties 
accepting delivery on private sidings, equipped with facilities 
for piping the liquid from tank cars to permanent storage tanks, 
or consigned to parties accepting delivery from railroad sidings, 
where facilities exist for piping the liquid from tank cars to 
permanent storage tanks.” 


We do not read this rule as placing a duty on the carriers 
of ascertaining whether delivery in accordance with this rule is 
possible. The rule does not state that the carriers will or should 
refuse shipments not consigned in accordance therewith, but 
merely states that they “must not be shipped and will not be 
delivered.” The cases cited in our answer to “Oklahoma” ani 
others on the subject are not directly in point, that is, they do 
not involve the rule in question nor do we locate one that is 
in point. However, it is our view that the principle involved is 
the same, there being nothing in the rule to the contrary. 


Tariff Interpretation—Carriage or Wagon lrons—Explanation 
of Term 


California.—Question: Please let us have your opinion as 
to what is covered by the term “Carriage or Wagon Irons” in 
Items 21 and 22, page 467, and Item 1 on page 468, of Consol. 
idated Freight Classification No. 5. Also, the term “Carriage 
or Wagon Hardware, N. O. S.,” in Item 3085, Transcontinental 
Freight Bureau Westbound Tariff 1-C, I. C. C. No. 1192 of H. 6. 
Toll, Agent. Does this apply to such automobile parts coming 
under these descriptions? In other words, is an automobile a 
carriage, within the meaning of these tariff provisions? 

Answer: We do not locate a case in point, nor do we find 
an Official explanation of the terms in question, i. e., “Carriage 
or Wagon Irons.” The Commission has held, however, that con- 
modity tariffs must be read in the light of the governing classi- 
fication. Grosjean Rice Milling Co. vs. Director-General, 89 
I. C. C. 395, and cases cited therein. Following these decisions 
and consulting the classification, we find carriage or wagon irons 
listed on page 467 and so the term in question, we would say, 
is restricted to apply only on the articles listed under this 
heading. Automobile parts and automobile body parts, you will 
note, are not carried under this heading, but under the headings 
of Automobile Parts or Automobile Body Parts. Therefore, 
under the decisions cited, the term “Carriage or Wagon Irons’ 
will not include automobile parts. 


Routing and Misrouting—Carrier Liable for Forwarding Ship- 
ment Via Route Other Than Shown by Shipper. 


New Jersey.—Question: Kindly advise what redress I have 
against a carrier under the following conditions: 

A less carload shipment of acid in barrels was made from 
“B,” N. J., to “C,” Me., which was routed via Y. & J. Steamboat, 
care “M” Line, care “E” Line. 

The Y. & J. Steamboat turned shipment over to the “M” 
Line who held same on their dock for four days after which 
they notified the Y. & J. Steamboat to take shipment from their 
dock as they could not handle same. The Y. & J. Steamboat, 
instead of advising shipper of this and asking for new routing 
instructions, delivered this shipment to the “N” Railroad who, 
in turn, delivered same to a trolley freight company who took 
same to destination with additional charges added to shipment. 
Shipment was in transit eighteen days when it should have beel 
delivered to the consignee in four or five days. 

Can the “M” Line be held responsible for overcharge 4 
they had accepted the shipment and refused to forward samé 
only after they had same in their possession for four days, % 
is the originating carrier responsible for overcharge because it 
did not ask shipper for new routing instructions and because 
it forwarded shipment over a circuitous route? 
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Kindly quote any decisions you may have bearing on 
this case. i 
Answer: Conference Ruling 474-C provides in part: 


The obligation lawfully rests upon the carrier’s agent to refrain 
from executing a bill of lading which contains provisions that cannot 
lawfully be complied with or provision which are contradictory, and, 
therefore, impossible of execution. * * * 


In such cases it is the agent’s duty to get further instruc- 
tions from the shipper or the carrier will be held liable for mis- 
route. If, therefore, the initial carrier (Y. & J. Steamboat Co.) 
was aware of the fact that the “M” Line could not handle the 
shipment, it was the Y. & J.’s duty to advise the shipper accord- 
ingly and ask for new routing instructions. 

A carrier is liable for all damage directly flowing from the 
carrier’s execution of a bill of lading containing provisions which 
are impossible of execution. Empire Lumber Co. vs. Director- 
General, 88 I. C. C. 424. 

Furthermore, under the principle of the Commission’s hold- 
ings in Conference Ruling No. 83, and the cases cited therein, it 
is a carrier’s duty to, in the event of the refusal of a connecting 
line to accept a shipment for transportation, advise the shipper 
and ask for instructions as to the disposition of the shipment, 
the carrier being liable for misroute if it forwards the shipment 
via a higher rated route without instructions from the shipper 
to do so. 

Routing and Misrouting—Unrouted Shipment Moving Via Higher 
Rated Intrastate Route Rather Than Lower Rated Inter- 
state Route. 

Minnesota.—Question: We shipped three cars of flaxseed 
from “A” to “B,” no routing or rate specified. Both points are 
local, with an interstate rate of 74% cents and an intrastate rate 
of 8% cents (when originating beyond). Is carrier guilty of mis- 
route? They claim cars moved on the intrastate route. 

The “inbound reference” to determine origin beyond, orig- 
inated in both Minnesota and South Dakota. Will this have the 
effect of making these three cars interstate business, and neces- 
sitating the protection of the 714-cent rate? 

Please advise, quoting a decision or two. 

Answer: The mere fact that the shipments originated in 
another state is not conclusive that the interstate rate should 
be applied thereon. The determining factor is whether or not 
the shipments passed out of the carrier’s possession at point 
“A” so as to break the continuity of the shipment. If possession 
and control was assumed at point “B” by the shipper or con- 
signee by an act or acts of dominion, which would constitute 
a delivery by the carrier and an acceptance by the shipper or 
consignee sufficient to break the continuity of the movement 
and so make the haul from ‘“‘A” to “B’” a new movement inde- 
pendent of the inbound haul to “A,” this would prevent the 
application of the interstate rate. See Docket 18777, J. W. 
Dykstra & Co. vs. C. M. & St. P. (mimeographed), decided 
December 28, 1927; Taylor & Co., Inc., vs. Southern Railway 
Co., 109 I. C. C. 481; Givens vs. Director-General, 92 I. C. C. 63; 
and Chestnut Lumber Company vs. Director-General, 89 I. C. C. 
236. On the other hand, if there was no delivery, and, therefore, 
no break in the continuity of the shipment the interstate rate 
is applicable. In other words, if “there was an original and 
continuing intention to ship the goods from one state to another 
the commerce is interstate and its character as such is not 
changed by mere accidents of billing.’ .B. & O. S. W. R. R. Co. 
vs. Settle, 260 U. S. 166; Trojan Powder Co. vs. Director-General, 
88 I. C. C. 447; Parkersburg Rig and Reel Co. vs. St. L.-S. F. 
Ry. Co., 109 I. C. C. 235. 


As to interstate shipments delivered to a carrier unrouted, 
the Commission has held that it is the carrier’s duty to forward 
such shipments via the cheapest route, whether that be inter- 
state or intrastate, and that upon its failure to do so, it is liable 
for misroute McCaull-Dinsmore Co. vs. Great Northern, 47 
5. €.:€. Gat. 

The shipper has the option of routing his shipment via an 
interstate route if the rate via that route is lower than via intra- 
state route, and the carrier’s failure to accept a shipment so 
routed is unlawful. Standard Oil Co. vs. A. C. L. R. R. Co., 
115 I. C. C. 239. This is because section 15, paragraph 8, of 
the Interstate Commerce Act gives the shipper the right to route 
his freight. 

However, as to unrouted shipments which have moved via 
an intrastate route, we find no cases holding that the carrier is 
obligated to protect the rate via the interstate rate if lower than 
that applicable via the intrastate route over which the shipment 
moved. This is for the reason, we believe, that the Interstate 
Commerce Commission has no jurisdiction over the movement, 
it being intrastate traffic. In this connection see the following 
cases with respect to the extent of the jurisdiction of the Inter- 
state Commerce Commission over intrastate traffic. Kneeland- 
Bigelow Company vs. Director-General, 85 I. C. C. 661; Nebraska 
Cement Co. vs. C. & N. W., 92 I. C. C. 457; Certainteed Products 
Co. vs. A. & L. M. Ry., 96 I. C. C. 278. 

Perishables—Duty to Furnish Protective Service. 

West Virginia.—Question: We note in your Traffic World, 

Edition 22, November 27, 1926, page 1264, published under Ques- 
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tions and Answers, the Interstate Commerce Commission degj. 
sions on perishable commodities that freeze during winter 
months. We forward quite a few shipments of drugs and meq. 
cines during the cold period that are very apt to freeze, ang 
because of this it is necessary that we ship via heater service 
or express. 

Railroads at Wheeling do not maintain heater car service, 
which leaves us the only alternative of shipping via express. 
When shipments of our products are tendered to the rail lines 
they stamp our bill of lading “Owner’s Risk of Freezing,” pyt 
we are of the opinion that if we place a stamp marked “Heater 
Service Necessary,” that it might be we would have some 
recourse on the rail lines for freezing. 

Will you kindly advise any decisions other than the one 
stated? We also recall at this time a decision handed down 
by a judge in either Indiana or Illinois, stating that the raj 
lines are responsible, but we are unable to locate this article 
at the present time. 

Answer: While, in general, it is the duty of a common ear. 
rier to provide and furnish all reasonable and necessary facil. 
ities for the prompt transportation of such goods as it holds 
itself out to the public as engaged in carrying, in such quan. 
tities as might reasonably and ordinarily be expected to be of. 
fered for carriage, and to exercise such care as is required to 
protect the goods from loss or damage during transportation, 
the decisions of the courts with respect to the liability of a 
carrier for freezing of perishable goods received for transporta- 
tion are not at all uniform. Certain decisions hold that the 
carrier is liable where goods are frozen owing to its negligence 
either in shipping at a season of the year when a freezing 
spell might reasonably be anticipated, or in not taking care 
of the shipment during freezing weather. Hewett vs. Chicago, 
etc., R. Co., 63 Iowa 611; Fox vs. Boston, etc., R. Co., 19 N. £. 
222 (Mass.); McGraw vs. Baltimore, etc., R. Co., 41 Amer. Rep. 
696; Mich. Cent. R. R. Co. vs. Burrows, 33 Mich. 6; Milton ys. 
Denver, etc., R. Co., 29 Pac. 22 (Colo.); Pierce vs. Sou. Pac. 
R. Co., 47 Pac. 874 (Cal.); Hinton vs. Eastern R. Co., 75 N. W. 
373 (Minn.); Nelson & Co. vs. C. & N. W. Ry. Co. (Neb.), 167 
N. W. 574; Young & Co, vs. G. R. & I. R. Co. (Minn.), 167 
N. W. 11. 

Other cases, however, hold that while freezing weather such 
as is likely to cause injury to freight, vegetables, fruit trees and 
like property, is not deemed an act of God, the carrier will not 
be liable for loss from such causes unless by some fault or negli- 
gence on his part. See Schwartz vs. Erie R. Co., 106 S. W. 
1188 (Ky.); White vs. Minneapolis, etc., R. Co., 127 N. W. 544 
(Minn.); Calender-Vanderhoff Co. vs. Chicago, etc., R. Co., 109 
N. W. 402; Vail vs. Pac. R. Co.,; 63 Mo. 230; Rezek vs. Sou Pac. 
Co., 181 N. Y¥. &.. 197. 

Another class of cases hold that a railroad by its contract 
to safely carry, does not insure perishable freight against the 
effect of temperature encountered by it during the period ordi- 
narily required by it for transportation unless the circumstances 
under which the contract of carriage is made are such as imply 
an undertaking to that extent on the part of the carrier, or that 
there are tariff provisions which specifically authorize such a 
contract of carriage. See Brenninson vs. Pa. R. Co., 110 N. W. 
362 (Minn.); Pac. Fruit Produce Co. vs. Mo. Pac., 186 Pac. 852 
(Wash.); Clements vs. D. & R. G., 219 S. W. 660; and W. H. 
Blodget Co. vs. N. Y. C. R. Co., 159 N. E. 45, in which latter 
case it was held that: 


A carrier of a carload shipment of perishable goods, celery, in 
interstate commerce, is not liable for failure to heat car, the tariff 
on which they were shipped providing only for optional heating by the 
shipper, and no tariff providing for heating by carrier; the rights of 
the parties being fixed by the tariffs filed with the Interstate Com- 
merce Commission, under Interstate Commerce Act, Section 6, para- 
graphs 1, 7, as amended (49 U.-S. C. A. Section 6; U. S. Comp. St. 
Section 8569), which cannot be varied by the parties under any pre- 
text, as a prohibited preference would thereby be given, in view of 
section 1 (3) as amended (49 U. S. C. A. Section 1; U. S. Comp. St. 
Section 8563). 


Limitation of Actions—Recovery of Amount Erroneously Re- 
funded as Overcharge. 
Minnesota.—Question: In your issue of January 7, in re 
plying to “Illinois,” at page 50, you again cite the case of Mich- 
igan Central vs. Partridge, 17 Fed. (2d) 657 as authority for the 
holding that an action by a carrier for the recovery of at 
amount erroneously refunded as an overcharge is governed by 
the limitation statutes of the several states, rather than by 
section 16 of the Interstate Commerce Act. 
Below is a copy of my letter to you dated May 24, acknowl: 
edged by you on June 3, stating that an ultimate decision 02 
this point has not yet come out of this litigation: 


Referring to your reply to “Minnesota” in the May 21 issue of 
the “Traffic World” in which you cite Michigan Central vs. Partridge, 
17 Fed. (2-D) 657. 

This case is an appeal to the United States Circuit Court of 
Appeals for the 8th circuit numbered 7656, and was recently submitted 
at their Kansas City Term. 

I assume you will want to so inform your correspondent. 


I have the complete file of papers covering this litigation, 
and it seems to be the view of eminent legal and traffic author 
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AMERICA FRANCE LINE 
Cosmopolitan Shipping Co., Inc. 
42 Broadway, New York City 


North Atlantic to French Atlantic ports 


AMERICAN 
AUSTRALIA ORIENT LINE 
Swayne & Hoyt, Inc. 

430 Sansome St., 

San Francisco, Cal. 


Pacific Coast ports to Australia, New 
Zealand, Orient, Straits Settlements 


AMERICAN DIAMOND LINES 
Black Diamond S. S. Corp. 

67 Exchange Place, New York City 
North Atlantic Ports to Rotterdam, 
Holland, and Antwerp, Belgium 
DIXIE UK LINE 
Dixie Steamship Co. 
Whitney Central Bank Bldg., 


New Orleans, La. 
New Orleans to United Kingdom and 


Irish Ports 
AMERICAN WEST AFRICAN LINE 
A. H. Bull & Co., Inc. 
40 West Street, New York City 


North Atlantic and Gulf ports to west 
coast of Africa, including Azores, Canary, 
and Madeira Islands 
AMERICAN MERCHANT LINES 
J. H. Winchester & Co., Inc. 

17 Battery Place, New York City 


Passenger and freight services to United 
i Kingdom ports 


AMERICAN INDIA LINE 
Roosevelt S. S. Co., Inc. 
16 Beaver Street, New York City 


North Atlantic ports to Indian ports 


ATLANTIC AUSTRALIAN LINE 


Roosevelt S. S. Co., Inc. 
16 Beaver Street, New York City 


New York to Australian ports 
Periodically the above two lines combine on an 


around-the-world service via the Suez Canal. 
DIXIE MEDITERRANEAN LINE 


Dixie Steamship Co. 


Whitney Central Bank Bldg. 
New Orleans, La. 


New Orleans to Mediterranean ports 


GULF BRAZIL RIVER PLATE LINE 
Mississippi Shipping Co., Inc. 
Hibernia Bank Bldg., 

New Orleans, La. 

Gulf ports to Brazil and River Plate ports, 
east coast of South America 


GULF WEST 
MEDITERRANEAN LINE 
Tampa Interocean S. S. Co. 

919 Whitney Building, 
New Orleans, La. 


Gulf and S. Atl. to Portuguese, Spanish, 
and North African ports (west of 
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YANKEE LINE 
Rogers & Webb 
110 State Street, Boston, Mass. 


North Atlantic to German ports 


AMER. PALMETTO LINE 
South Atlantic S. S. Line 
Bay St., East, Savannah, Ga. 


S. Atlantic ports to United Kingdom 
and Continental European ports 


















Passenger Services — Included in these services are 
the speedy passenger vessels of the United States 
Lines sailing from New York to principal European 
ports, also the American Merchant Lines ships which 
sail weekly between New York and London carrying 
a limited number of passengers at remarkably reason- 
able rates. 


_ exceptional freight services provided 
by the lines operated for the United 
States Shipping Board to all parts of the 
world have won the hearty approval and 
steady support of experienced and pro- 
gressive American shippers. 

These services comprising 26 lines and 
over 300 ships, sail from Atlantic Coast, 
Pacific Coast and Gulf Ports to ports in the 
United Kingdom, Irish Free State, Conti- 
nental Europe, South America, the Orient, 
Dutch East Indies, Australasia, India and 
Africa—carrying their cargoes promptly and 
safely to their destinations and aiding 
American shippers materially in the expan- 
sion of their export trade. 


For complete information on either freight or pas- 
senger services as to rates, ships, dates of sailing, etc., 
write to 


UNITED STATES 
SHIPPING BOARD 


Merchant Fleet. 
Corporation. 
WASHINGTON, D. C. 





MISSISSIPPI VALLEY- 
EUROPEAN LINE 


Mississippi Shipping Co., Inc. 


MOBILE OCEANIC LINE 
Waterman S. S. Corp. 


Hibernia Bank Building Mobile, Ala. 
New Orleans, La. Mobile and Eastern Gulf ports to 
New Orleans to French Atlantic United Kingdom and continental 
and Belgian ports European ports 
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AMERICAN ORIENTAL MAIL LINE 
Admiral Oriental Line 


1519 Railroad Ave., South 
Seattle, Wash. 


Puget Sound ports on Pacific coast to 
China, Japan and Philippine Islands 
TEXAS UKAY LINE 
Texas Oceanic S. S. Co., Inc. 


Cotton Exchange Bldg. 
Galveston, Texas 


Texas ports to United Kingdom ports 


AMERICAN FLAG SERVICES 


AMERICAN PIONEER LINE 
ATLANTIC DIVISION 


Roosevelt S. S. Co. 
16 Beaver St., New York City 
N. Atl. ports to Orient and Dutch E. 1. 


GULF DIVISION 
Tampa Interocean S. S. Co. 
Whitney Bldg., New Orleans, La. 
Gulf ports to Orient and Dutch E. I. 


TEXAS MEDITERRANEAN LINE 
Texas Oceanic S. S. Co., Inc. 
Cotton Exchange Bldg. 
Galveston, Texas 


Texas Ports to Mediterranean ports 


AMERICAN REPUBLICS LINE 
C. H. Sprague & Son, Inc. 
33 Broad St., Boston, Mass. 

N. andS. Atlantic ports to Brazil and River 
Plate ports, east coast of South America 
OREGON ORIENTAL LINE 
Columbia Pacific Shipping Co., Inc. 
Porter Building, Portland, Ore. 
Columbia River ports on Pacific Coast to 
China, Japan, and Philippine Islands 
ORIOLE LINES 
Consolidated Navigation Co. 


Citizens National Bank Building 
Baltimore, Md. 


North Atlantic ports to west coast of 
United Kingdom and Irish ports 
SOUTHERN STATES LINE 
Lykes Bros.-Ripley S.S. Co., Inc. 


925Whitney Central Building 
New Orleans, La. 


New Orleans and Texas ports to German 
and Holland ports 
TEXAS STAR LINE 
Lykes Bros.-Ripley S. S. Co., Inc. 


925 Whitney Central Building 
New Orleans, La. 


Texas ports to French and Belgian ports 


UNITED STATES LINES 
45 Broadway, New York City 


Passenger, mail, and freight services to 
England, Ireland, France and Germany 
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ities that the Circuit Court of Appeals will have difficulty sus- 
taining the finding of the lower courtt. In view of this, it 
occurs to me to be misleading to cite the original finding, or to 
make it appear that such a finding is correct. 

Answer: In the last paragraph of the answer to which you 
refer we stated that it has been held that an action for an 
amount erroneously refunded by a carrier as an overcharge is 
not governed by the limitation period prescribed in paragraph B 
of section 16 of the Act, but that such an action is one for 
money had and received and subject to the limitation statutes 
of the several states, citing Michigan Central Railroad Company 
vs. Partridge, 17 Fed. (2d) 657. In making this statement we 
did not intend, nor do we think it should be construed as a 
statement that this case settled the question. This for the reason 
that we believe it to be quite generally known that any decision 
of the federal courts, other than of the court of last resort, the 
Supreme Court of the United States, is subject to reversal 
by the latter court, except that it be a case involving a matter 
as to which the lower federal courts have final jurisdiction. 
However, it is well to make it plain that the decision in the 
case cited in our answer is not finally determinative of the ques- 
tion, for the reason that the decision of the district court may 
be reversed by the court of appeals whose finding may be sus- 
tained by the Supreme Court of the United States in the event 
the case is reviewed by that court. 

Demurrage—Computation of Free Time—Half Holidays 

Louisiana.—Question: Section A, of rule 3, of Agent Jones’ 
Storage Tariff 1-F, effective April 1, 1927, allows forty-eight 
hours’ (two days’) free time on’all commodities except more 
dangerous explosives, for the removal of inbound freight from 
railroad premises following first 7 a. m., Sundays and holidays 
excluded, after proper notice. 

In computing time, section A of rule 4 says any fractional 
part of twenty-four hours will be computed as one day. Section 
B of same rule says in computing time half holidays will not 
be excluded. 

Senate bill 199, act 245, enacted July, 1926, by the legis- 
lature of the state of Louisiana, defines Saturday from 12 o’clock 
noon until 12 o’clock midnight as half holiday, etc. 


Louisiana Public Service Commission authorizes closing of 
freight houses at 1 p. m. on Saturdays through the months of 
May, June, July, August and September. 


If a shipment arrives on Thursday of any week and con- 
signee is properly notified on that date, shall he be allowed two 
days’ free time beginning with 7 a. m. Friday, excluding Satur- 
day and Sunday, and running through Monday, or shall free time 
take in half day Saturday and half day Monday, or is Saturday, 
in view of half holiday, considered one of the two free days? 

Will you kindly let us have your opinion, particularly as 
regards exclusion of Saturday afternoons as free time period? 

Answer: Apparently in Louisiana Saturday is a legal half 
holiday, but inasmuch as section B, of rule 4, of Agent Jones’ 
Storage Tariff No. 1-F, specifically provides that half holidays, 
which we take to mean legal half holidays, will not be excluded 
in computing free time, the shipment described in the fifth para- 
graph of your letter would be subject to storage after 7 a. m, 
Monday morning. In other words, no part of Saturday would 
be excluded in computing free time. 


Tariff Interpretation—Ratings on Chipped Peas and Culled Beans 

Michigan.—Question: Can you give us reference to Inter- 
state Commerce Commission ruling, fifth class applicable on 
shipments of chipped peas and cull beans not fit for human con- 
sumption, to be used as animal and poultry feed? 


Carriers applied fourth class, L. C. L., on these commodities, 
regardless of the purpose used. We are of the opinion that 
fifth class should apply. 

Answer: Consolidated Classification No. 5 provides for 
fourth class rating on edible beans, N. O. I. B. N., and the same 
rating on peas or split peas, N. O. I. B. N. No provision is 
made in the classification for a lower rating on chipped peas 
and cull beans, nor is there a rating thereon in Agent Jones’ 
Central Freight Association Exceptions, his tariff I. C. C. 1763, 
other than the sixth class rating published in item 703, from 
Indiana points on the Pennsylvania Railroad to Chicago, IIL, 
published in compliance with the Commission’s order in docket 
14435. 

On pages 176 and 177 of the classification ratings are pub- 
lished on animal or poultry feed, the various kinds thereof being 
listed under that heading. However, neither chipped peas nor 
cull beans are given a rating under the heading of animal or 
poultry feed, and therefore the only rating applicable thereon 
is that published in items 5, 6 and 11 on page 451 of the classi- 
fication, in which items a fourth class rating is published on 
beans, edible, N. O. I. B. N., L. C. L., in double or standard bags, 
and on peas or split peas, N. O. I. B, N., in bags, barrels, or 
boxes, L. C. L. 

Notice of Claim—Exceptions in Bill of Lading 

Massachusetts.—Question: During December, 1926, a certain 
cold storage concern unloaded a car of dressed poultry and 
stored it for our account. Six months later, when we disposed 
of the shipment, we found a shortage of twelve boxes. A‘claim 
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was filed against the delivering line, who declined it, stat 
that six months had elapsed and the claim was therefore oyt. 
lawed. The claim was returned, calling attention to an act of 
Congress of March 4, 1927, amending paragraph 11 of section 2 
of the interstate commerce act. The railroad now contends that 
the amendment is not retroactive. Will you kindly give us your 
full views on this matter? 

Answer: Under the act of Congress of March 4, 1927, the 
phraseology of the proviso of paragraph 11 of section 20 of the 
interstate commerce act, relating to the filing of claims, wag 
changed so as to include a shortage in a shipment. Prior to 
March 4, 1927, this proviso, as construed by the Supreme Court 
of the United States, in its decision in C. & O. vs. Thompson 
Manufacturing Company, 270 U. S. 416, did not, in our opinion 
cover a claim for a shortage. In its decision in the case above 
referred to the Supreme Court said: 

The last two provisos of the act, as construed in Barrett vs. Van 
Pelt, 268 U. S. 85, read as follows: 

**Provided further, that it shall be unlawful for any such common 
carrier to provide by rule, contract, regulation, or otherwise, a shorter 
period for giving notice of claims than ninety days and for the filing 
of claims for a shorter period than four months, and for the institu- 
tion of suit than two years; provided, however, that if the loss, dam- 
age, or injury complained of was due to delay or damage while being 
loaded or unloaded, or damage in transit by carelessness or negligence 
then no notice of claim nor filing of claim shall be required as a con- 
dition precedent to recovery.” 

If respondent does not bring the case within the terms of the 
final proviso, its failure to give written notice of claim will bar it 
from recovery. See Georgia, Florida & Alabama Ry. Co. vs. Blish 
Co., 241 U. S. 190; Barret vs Van Pelt, supra; Davis vs. Roper Lum- 
ber Co., 269 U. S. 158. 

It is a rule of construction, that all statutes are to be considered 
prospective, unless the language is expressed to the contrary or there 
is a necessary implication to that effect. Fullerton-Krueger Lumber 
Co. vs. Northern Pac. Ry. Co., 266 U. S. 435, citing cases. 

Therefore, in the absence of an expressed or implied inten. 
tion on the part of Congress to give a retroactive effect to the 
act of March 4, 1927, your claim is barred at the present time. 

Damages—Measure of 

Missouri.—Question: We have been filing all our damage 
claims on the basis of our resale value and have been receiving 
settlement on this basis from ali the railroads entering here, 
except one. They have declined our claims, unless filed on the 
basis of invoice value, plus 10 per cent. 

In filing our claims on the basis of resale value we base 
it on the McCaull-Dinsmore decision. However, this carrier 
holds that this decision does not apply, except on carloads. 
They claim the basis of 10 per cent over invoice, covers all 
overhead expense on damaged shipments of this kind and that 
we do not have as much overhead in handling stock of this 
kind as we would if these damaged articles were shipped out 
on orders. 

We also argue that where an industry is established that 
it makes an established market at that, point, especially when 
printed price cards are gotten out and the basis on which to 
settle your claims would be the card price at the time the 
shipment is received. We also feel that when the shipments 
are stock items and you can show that this stock has been re 
ordered during the time the claims are in controversy that this 
would eliminate the argument of speculation. 

After these claims were filed the carrier demanded the 
salvage, which they now state has been disposed of, so we hold 
that they knew the basis on which the claims were filed when 
they demanded the salvage and that they must either pay them 
as filed or return the salvage and not hold up settlement be 
cause we refuse to accept payment on the basis of 10 per cent 
above invoice. 

This damage all occurred in carload shipments inbound 
and our card price as based on less-carload shipments. How- 
ever, as stated above, we can show that more shipments of 
this stock have been received since the original shipment. 

We would appreciate your giving us your opinion, also 
reference to any court decisions you might know of that will 
cover cases of this kind. 

Answer: With respect to this question, see our answer to 
“Tllinois,” on page 1512 of the December 24, 1927, Traffic World, 
under the caption, “Damages—Invoice Value,” See also our al- 
swer to “Nebraska,” on page 602 of the September 12, 1925, 
Tzvaffic World, under the above caption, in which answer numer: 
ous cases were cited and commented upon. 

There is no ground for the carrier’s offer of payment of 
your claims on the basis of 10 per cent above the invoice value, 
other than as constituting a convenient basis for determining 
the amount of the claim. If, however, the conclusions reached 
by the court in Crail vs. Ill. Central R. Co., 21 Fed. (2d) 836, 
are affirmed by the Supreme Court of the United States, in the 
event the case is reviewed by that court, the replacement value 
at point of destination of the amount of the article in the qual 
tity which was lost or destroyed in transit, will constitute the 
measure of damages. As you will observe from the answers 
to which reference has been made above, this basis has bee2 
used in several other cases, for instance, Heidritter Lumber 
Co. vs. C. R. R. of N. J., 122 Atl. 691. 

Damages—Bunker Coal Shipments 

Oregon.—Question: Will you kindly let me hear from you 
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ONE OF THE WORLD’S MOST MODERN OCEAN TERMINALS IS AT THE 


PORT OF MOBILE 







Concrete Wharves Electric Derrick, 75 tons capacity 

Enclosed Fireproof Transit Sheds Coal and Material Handling Plant with ample open storage 
Extensive Shipside Fireproof Warehouses Industrial Sites on Canal and Ocean front 

Cotton Compress and Warehouse Joint Interchange Tracks connecting all Railroads 

Automatic Sprinklers in all buildings Terminal Railway serves all Industries and connects all facilities 











MOBILE IS SERVED BY THE FOLLOWING RAILROADS 
ALABAMA, TENNESSEE & NORTHERN R. R. (With its St. L. & S. F. Ry. Traffic arrangement) 
GULF, MOBILE & NORTHERN R. R. (With its C. B. & Q. R. R. Traffic arrangement) 
LOUISVILLE & NASHVILLE RAILROAD 
MOBILE & OHIO RAILROAD 
SOUTHERN RAILWAY SYSTEM 


ALABAMA STATE DOCKS COMMISSION MOBILE, ALABAMA 














Responsible— 
Reliable — Reasonable 


228-236 West Fourth Street 


“Surrounded by the Wholesale District” 







Merchandise Storage 
Low Insurance Rates 
Pool Car Distribution 
Freight Forwarders and Distributors 
City Delivery Service, Twice Daily 
Prompt and Efficient Service 
Excellent System of Stock Records 
and Reports 
Members: American Chain of Warehouses, American 
Warehousemen’s Association, Traffic Club of K. C., 


Kansas City Chamber of Commerce, United States 
Chamber of Commerce. 















Write us for Information and Rates 































































































Saas Gea aR ESS = 
veers ~ - 


364 THE TRAFFIC WORLD 





on the question of applying domestic rates and domestic de- 
murrage rules (48 hours’ free time) on coal delivered aboard 
foreign ocean-going steamships? 

Would not export rates (where published) and export de- 
murrage rules (with extended free time) apply; just as in the 
case of other “foreign-bound” commodities moving through the 
same port? 

Has this question come before the Interstate Commerce 
Commission for adjudication? What difference is there between 
bunker coal and export coal, from a transportation standpoint? 

Answer: With respect to this question, see the Commis- 
sion’s opinions in “Rates on Bunker Coal,” 73 I. C. C. 62, and 
Basin Supply Co. vs. T. & Ft. S. Ry. Co., 33 I. C. C. 157. In the 
former case the Commission, on pages 75 and 76, said: 


In their tariffs respondents make no distinction as between bunker 
and cargo coal, and the rates applicable to both are described as rates 
for transshipment or delivery to vessels, rather than as rates upon a 
commodity for a particular use. They contend that these rates are 
to be regarded and treated as proportional rather than as local rates. 
As aforesaid, it is generally recognized that proportional or trans- 
shipment rates of this character may lawfully be made lower than 
local rates between the same points. But the question here is whether, 
as respondents claim, a rate may be a proportional or transshipment 
rate which is applicable on coal used by a vessel for bunker purposes 
and not transported by the vessel as cargo to a specific destination. 
In other words, is such a rate to be regarded as a rate charged for 
a portion only of a through movement? As above indicated, in the 
somewhat analogous case of coal for use as railroad fuel the Supreme 
Court held otherwise. See also Hocking Valley Ry. Co. vs. Lack- 
awanna Coal & L. Co., 224 Fed. 930, 932, where the court said: 

“By necessary implication this tariff excluded coal which at Toledo 
was dumped into vessels, not into their holds to be carried on as 
cargo, but into their bunkers to be used as fuel. It is plain that coal 
consigned to Toledo as a final destination was subject to an aggregate 
rate of $1.68 (the local rate), including the unloading charge of 11 
cents, and it is equally plain, in fact and in law, that coal which 
there went into bunkers to be used for vessel fuel was coal of which 
Toledo was the final destination, because in that case its trans- 
portation as an article of traffic ended at Toledo. In other words, the 
coal in question was not entitled to the 97 per cent rate (proportional 
rate) because it was not transported beyond Toledo, and the shipper 
was therefore bound to pay the lawful rate then in force on coal 
consigned from Pratt to Toledo.”’ 

In our opinion, however, the facts developed of record in this 
proceeding and above set forth show that bunker coal as a practical 
matter is so closely associated with cargo coal and, by reason of this 
association, so impressed with the character of the latter that a dis- 
tinction in rates between the two is impracticable. It follows that 
a rate on coal delivered to a vessel and thereafter used for bunker 
purposes may fairly be regarded and treated as a proportional or 
transshipment rate. , 


In the latter case the Commission said: 


Complainant contends that coal carried in bunkers is a coastwise 
or export movement of that commodity, that the construction formerly 
placed upon the provision in the tariff is correct, and that any de- 
murrage rule providing for less than seven days’ free time on bunker 
coal is unreasonable and unjustly discriminatory. 

Coal placed on a vessel for use as fuel on that vessel cannot be 
regarded as a coastwise or export movement of that commodity in 
the sense in which the term is used in freight tariffs and commerce 
generally. An export or coastwise movement of a commodity from 
a port implies delivery at some other port. The ownership of the 
coal passed to the ship’s owners when it was loaded into the bunkers, 
and it thereupon ceased to be an article of commerce as would 
a piece of machinery installed on the vessel as part of its equipment. 
The Supreme Court of the United States has held that lubricating 
oil placed on board for use and consumed in use on a vessel bound 
for a foreign port is not exported. Swan & Finch Co. vs. U. S., 190 
U. S. 143. The court said, at page 144: 

‘“‘Whatever primary meaning may be indicated by its derivation, 
the bs rd export as used in the Constitution and laws of the United 
States, generally means the transportation of goods from this to a 
foreign country.” 

Weights and Weighing 

Illinois —Question: Please let me have your opinion, to- 
gether with complete authority for same, on the following 
situation: 

Upon a commodity, such as crushed stone, where the rates 
are in cents per net ton subject to a certain minimum weight, 
and no authority to assess charges at estimated or test weights. 
In many cases the minimum weight is considerably lower than 
the car capacity, while in others the minimum is, usually, 90 
per cent of the marked car capacity. Cars moved under such 
rates that were not weighed at point of origin or destination, 
same being unloaded without being weighed. The carrier as- 
sessed charges in all cases at a 100 per cent, 110 per cent and 
120 per cent of marked car capacity. Upon what authority have 
they to assess charges on any other weight than the minimum 
weight as authorized in tariff applicable in connection with a 
specific commodity rate? Would weights as invoiced to con- 
signee cover in such a case? 

Answer: That a carrier must weigh freight in order to cor- 
rectly assess its charges seems to be the holding of the Com- 
mission in Detroit Coal Exchange vs. Michigan Central, 39 
I. C. C. 79; Grain Elevation Allowances at Kansas City, 34 I. C. C. 
442, on page 445 of which latter case the Commission said: 


The benefits thus received and recognized by the respondents are 
not, however, germane to the issues here involved. The act does not 
require freight charges upon shipments of grain to be assessed upon 
elevator weights. The weight of grain transported must be determined 

reasonable accuracy by the carriers as an incident to their 
service of transportation. 


They must provide adequate facilities for weighing. 
Freight charges must be based upon the actual weight of 


the shipment or an estimated weight arrived at after proper 
investigation. See Boise Commercial Club vs. Adams Express 
Co., 17 I. C. C. 115, and Express Rates, Practices, etc., 241.0 ¢ 
381. 

The determination of the weight upon which charges shoulg 
be assessed on the shipments in question is a matter for the 
Commission. See Memphis Freight Bureau vs. Kansas (City 
Southern, 17 I. C. C. 90. i 

Storage 

Texas.—Question: On April 28 we made a shipment by 
freight, S. O. N. The consignee failed to accept. On June 3 
the railway agent at destination wrote us they could not effect 
delivery and asked for disposition. We secured the bill of lading 
from bank and mailed it to the destination agent on June 16. 
On October 13 the general freight agent of the carrier wrote us 
the shipment was in the “Ole Hoss” department and we then 
executed bond for the bill of lading and shipment was sent back 
to us, storage charges $45.08, covering storage up to October 
31. We made claim to reduce the storage charges to the amount 
accrued from May 5 to June 18, but the claim has been declined 
on the ground that the bill of lading never reached the agent 
at destination. Does the fact that we mailed bill of lading in 
the United States mails on June 16, entitle us to protection from 
storage charges after, say, June 18? 

Answer: With respect to this question, see the Commis. 
sion’s opinions in Murray vs. Director-General, 85 I. C. C. 422; 
Wheeler vs. Director-General, 55 I. C. C. 149; and N. A, Webster 
vs. N. O. & N. E. Railroad Company, 45 I. C. C. 566. 

While these cases do not relate to storage charges, the 
principle thereof is, in our opinion, applicable to the instant 
case. In other words, the mailing of a bill of lading or instruc. 
tions to a carrier, without proof that the carrier received the 
bill of lading or instructions, is not a basis for the cancellation 
of storage charges. 

Liability of Water Carriers 

New York.—Question: One of the coastwise steamship 
lines has declined a few of our claims for shortages and damage 
on the ground that they hold a clean delivery receipt to connect- 
ing boat line, Traffic is interstate in character, but there are 
no through rates published, and local port-to-port rate is filed 
with the Shipping Board, and the rate from seaboard port to 
interior destination, via river lines, we assume, is filed with the 
local state commission. 

The coastwise line with whom the shipments originated, is- 
sued a through bill of lading and we contend that they are liable 
as initial carrier, for had they intended to limit their liability, 
9 = lading should not have been issued beyond their port 
of call. 

What is your opinion, and can you refer us to any decisions 
in the matter? 

Answer:—There has been much discussion by the courts of 
the question, whether, if a carrier receives goods marked to a 
destination beyond its usual line of transportation so that for the 
final delivery of the goods at their destination transportation bya 
connecting carrier will be necessary, the shipper who has actual 
or presumptive knowledge of the facts is entitled to rely upon 
the acceptance by the first carrier as constituting a contract to 
deliver the goods at their destination, employing the interme 
diate carrier as agent for that purpose, or whether, on the other 
hand, the implied contract is that the first carrier will transport 
the goods to the end of its usual line, and as agent of the 
shipper deliver them to an intermediate carrier who thereupon 
becomes carrier of the shipper to complete the transportation. 

Although by the great weight of authority the common law 
liability of a carrier for injury to, or loss of, goods is restricted 
to its own line, in the absence of contract or statute extending 
its liability, carriers may make valid contracts to transport 
property beyond their own line, and when they do they are 
bound to deliver the property at its place of destination accord 
ing to their contract, and are liable for loss or injury occurring 
after the property has passed over their line and while in the 
charge of other carriers. In certain jurisdictions it is held that 
the giving of a through bill of lading or shipping receipt by the 
initial carrier will, of course, amount to a contract for through 
transportation, and bind it for loss or injury occurring on the 
lines of the connecting carriers. Other decisions, howevel, 
maintain the contrary doctrine; and, further, it has been held 
that no contract of through shipment should be inferred from 
the giving of a through bill of lading or shipping receipt where 
the instrument limits the liability of the carrier to its own line. 
See Florida Cotton Oil Co. vs. Clyde Steamship Co., 125 N. E. 
855. In this case it is held that, despite the Carmack amend: 
ment, in case of an interstate shipment wholly by water, the 
initial carrier is not liable for loss on the line of a connectiné 
carrier except under common law rules. 

The bill of lading issued by the initial carrier in this case 
contained the following provision. “No carrier shall be liable 
for loss or damage not occurring on its portion of the route, 
nor after said property is ready for delivery to consignee. . - ° 
Rates—Declared Valuation—Character of Shipment Determined 

at Time Shipment Begins 
New York:—Question: A shipment of pictures moved Ur 
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Shipped Today—Delivered Tomorrow 


- This is the experience of the majority of shippers 
r when their freight is transported by 


‘|| THE ELECTRIC RAILWAYS 


! In Indiana, Ohio, Michigan 

*1| SAVE A DAY—SHIP THE ELECTRIC WAY 
Central Electric Traffic Association 

’ L. E. EARLYWINE, Chairman INDIANAPOLIS, INDIANA 





é — Through Peoria for 
Fast Freight Transfers 


You Can Save Much Time 
By Using This Logical Transfer Point 





om 


Transfers of traffic at 
Peoria are handled in a 
few hours, instead of the 
days required in larger 
and heavily congested 
terminals. 

This rapid transfer be- 
. tween the fifteen railroad 


caused Peoria to be looked 
upon as the most efficient 
link in the shipping of 
fruit and other perishables. 

This same factor of effi- 
ciency has also affected 
the routing of shipments 
of building materials and 
other commodities which 












e lines entering the city has require speed in transfer. 
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; Connection Points Between These 15 Carriers 

n Peoria and Pekin Union Railway Company Illinois Central — Company 

e Atchison, Topeka & Santa Fe Rail hd Co. Illinois Traction Sys 

; Chicago & Alton Railroad Compan Minneapolis & St. outs +4 y Company 

4 Chicago & Northwestern Railway ‘Co. New bag re & St. L. R. R. Co. 

de Chicago, Burlington & Quincy Railroad Co. (L. E. & W. Dist.) 

|. Chicago and Illinois Midland Ry. Pennsylvania Railroad 

8 Chicago, Rock Island & Pacific Tite Cempany eoria. Railway Terminal 

: Sa Cincinnati, Chicago & St. Leuis oe = lll Telede, Peoria & Western Railread 
jompany 


Peoria the Logical Traffic Transfer Point 


Peoria 24 Pekin Union Railway Company 


INQUIRIES SOLICITED Address E. F. Stock, Traffic Manager UNION STATION, PEORIA, ILL. 
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der a declared valuation of not exceeding $50 per hundred 
pounds. The shipment was received by us and placed in our 
warehouse, but as it was not up to specifications we returned 
it to consignor. However, in doing so our shipping clerk made 
an error and declared the value as being $75 per hundred pounds 
on the bill of lading. 

The charges were correctly assessed on the outward move 
at the double first class rate. However, in view of the fact 
that the correct value of the shipment was not exceeding $50 
per hundred, subject to the first class rate in accordance with 
the inward move, we took the matter up with carriers for a 
refund and submitted documents identifying the two shipments 
with one another. 

The carrier has. declined the claim on the basis that, “when 
delivery of the shipment is accomplished the contract of car- 
riage is completed and as a completion of such contract, it is 
not subject to change.” 

In your opinion, is the carrier correct? 

Answer: In Swift & Co. vs. United States, 255 Fed. 291, it 
was held that the character of a freight shipment must be de- 
termined at the time the shipment begins and cannot be changed, 
so far as the application of rates is concerned, by the subsequent 
conduct of either consignor or consignee. The principle of this 
case is, in our opinion, applicable in the present instance. We 
are, therefore, of the opinion that charges assessed on the valu- 
ation of $75 per hundred pounds were correctly assessed. 
Tariff Interpretation—Mixed Carloads—Application of Class Rate 

vs. Commodity Rate 

Pennsylvania.—Question: I have just read your answer to 
“Ohio” on page 238 of The Traffic World of January 28—‘‘Mixed 
Carloads—Application of Class Rate vs. Commodity Rate,” and 
do not agree with you, for the following reasons: 

First, Tariff Circular 18-A, rule 7-C, reads as follows: 


Whenever a carload (or less than carload) commodity rate is 
established it removes the application of the class rates to or from the 
same points on that commodity in carload quantities (or less than 
carload quantities, as the case may be). 


In the instant case there is only a small amount of fire 
brick, and it is my contention that the class rate and class mini- 
mum should be used as the commodity rate and commodity 
minimum is only to be applied on carload shipments of the 
commodity in question. 

Second, in order to use the carload minimum weight of 
60,000 pounds on the brick it must be used in connection with 
the commodity rate, because that is a special minimum in con- 
sideration of the commodity rate granted. “Ohio” is not using 
the commodity rate on the brick and cannot use same under rule 
10 of the classification. There is, therefore, only one minimum 
weight to use and that is the classification minimum of 40,000 
pounds in connection with the fifth class rate, which is the high- 
est for any article in the shipment, 

I do not think either rule 7-A of Tariff Circular 18-A or Con- 
ference Ruling 84 has anything to do with a shipment of the kind 
mentioned, and it will be very greatly appreciated if you will 
give this matter further consideration and advise if you do not 
agree with me. 

Answer: As we construe sections 1 and 2 of rule 10 of the 
Consolidated Classification, there may be a mixture of articles 
taking either class or commodity rates under the provisions of 
sectidn 1, and under section 2, while there may be a mixture 
of articles upon which there are commodity rates between given 
points, the classification ratings and class rates must be used 
in determining the applicable charge. 

In our opinion, the word “rated” in the fifth line of section 
1 of rule 10 is to be coupled with the word “rates” appearing in 
the second line of section 1, and refers to commodity rates as 
distinguished from classification ratings. In this connection see 
Rudy-Patrick Seed Co. vs. St. L.-S. F., 60 I. C. C. 411, in which 
case the Commission defines the term “ratings.” 


In accordance with the above, it is therefore our opinion 
that the commodity rate with its minimum of 60,000 pounds, 
and not the fifth class rate, with its minimum of 40,000 pounds, 
must be used in applying the provisions of section 1 of rule 10, 
subject, of course, to the alternative provisions of sections 3 and 
4 thereof. 

Freight Charges—Liability of Consignor 

West Virginia.—Question: A carload shipment of apples 
was sold to a party in Chicago, IIl., f. 0. b, point of shipment, 
and shipment was billed open to the consignee with instructions, 
however, to the railroad company to deliver the shipment on 
surrender of the shipper’s delivery order. 

The carrier delivered the shipment to the consignee without 
collection of any of the freight charges, and are now attempting 
to collect same from the shipper. Was it not the carrier’s legal 
duty to collect the freight charges from the consignee, and do 
they have a recourse on the shipper for failure to cdllect the 
lawful charges? 

If there are any decisions on this, would appreciate your 
stating same. 

Answer: While the receipt of goods under a bill of lading 
imposing the payment of freight charges on the consignee is 
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evidence of a contract by the person so receiving them to Day 
the freight, the liability of the consignee does not depend, jp 
such a case, on the assumption that the original shipper woulq 
not be liable, but on a new contract to pay the freight, evidence 
in ordanry cases by the bill of lading and the receipt of goods 
under it. There is no shifting of liability. The contract of the 
consignor and that of the consignee are not considered to be 
inconsistent with each other; each is an original contract baseq 
on a sufficient consideration. 

The carrier has the right to look for his compensation to 
the person who required him to perform the service by causing 
the goods to be delivered to him for transportation, and that 
person is, generally, of course, the shipper named in the bill of 
lading or the consignor. 

Unless the consignor has executed the stipulation referreg 
to in section 7 of the bill of lading or paragraph 3 of the liye 
stock contract, the so-called no recourse provision, he is liable 
for the full amount of the freight charges or any part thereof, 
in the event that collection is not made from the consignee. 

This is true, except where the shipment is made under cop. 
ditions covered by the decision of the Supreme Court in Louis. 
ville & Nashville Ry. Co. vs. Central Iron & Coal Co., 265 U. S. 59. 

Where, however, the consignor has executed the provisions 
of either paragraph 3 of the live stock contract or section 7 of 
the bill of lading, he is not liable for the freight charges or any 
part thereof, in the event that collection of the full amount of 
the freight charges is not made from the consignee, 


MEN IN TRANSPORTATION 





The Bureau of Inquiry of the Interstate Commerce Con- 
mission, of which Thomas P. Healy is director, had its 
inception in the division of criminal prosecutions that was 
organized in 1907 on motion of Commissioner Franklin K. Lane, 
The motion provided that the division should have charge of 
the preparation of requests to the district attorneys of the 
United States for criminal prosecutions of offenders against the 
act to regulate commerce. 

“On receipt by it of information of any violation of the act 
to regulate commerce amounting to a criminal infraction of the 
law, it shall make such investigation as may be necessary to 
determine that the matter is one proper to be brought to the 
attention of the Department of Justice,’ the Commission said 
in its directions to the division. “Upon so determining, it shall 
prepare the case for presentation to the proper district attorney 
for prosecution, making a statement of the offense committed, 
parties thereto, evidence available, names of witnesses, etc, 
and bring the same before the Commission for disposition.” 

The scope of the activities of the division was broadened 
and later it grew into the Bureau of Inquiry. The bureau now 
not only covers the ground outlined in the order originally cre- 
ating it, but its staff assists the Commission in investigations 
and participates in various proceedings of the Commission. 
When cases are referred to district attorneys, attorneys of the 
bureau often present the evidence to the grand juries and con- 
duct the trials on behalf of the government. The bureau also 
has to do with enforcement of the penal provisions of the Clay- 
ton act. The Commission has the same jurisdiction with regard 
to prosecution of violations of section 7 of the Clayton act by 
common carriers as has the Federal Trade Commission with 
respect to corporations, other than carriers or banks. 

In the last year, as the result of activities of the bureau, 
indictments were returned and information filed charging the 
granting and accepting of concessions by carriers and shippers, 
respectively, false billing of shipments by shippers, unlawful 
use of interstate passes, falsifying of records of common Cal- 
riers, violations of the long-and-short-haul and aggregate-of- 
intermediates clauses of section 4 of the interstate commerce 
act, unlawful extension of credit for freight charges, frauds in 
connection with the issuance and use of bills of lading, and 
violations of the Commission’s regulations governing the traDs- 
portation of explosives. ° 


Mr. Healy became the director of the bureau December 1, 
1926. He originally came to the Commission in 1914. After 
the World War, in which he served in France as sergeait, 
Thirty-second Regiment of Engineers, in 1918 and 1919, he re 
turned to the Commission as an attorney-examiner, and was 
assigned to the staff of Commissioner Henry C. Hall from 1919 
to 1926. While in France, Mr, Healy was engaged principally in 
railroad construction work. 

When the Commission instituted proceedings under the col 
solidation provisions of the transportation act and assigned that 
problem to the docket of Commissioner Hall, Mr. Healy was 
put to work on that subject.. He sat in the hearings that were 
held on the tentative consolidation plan and did a large amount 
of work on the record that was developed in that proceediné. 
He also participated in the flood of intrastate rate cases that 
followed the Commission’s decision in Ex Parte 74, the increased 
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HERE IS 


Real Traffic Service 


1. 


A staff of practical and legal traffic experts at 
your call for consultation on any matter that 
may bob up in your office at any time. 


A running report of progress in any matter 
before any government body in which you may 
be interested. This includes formal and informa] 
complaints before the Interstate Commerce 
Commission, matters before the Federal Trade 
Commission, bills in Congress and _ similar 
matters. 


A careful watch kept and a report made on any 
development in any specific rate in which you 
are apprehensive that a change may be 
attempted. 


A place where you may obtain without charge 
single copies of any document issued by any gov- 
ernment department. This includes reports and 
tentative reports of the Interstate Commerce 
Commission and similar documents. 


An office in the city of Washington where you 
will be furnished with facilities for transacting 
your business whenever you happen to be there. 


NO, THIS SERVICE 
IS NOT EXPENSIVE 





As a matter of fact it is 
part of every subscrip- 
tion for the 


=—— TRAFFIC BULLETIN = 


AFFIC WORL)) 


which is, in itself the most com- 
plete and prompt traffic news 
service available. 


Let us send you a series of sam- 
ples and detailed information. 


The Traffic Service Corporation 


418 So. Market St., Chicago, Ill. 
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What the New LaSalle 


Traffic Management Course 
Does for the Student 


Provides a complete and up-to-date traffic train- 
ing service. 


Explains how to organize and manage an indus- 
trial traffic department. 


Shows railroad traffic department organization 
and methods of handling traffic. 


. Provides a knowledge of traffic geography; 
shows how climate, location, and topography 
affect the flow of traffic; and how the country 
is divided into territories for rate making and 
other purposes. 


5. Explains how to use a freight classification and 
how to interpret the rules. 


6. Discusses the various kinds of rates, and the 
various kinds of tariffs. An invaluable train- 
ing for the handling of tariffs and the checking 
of rates. 


7. Requires actual rate checking in practice freight 
rate tariffs. Very practical. 


8. Gives practice in the handling of overcharge 
claims, in a manner similar to industrial and 
railroad methods. 


9, Shows how to prepare a shipment for transpor- 
tation, how to get it under way, and how to 
handle it at destination. Explains about the use 
of the bill of lading, transit privileges, and 
demurrage and storage. 


10. Points out methods for the solicitation of rail, 
water, express, and highway traffic. 


11, Explains the use of material handling devices, 
the storage of goods, and motor truck transpor- 
tation. 


12. Shows how to ship via parcel post and express, 
and how to handle parcel post and express 
matters. 


13. Teaches methods of exporting and importing. 


14 Provides a knowledge of the legal liability of rail and 

* water carriers, and how to handle loss and damage 

claims. Explains methods for the prevention of loss and 
damage. 


15 Explains the provisions of the Interstate Commerce Act 
* and-the Canadian Railway Act of 1919. 
16 Discusses the organization and work of the Interstate 
* Commerce Commission, the Board of Railway Commis- 
sioners for Canada, and State Commissions. 


17 Shows how freight rates throughout the United States 
* and Canada are constructed. 


18 Develops the ability to prepare and handle rate cases 
* before the Interstate Commerce Commission. 

19. Provides an up-to-date, complete, and authoritative 
traffic library, which includes text material, a practice 
tariff file, transportation laws and regulations, Atlas of 
Traffic Maps, and the Directory of Agency Tariffs. 

20, Through consultation privilege provides a method of 


securing expert advice on all practical traffic matters, 
and on other business problems. 


p-pwn = 





For complete information. about 
this training, write Dept. 295-T. 


LaSalle Extension University 
4101 So. Michigan Ave., Chicago 
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rate case of 1920, having heard the testimony in many of them, 
including the Wisconsin passenger fare case, in which the 
Supreme Court of the United States upheld the Commission’s 
action increasing the Wisconsin intrastate passenger fares to 
the level of the interstate fares. Mr. Healy also was one of 
the attorneys associated with Walter L. Fisher in the investiga- 
tion of the Chicago, Milwaukee & St. Paul. He was born in 
Batavia, N. Y., August 9, 1893, and was graduated from the Lock- 























THOMAS P. HEALY 


port (N. Y.) high school. From 1910 to 1914 he was employed 
at Buffalo and Lockport with the New York Central in its traffic 
and gonstruction departments, and with the Santa Fe and the 
Buffalo, Rochester & Pittsburgh in their traffic departments. 
He was graduated from the Georgetown University law school 
in 1917 and admitted to the bar that year.—S. H, S. 
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At a special meeting of the board of directors of the Louis- 
iana & Arkansas, the following officers were elected: President, 
H. C. Couch, Texarkana, Ark.; executive vice-president, W. C. 
Ribenack, Texarkana; vice-president, J. A. Buchanan, Texar- 
kana; vice-president, C. S. McCain, New York; vice-president, 
C. P. Crouch, Dallas; vice-president, B. S. Atkinson, Texarkana; 
vice-president, C. G. Lunday, Minden, La.; treasurer, F. S. Car- 
roll, Texarkana; secretary, L. Garrett, Texarkana; assistant 
secretary, Randolph G. Pack, New York. 


P. N. Wickham has been appointed traveling freight agent, 
Kansas City Southern and Texarkana and Fort Smith, at Min- 
neapolis. Henry A. Gibson has been appointed traveling freight 
agent at Tulsa. 

J. L. Hohl has been appointed assistant traffic manager, 
D. & R. G. W., at Chicago. The position of general agent, 
formerly held by him, has been abolished. 


The annual conference of freight traffic officers and repre- 
sentatives of the Lackawanna railroad was held in New York 
February 1, 2 and 38. The records of the company indicated 
that the offices under the jurisdiction of C. R. Hartshorn, com- 
mercial agent at Toledo, and Hervey Love, commercial agent 
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at Easton, Pennsylvania, shgwed the highest percentages of 
increased traffic for 1927. 

D. J. Donavan, general western freight agent, Hollang 
America Line, Chicago, died this week of pneumonia. 

J. W. Cobey has been appointed traffic manager and asgsgigt. 
ant sales manager, Weatherbest Stained Shingle Company, Inc 
North Tonawanda, N. Y. He was formerly with the Hammonj 
Lumber Company, Chicago. 

Two new courses will be added to the traffic and transpor. 
tation curriculum at the University of Minnesota next year anq 
every student of business at the university will be required to 
take a course in traffic, according to Wayne E. Butterbaugh, 
instructor, there, and chairman of the educational committee 
of the Associated Traffic Clubs of America. 

Thomas D. Elliott has been appointed general westerp 
agent, Boston and Maine, at Chicago, succeeding H. S. Garvey, 
who died January 5. F. I. Hardy, assistant to the president, 
has resigned to become president of the Woodbury Granite 
Company of Vermont. After March 1, his headquarters will be 
Burlington, Vt. 

J. C. Weltch has been appointed commercial agent, C. & B. 
I., at Jacksonville, Fla., succeeding W. L. Vandenburgh, resigned, 

Fred L. Comstock has been appointed general freight agent, 
West Ports Steamship Line and Wisconsin & Michigan Trans. 
portation Company, at Chicago. 


DOINGS OF THE TRAFFIC CLUBS 


The educational committee of the Transportation Club of 
Decatur plans to form a study class.. If a sufficient number are 
interested, persons interested in traffic other than members of 
the club will be taken in. A meeting was held at the Associa- 
tion of Commerce February 10, to ascertain how many would 
care to join such a class and to perfect plans. 





The Junior Traffic Club of St. Louis held election of officers 
February 8, at the Warwick Hotel. Dinner preceded the busi- 
ness meeting. 





The Los Angeles Transportation Club held a meeting at its 
club rooms February 6. Representatives of the San Diego and 
Arizona railway were in charge of the program. Orrville Mc- 
Pherson, executive manager, San Diego Chamber of Commerce, 
was the speaker. There was a program of entertainment. 
Charles F. Matlin, commercial agent, S. D. & A., was chairman 
of the day. An open forum meeting was held February 8. The 
subject was “Marine Insurance.” Harry L. Stoddard, superin- 
tendent, marine department, Automobile Insurance Company of 
Hartford, was the speaker. A number of marine managers of 
insurance companies were present to answer questions. 





The following officers were elected at the annual meeting of 
the Traffic Club of Minneapolis January 26: President, C. C. 
Crellin, traffic manager, Washburn-Crosby Company; first vice- 
president, J. L. Losie; second vice-president, A. E. Dypwick; 
treasurer, I. M. Spellacy; secretary, J. George Mann; manager, 
L. L. Sanford. The following were elected at the annual elec 
tion of directors January 19: C. C. Crellin; C. H. Jens, north- 
western agent, Pere Marquette; J. L. Losie, general western 
traffic manager, Minnesota Atlantic Transit Company, and C. J. 
Piper, commercial agent, Canadian National-Grand Trunk. 
There was an attendance of about 500 at the third annual 
“Griddle Cake Dinner” at the Nicollet Hotel January 28. The 
new directors were initiated and there was a program of enter- 
tainment. J. L. Losie was chairman. At the annual meeting 
of the division of off line representatives, February 6, the fol- 
lowing officers were unanimously re-elected: President, A. B. 
Long, commercial agent, C. & O.; first vice-president, C. A. 
Canning, general agent, Green Bay & Western; second vice 
president, C. H. Jens; secretary-treasurer, R. H. Dutiel, gen 
eral agent, Ann Arbor railroad. 





The Portland Industrial Traffic Club held a meeting Febru: 
ary 6. Charles B. Foley spoke on “Modern Transportation. 
H. M. Runyon, of the Westbound United States Intercoastal 
Conference, will speak on “Intercoastal Problems” at a meet: 
ing February 15. 





The Joplin Traffic Club has been reorganized as the Tri 
State Traffic Club (Kansas, Missouri, and Oklahoma). The new 
officers are as follows: President, S. A. Fones, sales managé!, 
Independent Gravel Company; vice-president, Carl Cupp, agent, 
American Railway Express; secretary-treasurer, W. B. Schreie!, 
A. T. & S. F.; directors, T. B. Martin, Joplin Chamber of Com 
merce; Jerry Murray, M. & N. A. railway; E. W. Trott, Kansas 
City Southern; W. J. Board, Eagle-Picher Lead Company, and 
W. E. Maddox, United Iron Works. The next meeting will be 
held in March at Carthage, Mo.—the first of a series of inter-cit 
meetings. 





The Traffic Club of Houston held a meeting February 8 
T. C. Smith, chairman of the freight claims division, Americal 





February 


“sy 
os 


LE LELSELS LS 


wv 
Ss 


SESE SIO OR ORR OR 


> ZS 
3 


ZS 


a By 
— 


47 


+S 


ANE Sas 
> >< 


> 


> 
+ 


* 
Ant hen! 


abe Mande han) 


oe 


AS aAS db aa aaa 


ee 





february 11, 1928 


Om 





A MISSING 
TARIFF 


can cause a lot of trouble. It may 
be the cause of getting out a car 
today that could have been held 
over until tomorrow to take ad- 
vantage of a reduction. It may 
mean a lost opportunity to hurry 
out a car today to forestall 
tomorrow’s advance. 
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And every traffic manager knows 
the delay and grief incident to set- 
tling overcharge and undercharge 
claims resulting from shipping 
under rates that have been revised 
without his knowledge. 
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The traffic department in which 


The Traffic Bulletin 


is checked over each week 
is spared these expenses 
and annoyances, for in 
THE TRAFFIC BULLETIN 
is printed a complete list of 
the tariffs filed with the Com- 
mission in the current week. 
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Last week’s TRAFFIC BUL- 
LETIN contained over thirty other 
items of almost equal importance 
to the shipper. May we send you 
a copy? 
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HIS FOURTH “WETZEL”’— 


Ina letter received recently from Mr. B. V. Forrester, 
Traffic Manager The Scott County Milling Co., Sikes- 
ton, Mo., he states the following: 


**This will make our fourth tariff case com- 
plete and when it becomes necessary to add 
the fifth case we will order another Wetzel’’ 


WETZEL DROP FRONT TARIFF FILES 


“THE EASIEST WAY” 
RA RRO oR 





T1—Top Sectien 


T3—Tariff File Section With 16 3-Inch Drop Front Tariff Files 


T4—Tariff File Sectien With 12 4-Inch Drep Front Tariff Files 





T-5—Sliding Shelf Section 


T6—Two Drawer Storage Section 


T7—Low Sanitary Base Section 


Write us for information 


P. A. Wetzel Company 


Manufacturers 


SPRINGFIELD, ILLINOIS 
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Railway Association, was the speaker. C. G. Webb was in 
charge. Entertainment included music by the Southern Pacific 
Glee Club, under the direction of John Marshall. Edward F. 
Flynn, director of the bureau of public relations and assistant 
to vice-president and general counsel, Great Northern, will 
speak at a meeting February 14. 


The Traffic Club of Philadelphia will hold its annual elec- 
tion February 13. 


Four hundred and fifty railroad and industrial traffic men 
attended a meeting of the Traffic Club of St. Louis at the 
Broadview Hotel, East St. Louis, sponsored by the East St. 
Louis Chamber of Commerce, February 6. Following the meet- 
ing and luncheon a tour of the industrial region of the east 
side was made, with Thomas E. Pindell, general manager, Alton 
and Southern Belt railway, as host. Frank E. Hatch, Illinois 
Central, and Edward J. Coffee, Southern railroad, assisted in 
arrangements for the tour. N. C. McLean, vice-president of the 
East St. Louis Chamber of Commerce, was toastmaster at the 
luncheon, introducing W. R, Huey, president of the traffic club, 
and Commissioner John T. Connors, who represented the City 
of East St. Louis. 

The Shreveport Traffic Club will hold its fifth annual ban- 
quet at the Washington Hotel March 16. An invitation to “all 
members of the Associated Traffic Clubs of America” has been 
extended. Ben S. Woodhead, president, American Lumbermen’s 
Association, Beaumont, Tex., will be the guest and speaker. 
There will be a program of vaudeville and other entertainment. 


The Marion Traffic Club has changed its name to the Cen- 
tral Ohio Traffic Club, expecting to expand by taking in such 
nearby cities as Carey, Upper Sandusky, Delaware, Fostoria, 
Kenton, Findlay, Mansfield, Tiffin, Ashland, Galion, Lima, Mt. 
Vernon, Bucyrus and others. 


The Little Rock Traffic Club will hold a meeting at the 
Lafayette Hotel February 13. 


The Pacific Traffic Association held a joint meeting with 
the Transportation Club of San Francisco at the Palace Hotel 
February 7. W. J. Carr, California railroad commission, spoke 
on “Current Problems before the California State Railroad 
Commission.” J. J. Bernet, president of the Erie, also spoke. 
A “fellowship supper” was held at Dinty’s Kitchen prior to the 
meeting. Roscoe C. Bray, president of the association, pre- 
sided. Plans for the convention of the Associated Traffic Clubs 
of America at San Francisco were discussed. 


The Women’s Traffic Club of San Francisco will have a 
party aboard the Los Angeles Steamship Company’s steamer 
Harvard February 27. There will be dancing, cards and other 
entertainment. 


The Traffic Club of Wichita held a meeting at the Wichita 
Club February 9. Harrison W. Albright, manager, Western 
Newspaper Union, was the speaker. C. C. Harbison, professor 
of public speaking and oratory, University of Wichita, will be 
the speaker at a meeting at the Wichita club February 16. 


The El Paso Traffic Club has installed the following of- 
ficers: President, E. R. Tanner, traffic manager, El Paso 
Freight Bureau; first vice-president, E. F. Anderson; second 
vice-president, R. H. Keeler; third vice-president, J. R. Dalby; 
secretary-treasurer, F. C. Tockle; directors, L. V. Gardiner, R. L. 
Daniel, B. F. Littleton, F. H. Evers, F. L. Woods, C. B. Jonz, 
J. J. Finney, W. T. Harrel and J. B. Sauer. 


The Traffic Club of Denver has ratified the resolution per- 
taining to industrial waste adopted by the Associated Traffic 
Clubs of America at Memphis. 


The Capital District Traffic Association will hold a smoker 
at the auditorium of the Municipal Gas Company, Albany, N. Y., 
February 16. John T. D. Blackburn will recount experiences 
had in a recent tour of Europe. The film, “Fair of the Iron 
Horse,” will be shown, through the courtesy of the B. & O. The 
nominating committee will submit its ticket of nominations. 


The fourth annual dinner of the Traffic Club of South Bend 
will be held at the Knights of Columbus Building February 16. 
There will be a program of entertainment. 


The Traffic Club of New York held a bridge party at its 
club rooms in the Waldorf-Astoria February 11. 


Approximately 175 out of town guests attended the fourth 
annual dinner of the Traffic Club of the Rochester Chamber of 
Commerce at the Chamber of Commerce banquet hall February 
2. It was said to have been the largest gathering of traffic and 
operating officials of rail and steamship lines ever held in 
Rochester. Herman Russell, president of the Rochester Cham- 
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ber of Commerce, and L. B. Sisson, editor, Pennsylvania Rai). 
road News were the speakers. Irving G. Zoerner, chairman of 
the club, was presiding officer and Roland B. Woodward, gep. 
eral secretary of the chamber of commerce, was toastmaster, 
Entertainment included music by the Red Arrow Quartette of 
the Pennsylvania. Dancing and cards followed the dinner anq 
entertainment. 


Garner Curran, editor and publisher of Pan Pacific Progress, 
was:the speaker at a meeting of the Women’s Traffic Club of 
Los Angeles February 1—presenting a travelogue of China, 
Japan and Siberia. He was a resident of the Orient for three 
years, having had one year’s service in Vladivostok, one year 
in the export and import business in Shanghai and one year of 
travel, in which he visited all the ports to Hobart, Transmania, 
President Vera O. Hess was appointed the club’s representative 
to the Foreign Trade Club, of which the Women’s Traffic Club 
is an associate member. 


The Tulsa Traffic Club held a meeting February 7. Walter 
S. Larson, chairman of the entertainment committee, assisted 
by R. E. Dirhold and John Hildebrandt, arranged the program, 
C. E. Buchner, general secretary, Y. M. C. A., Tulsa, spoke on 
the major functions and activities of his organization. There 
was a program of entertainment. 


The Transportation Club of Louisville has ratified the rego. 
lution pertaining to industrial waste adopted by the Associated 
Traffic Clubs of America at Memphis. 


The Milwaukee Traffic Club will hold a “Ladies’ Party” at 
the Wisconsin Club February 20. Cards and dancing will fol- 
low the dinner. 


The Traffic Club of Kansas City held a meeting at the 
Hotel Baltimore February 7. Dr. James W. Fifield spoke on 
“Ziz-Zagging Around the World.” A farewell was said to Len 
E. Ayer, a past president of the club, who has been transferred 
to Detroit as general agent, Grand Trunk-Canadian National. 


The Oklahoma City Traffic Club held a meeting at the 
Skirvin Hotel February 6. George A. Davis, O. G. & E. Com- 
pany, was the speaker. There was a program of entertainment. 


The Traffic Club of New Orleans held a meeting at the 
Hotel Roosevelt February 9. Edward F. Flynn, St. Paul, direc- 
tor of the bureau of public relations, assistant to vice-president 
and general counsel, Great Northern, spoke on “Your Rail- 
roads.” The third annual carnival bal-masque supper dance 
will be held at the St. Charles Hotel February 18. The luncheon 
scheduled for February 20 has been canceled because of the 
carnival festivities. 


The Transportation Club of St. Paul held a meeting at the 
Saint Paul Hotel February 7. Otto M. Jones, advertising de- 
partment, Northern Pacific, gave an illustrated lecture on moun- 
tain climbing and outdoor recreation in the Pacific northwest. 


The Knoxville Traffic Club will hold its first “ladies’ night” 
at the Whittle Springs Hotel February 28. There will be a pro- 
gram of entertainment. 


Members of the Traffic Club of Houston received notice of 
the meeting held at the Rice Hotel February 8 by air mail. 
The first air mail to leave Houston went out February 6 with 
the notices, which were carried to Dallas and remailed from 
there. The club was host to the South Texas Claim Conference, 
which was in session there. S. G. Reed, past president of the 
club, will be in charge of a meeting designated “S. P. Day’ 
February 28. 


CONDITION OF EQUIPMENT 
Freight cars in need of repair on January 15 totaled 132,987 « 
or 5.9 per cent of the number on line, according to reports filed 
by the carriers with the car service division of the Americal 
Railway Association. This was an increase of 2,494 cars above 
the number reported on January 1, at which time there were 
130.493 or 5.8 per cent. Freight cars in need of heavy repairs 
on January 15 totaled 94,365 or 4.2 per cent, a decrease of 69 
compared with January 1, while freight cars in need of light 
repairs totaled 38,622, or 1.7 per cent, an increase of 2,563 
compared with January 1. 
Locomotives in need of repair on January 15 totaled 9,140 
or 15.1 per cent of the number on line. This was an increase 0 
883 locomotives compared with the number in need of such 
repairs on January 1, at which time there were 8,257 or 13.6 
per cent. Locomotives in need of classified repairs on January 
15 amounted to 4,831 or 8 per cent, an increas®@ of 425 compared 
with January 1, while 4,309 or 7.1 per cent were in need 0 
running repairs, an increase of 458 compared with the number 
in need of such repairs on January 1. Class I railroads on Jat 
uary 15 had 7,150 serviceable locomotives in storage compared 
with 7,490 on January 1. 
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Digest of New Complaints 


No. 20196. Sub No. 3. Wells Coal Co., Tallahassee, Fla., vs. A. G. S. 
et al. 
Unreasonable and discriminatory rates on bituminous coal from 
mines in Kentucky, Tennessee, Alabama and Virginia to Talla- 
hassee, Fla. Asks rates for future and reparation. 


No. 20286. Sub. No. 1. Tegen & Weibke Co., Inc., et al., Newark, 
N. J., vs. Central of New Jersey et al. : 
Rates in violation of sections 1 and 3 of the act, on anthracite 
coal from Pennsylvania mines to Newark, West Newark and Har- 
rison, N. J. Asks rates for future and reparation. 


No. 20378. Sub. No. 2. Sinclair Oil & Gas Co., Tulsa, Okla., vs. Santa 
Fe et al. 
Unreasonable rates on gas engines and parts, gas compressors 
and parts from Mt. Vernon, O., Springfield, O., Painted Post, N. 
Y., Titusville, Pa., and Tulsa, Okla., to points in Kansas, Okla- 
homa, and Arkansas. Asks rates for future and reparation. 


No. 20545. International Paper Co., New York, N. Y., vs. B. & O. et al. 
Unreasonable rates on newsprint paper from Corinth, Canton and 
Chateaugay, N. Y., to points in the New England states, New York, 
over interstate routes, and other states in Trunk Line territory. 
Asks reasonable rates. 


No. 20545. Sub. No. 1. St. Regis Paper Co. et al., Watertown, N. Y., 
vs. B. & O. et al. , 
Rates in violation of sections 1 and 3 of the act, on newsprint 
paper from Norwood and other points in New York to points in 
New England and Trunk Line territory. Asks rates for future. 


No. 20545. Sub. No. 2. Canadian International Paper Co., Montreal, 
Canada, vs. B. & O. et al. ; 
Rates in violation of sections 1 and 3 of the act, on newsprint 
paper from Gatineau and Three Rivers, Quebec, to destinations in 
New England and Trunk Line territory. Asks rates for future. 


No. 20545. Sub. No. 3. International Paper Co., New York City, vs. 
B. & O. et al. ; 

Rates in violation of section 1 of the act on newsprint paper 
from New England points to points in Trunk Line territory. Asks 
rates for future. 

No. 20546. N. B. Keeney & Son, Inc., LeRoy, N. Y., vs. Oregon Short 
} Line et al. 

Rates in violation of sections 1, 2, 3 and 15 of the act, on beans 
from Filer, Ida., to St. Paul, Minn., reshipped to Atlanta, Ga. 
— rates for future and relief from payment of additional 
charges. 

No. 20547. Orchard & Wilhelm Furniture Factory, Ralston, Neb., vs. 
C. & N. W. et al. 

Rates and charges in violation of sections 1 and 3 of the act, 
and the Hoch-Smith resolution, on lumber dressed and cut to 
shape from Cedar Rapids, Ia., to Ralston, Neb. Asks rate for 
future and reparation. 


No. 20548. Universal Engineering Co., Medford, Wis., vs. Minneapolis, 
St. Paul & Sault Ste. Marie. 
Unreasonable charges on sand, gravel and cement because of 
demurrage assessed at Prairie View, Ill. Asks reparation. 


No. By poe Live Stock Co. et al., Phoenix, Arix., vs. Santa 

e et al. 

Rates and/or charges in violation of section 1 of the act, on 
feeder sheep, in double-deck carloads, between Cashion, Hot 
Springs Jct., and Glendale, Ariz., on the one hand, and Dixieland, 
Calif., on the other. Asks rates for future and reparation. 


No. eg - Barnsdall Refining Co., Tulsa, Okla., vs. Midland Valley 
et al. 
Unreasonable rates on petroleum fuel oil from Barnsdall, Okla., 
to Springfield, Mo. Asks reparation. 
No. 20551. Amerada Petroleum Corp., Tulsa, Okla., vs. Santa Fe. et al. 
Unreasonable rates and charges on wrought iron or steel pipe, oil 
well supplies and materials from points in Arkansas, Kansas, 
Louisiana, Oklahoma and Texas to points in Kansas, Oklahoma 
and Texas. Asks rates for future and reparation. 
No. 20551. Sub. No. 1. Feenberg Pipe & Supply Co., Tulsa, Okla., vs. 
Santa Fe et al. 
* Unreasonable rates and charges on wrought iron or steel pipe 
from points in Kansas, Oklahoma and Texas to points in i= 
ansas, Kansas, Louisiana, Oklahoma and Texas. Asks rates for 
future and reparation. 
No. 20552. Southern Traffic and Audit Association, Galveston, Tex., 
vs. M.-K.-T, et al. 

Charges in violation of sections 1 and 6 of the act, on refrig- 
erators from Galveston, Tex., to St. Louis, Mo. Asks cease and 
desist order and reparation. 

20553. The Warren Manufacturing Co., New York City, vs. Bos- 
ton & Maine et al. 

Unreasonable rates on woodpulp from Mt. Tom, Mass., Berlin, 
N. H., and Madison, Me., to Milford, N. J. Asks rates for future 
and reparation. 
vor - Swayne, Robinson & Co., Richmond, Ind., vs. Pennsylvania 
& a 

Unreasonable rates on lake or beach sand from Michigan City, 
Ind., and Bridgman, Mich., to Richmond, Ind. Asks rates for fu- 
ture and reparation. 

No. 20555. Muskegon Railway & Navigation Co. et al., vs. Pere Mar- 
quette et al. 


No. 


No. 


Complaint and petition of the Muskegon Railway & Navigation 
Co., Toledo, Saginaw & Muskegon Railway Co., and Grand Trunk 
Western Railway Co., for authority to use the terminal facilities 
of the Pere Marquette, and Pennsylvania, lessee, at Muskegon 
Heights, Mich. 
No. 20556. The Cudahy Packing Co., Chicago, Ill., vs. Santa Fe et al. 
Charges in violation of section 6 of the act, on fresh meat, pack- 
ing house products, bones, hoofs, horns, sinews, pizzles, hides and 
hide trimmings from Kansas City, South Omaha, and Sioux City, 
Ia., to eastern points. Asks reparation. 
No, 20557. American Popcorn Co., Sioux City, Ia., vs. Santa Fe et al. 
Rates in violation of first three sections of the act, on popcorn 
from Sioux City, Ia., to points in Arizona, California, Oregon and 
Utah. Asks rates for future and reparation. 
No. ~ oy Berney Bond Glass Co. et al., Columbus, O., vs. Ann Arbor 
et al. 
Rates in violation of sections 1 and 4 of the act, on glass bot- 
tles from South Columbus and Columbus, O., to Minneapolis, St. 


Paul and points taking same rates. Asks rates for future and 
reparation. 
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No. 20559. Estrada Lumber Co., Eagle Pass, Tex., vs. Gulf, Coloragy 
& Santa Fe et al. 

Rates andecharges in violation of sections 1, 3 and 6 of the act 
on mine props from Grigsby and Greens, Tex., to Laredo, Te’ 
Asks rates for future and waiver of collection of charges. 

No. 20560. S. A. Ryan Motor Co., Miami, Fla., vs. Florida East Coagt 

Rates and charges in violation of sections 1 and 6 of the act 
on automobiles from Avondale, O., to Miami, Fla. Asks reparation’ 

No. 20561. Levene Sons, Binghamton, N. Y., vs. D. L. & W. et al, ° 

Rates in violation of sections 1 and 3 of the act, on scrap coppe, 
and brass from Binghamton, N. Y., to Carteret, N. J. Asks rates 
for future and reparation. 

No, 20562. Johannesburg Manufacturing Co., Johannesburg, Mich., ys. 
Michigan Central. 

Alleges that service given by defendant to Johannesburg is jp. 
adequate and insufficient. Asks relief. 

No. 20563. United States Graphite Co., Saginaw, Mich., vs. Michigan 
Central et al. 

Unreasonable charges on crude plumbago from New York, N, y 
to Saginaw, Mich. Asks reparation. 

No. 20564. Kierulff & Ravenscroft, Los Angeles, Calif., vs. Missourj 
Pacific et al. 

Rates and charges in violation of sections 1 and 6 of the act, 
on ees appliances from St. Louis to Los Angeles. Asks rep. 
aration. 

No. ce a Strauss Packing Co., Inc., Brooklyn, N. Y., vs. A. 
. et al. 

Unreasonable, discriminatory and prejudicial charges on horses 
used for food for human consumption from Pittsburgh and Phila. 
delphia and other points .to Brooklyn. Asks rates for future and 
reparation. 














PIG IRON CASE DISMISSED 


An order of dismissal has been entered in No. 17397, Man. 
ufacturers’ Traffic Bureau (Benton Harbor, Mich.) et al. ys, 
Baltimore & Ohio et al., mimeographed, the Commission, by 
division 2, finding the rate on pig iron, $1.89 per long ton, from 
points in the Chicago, IIll., district to Benton Harbor, St. Jo. 
seph and Bridgman, Mich., is not unreasonable or otherwise un. 
lawful. It was alleged to be violative of the first three sections T. 
of the interstate commerce act. A rate of $1.295 was sought. 
In support of its contention that the rate should be reduced 
complainant pointed to rates ranging from 88 cents to $1.94 for 
distances varying from 90 to 250 miles, from points in the Chi- 
cago district to destinations in Illinois and Wisconsin, where 
manufacturers competing with the six manufacturers on whose 
behalf the complaint was filed had their plants. 

The Commission referred to its decision in Pig Iron In Cen- d 
tral Territory, 126 I. C. C. 111, to show that while distance was 
given consideration in the establishment of rates on pig iron 
it was not made a controlling factor; also that the carriers in 
that case admitted that rates in C. F. A. were on a higher basis 
than in Illinois territory. The rates in territory were claimed 
to be on a depressed basis, in so far as pig iron was concerned. 


UNDYED SILK RATE 


The Commission, by division 1, has dismissed No. 19473, 
Susquehanna Silk Mills vs. Pennsylvania, mimeographed, find- 
ing the rate on undyed silk, from Marion, O., to Sunbury, Pa., 
not unreasonable. The complainant has mills at the two points 
mentioned and the silk in question was forwarded from one to 
the other for finishing. The assailed rate is $1.065. The rate 
in the reverse direction is 85.5 cents. The difference is due to 
the varying percentage groups, as to westbound and eastbound 
traffic. The Commission said that that question was involved 
in another more comprehensive case. It said the record did 
not establish that the assailed rate was unreasonable. 


SHIPMENT OF FIREARMS 


Representative McLeod, of Michigan, has introduced H. R. 
10546, a bill to regulate the interstate shipment of firearms. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
November 15-22, inclusive, was 421,392, as compared with 424,291 
cars in the preceding period, while the average daily shortage 
was 3 box and 2 refrigerator cars, according to the car service 
division of the American Railway Association. The surplus 
was made up as follows: 


Box, 166,711; ventilated box, 639; auto and furniture, 30,151; 
total box, 197,501; flat, 11,840; gondola, 90,101; hopper, 79,982; total 
coal, 170,083; coke, 1,534; S. D. stock, 20,607; D. D. stock, 2,676; 
refrigerator, 14,228; tank, 354; miscellaneous, 2,569. 


Canadian roads reported a surplus of 22,000 box, 500 auto 
and furniture, 1,200 flat, 200 gondola, 675 S. D. stock, 360 re 
frigerator, and 200 miscellaneous cars. 


POSITIONS WANTED OR OPEN 











POSITION WANTED—Experienced Traffic man, available March 
1; 30 years of age; single; 12 years’ experience in _ traffic work, 
beck —a and industrial. Address E. F. F. 78, care Traffic World, 
cago, a 





AUDIT BUREAU—Fully equipped. Excellent chance for right 
party to buy or manage. Address E. R. Z., care The Traffic World, 
cago, Ill. 
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Speed on Orient 
Mails 


The fastest service wins the mail. This line 
is used to carry Government Mail to the 
Orient on account of the quick delivery. That 
same speed is available for your freight and 
express shipments, thereby, saving interest on 
Capital. Win sales by service. Sailings every 
fourteen days from Seattle for Yokohama, 
Kobe, Shanghai, Hong Kong and Manila. 
Through Bills of Lading issued to other ports. 





T.J. Kehoe, General Eastern Agent, 32 Broadway, New York City 


W.G. Roche Inc., General Agt., R. W. Bruce, General Agent, 
Dime Bank Building, 110 South Dearborn St., 
Detroit, Mich. Chicago, Ill. 


L. L. Bates, General Freight Agent, 
1519 Railroad Ave. So., Seattle, Wash. 


American Mail Line 


Other Offices, Boston, Philadelphia, Portland, Ore. 





| Tacoma, Wash. Vancouver, B.C. and Victoria, B.C. 


The Cotton Concentration Company 


Concentrators and Distributors of Cotton 
and General Merchandise 


LOCATED AT GALVESTON, TEXAS 
The World’s Largest Cotton Port 


ix —_ Density Compresses, Capacity 6,000 Bales 
er Day. 


Eo auippea with Sprinkler System Throughout. 


Reiabie Transportation at a Moment’s Notice. 


VY arious Warehouses’ Storage Capacity 400,000 Bales 
of Cotton. 


Jotegrity | of Our Warehouse Receipts Is Unques- 
tio 


C opacity of Tracks Serving Plants Over 500 Cars. 


Bistablishea System of Service. 


WE NEITHER BUY NOR SELL COTTON 


We Care Not “‘From Whence It Comes Nor 
Whither It Goes,”? That’s 
Business and Yours Only 


J. GARRISON 
Vice-Pres. and Gen’] Manage 


GEO. SEALY 
President 
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NEWARK, N. J. 
STORAGE 











ati ON eee 


Located in the Heart of the City and in the Center of the 
New York Metropolitan Area 


STORAGE IN TRANSIT 


Pool Car Distribution 


All Freight Unloade 1 Under Cover 
Grinnell Dry System Sprinkler Throughout 


Private Siding Connection with 
The Central Railroad Co. of New Jersey 
For rates and arrangements, apply or write to 


F. W. STOKES, Manager 
NEWARK WAREHOUSE C0., Newark, N. J. 


We Will Give You 
Reliable Information 
gre, About Canada 


(a 
CANADIAN 


DEVELOPMENT BRANCH: 
For information regarding the 
mining industry of Canada, the 
development and supply of indus- 
trial raw materials available from 
resources along the lines of the Canadian Pacific 
Railway, consult this branch. 

We have an expert staff continuously engaged in 
research relative to all resources including the 
examination of mineral deposits. Practical infor- 
mation is available concerning development oppor- 
tunities, the use of by-products, markets, industrial 
crops, prospecting and mining. 

BUREAU OF CANADIAN INFORMATION: 
The Canadian Pacific Railway, through its Bureau 
of Canadian Information, will furnish you with the 
latest reliable information on every phase of indus- 
trial and agricultural development in Canada. Our 
Reference Library, at Montreal, maintains a com- 
plete data service covering Natural Resources, 


Climate Labor, Transportation Business Openings, etc., 
additional data constantly being added to keep it up to date. 


CANADIAN PACIFIC RAILWAY CO. 


Department of Colonization and Development 
J.S. DENNIS, Chief Commissioner, Windsor Sta., Montreal,Can. 


PACIFIC 
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NOTE—iItems in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


awe yd 13—Los Angeles, Calif.—Examiner Fleming 
3054—-Soap from Los Angeles, Calif., to sek N. D. 


February 13—Washington, D. C.—Examiner Weems: 
19805—Southern Creosoting Industries vs. A. G. S. R. R. et al. 


February 13—Denver, Colo.—Examiner esp: 

a Rates on Petroleum Products to points in Colorado 

10856—Uteah State Automobile Assn. vs. A. T. & & F. Ry., Director 
General, as agent, et al. 

14121—Jewel Co., Inc., vs. A. T. & S. F. Ry. et a. 

16544—White Eagle Oil & Refining Co. vs. D. re: G. W. R. R. et al. 

17597—The Hal Oil Co. et al. vs. A. T. & S. F. Ry. et al. 

18113—White Eagle Oil & Refining Co. vs. D. & R. G. W. R. R. ét al. 

18417—Sinclair Refining Co. vs. A. T. & S. F. Ry. et al. 

18818—A. A. Vickers oe . Co. vs. i. Pac. R. R. 

19032—The Jewel Co., Inc., vs. T. & S. F. Ry. et al. 

19315—White Eagle Oil & Refining Co. vs. Un. Pac. R. R. et al. 

19582—-Sinclair Refining Co. vs. A. Fy & S. F. Ry. et al. 

17783—Texas Co. vs. C. B. & Q. R. R. et al. 

18146—Continental Oil Co. vs. A. T. & S. F. Ry. et al. 

1. & S. 2811—Petroleum and Petroleum products from Colorado or- 
igins to Colorado and New Mexico destinations. 

* 18590—Hy-Power Gasoline Co. vs. D. & R. G. W. R. R. et al. (In 

connection with 20145, Interstate Rates on Petroleum Products 
to Points in Colo. and’ Utah. ) (Further hearing.) 


February 13—Portland, Ore.—Director Mahaffie: 

* se. No. $623—Joint Application of Nor. Pac. Ry., Gt. Nor. Ry. 
and O.-W. R. R. & Navi. Co. for authority to operate certain of 
their joint yh ER. trains over the Longview, Portland and 
Northern Ry. between Olequa and Longview Jct., Wash. 


hat gy | 15—Chicago, Ill—Examiner Harraman: 
* 1. & S. 3058—Rules for handling perishable shipments under ven- 
tilation service. 


February 15—Washington, D. C.—Examiner Molster: 

* Finance No. 6718—Application Illinois Terminal Co. for authority 
to acquire control by lease of the railroads of the St. Louis, Troy 
& Eastern Co., the St. Louis & Illinois Belt Ry., St. Louis Elec- 
tric Terminal Co., and Main Division of the Illinois Traction, Inc. 


February 15— Argument at Washington, D. C.: 
18471—International Paper Co. vs. B. R. & P. Ry. et al. 
18474—-St. Regis Paper Co. et al. vs. B. & O. R. R. et al. 
18849—Syracuse Chamber _ oe es and Manufacturers Assn. 
of Syracuse, N. Y., vs. & O. R. R. et al. 
18912—Oswego Chamber | ¥ Commerce, Inc., et al. vs. B. & O. R. R. 


et al. 
18472—International Paper Co. vs. C. R. R. of N. J. et al. 


February 15—San Diego, Calif.—Examiner Fleming: 
= ce Fruit and Produce Co. et al. vs. A. T. & S. F. Ry. 


* 1d ‘s 3057—Apples from Idaho, Oregon and Washington to Cali- 
ornia. 


February 16—Washington, D. C.—Examiner Davis: 

* Finance No. 6680—Joint Application of Northwestern Bell Telephone 
Co. and Tri-City Telephone Co. for a certificate that the acquisi- 
tion by the former company of the properties of the latter com- 
pany will be of advantage to the persons to whom service is to 
be rendered and in the public interest. 

* Finance No. 6695—Joint Application of Southern Bell Telephone and 
Telegraph Co. and Henderson Telephone & Telegraph Co. for a 
certificate that the acquisition by the former company of the 
properties of the latter company will be of advantage to the 
| an to whom service is to be rendered and in the public 

erest. 

* Finance No. 6710—Joint Application of Southern Bell Telephone and 
Telegraph Co. and Milan Telephone Co. for a certificate that the 
acquisition by the former company of the properties of the latter 
company will be of advantage to the persons to whom service is 
to be rendered and in the public interest. 

* Finance No. 6716—Joint Application of B. J. Potter and the Mich- 
igan Bell Telephone Co. for a certificate that the acquisition by the 
Michigan Bell Telephone Co. of the telephone properties of said 
B. J. Potter will be of advantage to the persons to whom service 
is to be rendered and in the public interest. 

February 16—Montgomery, Ala.—Director Bartel and Examiner Bren- 
nan: 

18187—Transportation of strawberries in carload lots from Florida, 
Georgia, Alabama, North Carolina, South Carolina and Virginia 
to points in Official Classification territory. (Further hearing.) 

February 16—Argument at Washington, D. ag 

18864—Maloney Tank Mfg. Co. et al. vs. A. & S. F. Ry. et al. 
19413—East Rochester Assn. vs. B. & O. R. z et al. 

February 16—San Diego, Calif.—Examiner Fleming: 

20209—-San Diego Chamber of. Commerce vs. A. & R. R. R. et al. 

February 16—Kansas City, Mo.—Examiners Stiles & Parker: 

17000—Rate Structure Investigation, Part Nine, Livestock—West- 
ern District Rates. 

bes ey” National Live Stock Assn. et al. vs. A. T. & S. F. 

oa © 3 

15565—Live Stock Traffic Assn. vs. A. & S. Ry. et al. 

bee a a Natl. Live Stock Assn. et al. vs. A. T. & S. F. Ry. 
e ; 

i ee City Live Stock Exchange et al. vs. A. T. & S. F. 

y. et al. 

16131—Healy & Co. vs. A. T. & S. F. Ry. et al. 

19042 (and Sub. 1)—D. G. Vick et al. vs. A. T. & S. F. Ry. et al. 

—a Livestock Shippers’ Traffic Assn. vs. Gt. Nor. 

. et al. . 

19785—Associated Meat Co. et al. vs. T. & P. Ry. et al. 

19961 (and Sub. 1)—Byron S. Jobe vs. S. P. Co. et al. 

1. < S. 2968—Stock Cattle from Wichita, Kans., to Kansas City, 

os. 
- 2965—Cancellation of Rate and Restriction of Combination 

a Ny on Stock Cattle. 

20224—George C. Abel et al. vs. A. & S. Ry. et al. 





February 17—Kansas City, Mo.—Examiners Stiles and Parker: 
l. & S. Wi7—Livestock from Texas to Indiana. 
February 17—Argument at Washington, D. C.: 
19153—-Fitchburg Gas and Electric Light Co. vs. B. & M. R. R. et al, 
19342—-Gillican Chipley Co. et al. vs. A. N. R. R. et al. 
19472—City of Lakeland, Fla., vs. A. C. L. R. R. et al. 
February 20—Wilmington. N. C.—Director Bartel and Examiner Bren- 
nan: 
18187—Transportation of strawberries in carload lots from Florida, 
Georgia, Alabama, North Carolina, South Carolina and Virginia 
to points in Official Classification territory. (Further hearing.) 


ae y | 20—Kansas City, Mo.—Examiners Stiles and Parker: 
1. & S. 3044—Petroleum from Colorado, Texas, to Louisville, Ky. 


Rte do 20—Helena, Mont.—Examiner Sharp 

I. & S. 3019 (and ist supplement)—Sugar So California to Port- 
land and E. Portland, Ore. 

1. & S. 3020 (and Ist supplement)—Canned goods between points in 
California, Oregon, Washington, Idaho and Montana. 

17562—Board of Railroad Commissioners of the State of Montana, 
on behalf of Missoula Mercantile Co. vs. Bay Le a Co. et al. 

16796—McClintock-Trunkey Co. et al. vs. McCormick S. S. Co. et al, 


February 20—Washington, D. C.—Examiner Weems: 
a ee News Shipbuilding and Dry Dock Co. vs. B. & 0. 


20388-United Iron and Metal Co., Inc., et al. vs. B. & O. R. R. et al, 


February 20—Dallas, Tex.—Examiner Peterson: 
17752—DalHas Paper Co. bs A. & L. M. Ry. et al. 
bes 4 (and Sub. Nos. 1 to 5, incl.)—Cameron Auto Co. vs. T. & P. 

y. 

February 20—Washington, D. C.—Examiners Marchand and Hendon: 

Valuation No. 103—In re tentative valuation of the property of 
Sumter Valley Ry. 

February 20—Argument at Washington, D. C.: 
19252—Colgate & Co. vs. T. & J. Ry. et al. 
19393—-The Magee Carpet Co. vs. C. R. R. of N. J. et al. 
19419—Haffner Thrall Car Co. vs. Northern. Pac. Ry. 


February 20—Phoenix Ariz.—Examiner Fleming: 
20243—Mutual Cotton & Oil Co. et al. Ys T. & S. F. Ry. et al. 
20135—Phoenix Flour Mills et al. vs. . & S. F. Ry. et al. 


February 21—Dallas, Tex.—Examiner Pl do 
angie ge Sub. 1)—Desel-Boettcher Co. et al. vs. G. H. & WA 
y. e@ 
19954—Gugenheim-Goldsmith Co. et al. vs. C. R. I. & G. Ry. et al. 


February 21—Argument at Washington, D. C.: 
19082 (and Sub. 1)—H. B. Smith Co. vs. Penna. R. RB. 
bag a Sub. 1 and 2)—Burnham Boiler Corp. vs. Ne a vel R. R. 


19644" Federaed Metals Corp. vs. Penna. R. R. et al. 


February 23—Atlanta, Ga.—Examiners Money and Esch: 
tee Part 8—Cottonseed, Its Products, and Related Articles. 

1.4 Ss. 2759—Cottonseed and related vegetable products from South- 
western territory to Central, Eastern and Southern territories. 

* 1. £ n 2820—Vegetable Oils and Related Articles in Official Classi- 

cation. 

* 1. & S. 2884—Vegetable —~_ * and Oil Foods from Texas to Fort 

Wayne, Ind., and Buffalo, ae 


*1& : 2926—Vegetable Oils in “Official Classif. Terry. 

* . & “eininapeamnaan Oils and related articles 4 “Official Classif. 
2 |. ry 's. '3036—Cottonseed Hull Fibre or Shavings from Southwestern 
pts. to Miss. and Ohio River — oo and W. T. L. Terry. 

* 14594—American Linseed Co. vs. B. R. & P. Ry. et al. 
* 14683—Spencer Kellogg & Sons vs. B 'R. & P. Ry. ot al. 
. 15425—International Vegetable Oil Co. et al. vs. A. & R. R. R. et al. 


—_ Sub. _— 1 to 5, incl.)—Armstrong Packing "Co. vs. A. & 
> See. Eee OC Al. 

16528—Southland Cotton Oil Co. et al. vs. A. & S. Ry. et al. 
eee Assn. of Chicago Heights vs. B. & O. R. R. 


17a70 (ana a. 1)—American Linseed Co. et al. vs. N. Y. S. & W. 
. et a 

17339—C. F. Simonins’ Sons vs. C. I. & W. R. R. et al. 
17457—Humphreys-Godwin Co., Inc., vs. A. & S. Ry. et a 
18026—Arkansas Cottonseed Crushers Assn. vs. A. C. & Y ‘Ry, et al. 
18379—Texas Cottonseed Crushers’ Assn, et al. vs. A. & R. R. R. et 


-al. 
18405—Interstate Cotton Oil Refining Co. vs. C. B. & Q. R. R. et al. 
18841—Alabama Cottonseed Crushers’ Assn. vs. L. & N. R. R. 
18890—-Lever Bros. vs. B. & A. R. R. et al. 

18935—-East St. Louis Cotton Oil Co. vs. A. & S. Ry. et al. 

i 3” ee Cottonseed Crushers’ Assn. vs. C. R. I. & P. Ry. 


19088" 'The Blanton Co. vs. A. & V. , et al. 

19141—Refuge Cotton Oil Co. et al. vs. & -" Ry. et al. 

19162—Southern Cotton Oil Co. vs. I. » R. R. et al. 

19165—Procter & Gamble Mfg. Co. vs. A. & B. B. R. R. et al. 

19169 (and Sub. 1)—California-Arizona Ginners’ & Crushers’ Assn. 
et al. vs. Apache Ry. et al. 

19176—National Cottonseed Products Corp. et al. vs. A. & V. Ry. et 
al. 

19194—Procter & Gamble Co. vs. - & S. Ry. at al. 

19245—Procter & Gamble Co. vs. B. & O. R. R. et al. 

19270—Southern Cotton Oil Co. vs. A. A. R. R. et al. 

ber 4°" aeanaaee Cottonseed Products Corp. vs. A. & N. W. R. R. 
et a 

19325—-Southern Cotton Oil Co. vs. A. & R. R. R. et al. 

a yeaa, Cotton Oil Refining Co. vs. D. L. & W. R. RB. 
et a 

19533—E. St. Louis Cotton Oil Co. vs. Sou. Pac. Co. et al. 

19651 (and Sub. 1)—Rome Soap Manufacturing Co. vs. C. I. & W. 

eta 

19642—Elberton Oil Mille vs. V. & C. S. Ry. et al. 

20068—Grace Milling Co. vs. A. & S. Ry. et al. 

20108—Wilson & Co., Inc., of Okla., vs. B. & O. R. R. 

20130—Buckeye Cotton Oil Co. et al. vs. A. & R. R. R. et al. 

20142—Portsmouth Cotton Oil Refining Co. vs. A. & R. R. R. et al. 

20161—Best Foods, Inc., vs. C. R. R. of N. J. et al. 
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4 Chicago’s and Kansas City’s Most Modern Gandia 


MERCHANDISE STORAGE and 
| 2000 Cerfoad POOL CAR DISTRIBUTION | 


| Crooks TERMINAL WAREHOUSES 


CHBERSS. ILL. KANSAS CITY, MO. 





MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Warehouse Located in Heart ef Reflread District and Jobbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


South Frent Street, MEMPHIS, TENN. 


DENVER, COLORADO 


FIREPROOF WAREHOUSES ON TRACK 
Free Switching to Warehouse. We specialize in the DISTRIBUTION of 
local and pool car shipments. Insurance rates 15c. Loans Negotiated 


Office Rentals. The Weicker Transfer & Storage Company 


LOS ANGELES and SAN FRANCISCO 
CALIFORNIA 


Modern Fireproof Warehouse Space in 
Los Angeles and San Francisco 
Free and U. S. Customs Bonded Storage 
Insurance rate as low as 16.2c 


Storage — Forwarding — Distribution — Cartage 


8 leased fer Private Warehouse, Office and 
“Deck pace with Dock and Odies Service 4 ed 


We can serve fm seme capacity in Les Angeles er San Francisce 


w suggest that yeu cemplete your file by requesting 
the rates fer our specialized service. 


UNION TERMINAL WAREHOUSE COMPANY 
731 Terminal Street Los Angeles, California 
: San Francisco Office, 9 Main Street 





UTICA, N.Y. 


In the Heart of New York State 


Broad Street Warehouse Corp. 


700 Broad Street 


Utica is the Most Natural and Practical Point 
for Warehousing and Distribution 
in Central New York 


Also Freight Rate Breaking Point 
on Eastern Shipments 


Auto Trucking Service to all Leading Cities and Suburban 
Towns Radiating out of Utica, N. Y. 
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PANAMA MAIL 8.8. CO. 


Fast Freight and Passenger Service 
Scheduled Sailings via Panama Canal 
From SAN FRANCISCO and LOS ANGELES to HAVANA and NEW YORK 
EASTBOUND SAILINGS 


From San Francisco From Los Angeles 
S.S. VENEZUELA .......... Febru: 25 Fe 27 
Bo Bo BCU oc cccccccscccsce March 17 March 19 
S.S. COLOMBIA............+... April 14 April 16 


Also regular sailings for Mazatlan, Manzanillo, Champerico, San 
Jose de Guatemala, Acajutla, La Libertad, La Union, Corinto, Ama- 
pala, Puntarenas, San Juan del Sur, Balboa and Cristobal (Panama) 
and Buenaventura. 


Trans-Shipment at Panama for South America and European Ports 


Through rail export bills of lading issued in transcontinental 
territory via San Francisco and Los Angeles harbor honored to all 
West Coast Mexican and Central American ports. 


—OFFICES— 
350 Marquette Bldg., Chicago, Ill. 2 Pine Street, San Francisco, Gel 
10 Hanover Sq., New York, N. Y. 548 S. Spring St., ae Angeles, Cal. 


Middlesex Transportation Co. 


PIER 16, NORTH RIVER, Foot Barclay Street 
NEW YORK CITY 


Operates Daily (<£57",) Fast Steamship Freight Service 


LEAVING NEW YORK AT 3 P. M. 
BETWEEN 


New York City and New Brunswick, N. J. 
Steamer Connections Made with All Leading Water Lines in 
New York Harbor, including Delivery of Freight 
We also Operate "Daily E: Express Auto Service 
between Jersey City, Newark, Elizabeth, Rahway, New 


Brunswick, Trenton, Camden, and 72 other cities in New 
Jersey, as also Philadelphia, Pa. 


Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U.S. A. 


Boston Office: 
92 State Street 


FIREPROOF 
WAREHOUSE 


# With Care, Speed 
and Courtesy 


MEMBER A. W. A. 


MERCANTI mae a STORAGE & WAREHOUSE Co. 











We Bind The Traffic World 


ORE EONS BLE NR RNR 
In Best t Grade B Buckram for $2.25 Per Volume (26 Numbers) 


Prompt Service and Quality Work Guaranteed 


We also Bind All Kinds of Publications 


The Book Shop Bindery 


350-354 West Erie Street Chicago 





CHICAGO TANK CAR COMPANY 


RAILWAY EXCHANGE BUILDING 
Telephone Harrison 3486 


Works: Penn. System 
Hegewisch, Ilinois}E# 2.35. | CHICAGO, ILL. 
TAN K CARS 


TANK CARS TO LEASE We Rebuild and Repatr Tank Cars 


IMAP . oD 
Show Tale} within white 

Jar Cam area towns where 
Decatur, ILuinois 


WAREHOUSES ss ivers LCL freight 


atless cost than either 
DECATUR<ILLINOIS = Cricacoor St louis 
DISTRIBUTION 4~> WAREHOUSING 


DECATUR 
LLINOIS 







BALTIMORE, MD. 
GENERAL MERCHANDISE STORAGE 
Pool Car Distribution. Forwarding—Rigging 


BALTIMORE TRANSFER CO. 


Telephone Calvert 0300 300 Block, North Front St. 


MIEMBERS AWA D.YV. A 


LEDERER 
TERMINAL 


ALL Gs eT ere dee 


ae | 
MERCANTILE WARENCUSING eae) DISTR oO — 


DELIVERY 
C let BREAKING UP 
omptete ) FORWARDING 
WAREHOUSING 
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PHILADELPHIA, PA. |UNION TRANSFER CO. 


Sussipiary PHILADELPHIA LOCAL EXPRESS 


Established 1867 


Dally Delivery Service in Philadelphia and to 250 Surrounding 









Vol. XVI, No. 





C&A 





TERMINAL WAREHOUSE Co. 


= Connection with tunnel 
. service to depots and 
central location give 
speediest deliveries at 
minimum cost. 


358 W. Harrison St., Chicago 


OF en LL OF -NET®) 


JOS. STOCKTON TRANSFER CO. 


1020 SOUTH CANAL STREET 
ESTABLISHED 1857 
TEAMING — MOTOR TRUCKING — CARLOAD 
DISTRIBUTING 





TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 
ST. ——e —— 


RICHMOND, VA. 


e 2 Storers, Distributors and Forwarders 
i! of General Merchandise 


25c Ins. Rate 


Virginia Bonded Warehouse Corp. 
1709 East Cary Street 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


Merchandise Storage and Distribution. 
Prompt and Intelligent Service. 
References: Any jobber, banker or transportation man in the city. 
DEEP WATER AND RAIL CONNECTIONS 








1004-26 Spring Garden Street 





Towns at Lowest Minimam Delivery Charges 





DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC 
AND COMMERCE EXPERTS AND SPECIALISTS 


You can reach Traffic World| YOUR ANNOUNCEMENT | LEONARD’S GUIDE 


readers each week 


Through the use of an advertise- 
ment in this space at the small 
expense of about one-fortieth of 
a cent per subscriber. 


in this directory for 52 consecutive 
issues will cost less than first class 
postage to mail a single communi- 
cation to each one of our readers 


Freight —Express—Parcel Post 
Rates and Routing 


G. RB. LEONARD & CO. 
18 East 26th St., New York. 158 Ne. Clark St., Chicage 
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Try These AUTOMATIC 
Files 30 Days Free-- 


and you’ll realize why so many are replac- 
ing their Non-Expanding Files, Box Drawers 


and Binders with the AUTOMATIC 
Convenience -- Speed 
Every tariff and supplement 
instantly available. You can 
remove or replace any issue 
without disturbing others. 


Visibility -- Accuracy 





You can read the whole front 
form of any tariff without 
removal from the file. Self- . 
indexing. 


Compression -- Safety 


A gentle push to close the 
drawer and all tariffs are 
safely compressed, Automati- 
cally, into the least space. 





These patented features and other advantages may now be 
had in the most complete line of tariff files on the market. 


30 DAYS’ FREE TRIAL! 


Write today for Free Trial and special R eaane Magee propo- 
sition or Automatic Agency in your city —also new catalog 
No. 27T describing complete File and Desk Equipment in per- 
fected steel construction. 


Automatic File & Index Co., E. 10th St., Green Bay, Wis. 


Branches—Chicago, 40 S. Wells St.; New York City, 52 Vander- 
bilt Ave.; Milwaukee, 130 Wisconsin Ave.; Detroit, 131 E. Jefferson. 


5 DRAWERS IN 4 
There are 120 reference filing 
inches in 4 AUTOMATIC 
drawers which are equal to that 
of 5 Non-Ezxpanding files. 







=~ 5400T Extra Capacity File. 
inches — 11% wide, 
oA deep. Like all Automatic 
Vv anding files, drawers op- 
erate on perfected 10 roller-bell 
bearing suspension slides and 
have safety drawer latches. 


ic 
vol FILES 


A Complete Line of Upright, Counter High and Desk High Files 
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Two Years of Progress on the 
South Shore Line 


In transportation, new ways and new methods are 
constantly being devised, the better to serve the public. 
Over seven million dollars has been put into the South 
Shore Line in the past two years, to improve your ship- 
ping and travelling interests. ‘This expenditure, we 
believe, is evidence of our desire to progress and 


furnish only SUPERIOR TRANSPORTATION. 


Further expenditures will be made to carry on our plan 
of progression. In addition to this, eternal vigilance is main- 
tained by all employes to render courteous and efficient 
service. The management is always in quest of a BETTER 
way to meet the transportation needs of the public. SOUTH 
SHORE LINE will ever be found in the front ranks of the 
parade of PROGRESS. 


The diagram below is a complete index of our freight 
connections. Through rates are applicable via principal 
railroads in connection with SOUTH SHORE LINE. Ex- 
peditious handling of carload traffic is assured by direct 
connections with principal belt switching lines of Chicago, 
Reciprocal switching arrangements in the Chicago Switching 
District make deliveries to most Chicago industries possible, 
without additional cost. 





For further information about this improved service, call 


or write 
Traffic Department: 
CHICAGO—79 West Monroe St. SOUTH BEND, INDIANA— 
Phone Central 8280 Michigan and La Salle Streets 

Wm. Petersen, Traffic Manager Phone Lincoln 5764 

C. L. Binger, A. G. F. A. A. W. Oberfell, G. F. A. 

W. R. Jones, Commercial Agent Frank Steffaniak, Traf. Rep. 

R. E. Frantz, Commercial Agent 
. J. F. Kilnowitz, Traf. Rep. 

L. W. Hodgetts, Traf. Rep. 
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THE HEART OF AMERICAN INDUSTRY 
| WHERE COAL AND IRON MEET 


Timed ] 
—*€Eleveland' LIMESTONE 


FIRE CLAY 



















Pith Ne aa o Harrisburg 
'Pittsbur AL 
_ Philadelphia 
; PENNSYLVANIA pak 
L.-------4f---5---g-----------4-t f 
i: ¥ Baltimore)? } ( 
' i. \ 2 4 
3 —_Weshingtongp & 





OHIO occupies a strategic position for the production and marketing of all kinds 
of manufactured products. 


IT has unrivaled access to raw materials, and actually touches the nation’s greatest 
fuel supply—the Appalachian Coal Field. 


IT is midway between the markets of the East and those of the West, regions with 
the greatest purchasing power on the globe. 


OHIO has an abundant supply of skilled, well paid, and contented labor. Its 
agriculture is so highly developed that it can feed its own people. 


THE CHESAPEAKE AND OHIO RAILWAY with its HOCKING VALLEY 
line, serves Central Ohio from the Great Lakes at Toledo to the Ohio River 


at Portsmouth and Gallipolis. Along these lines are splendid opportunities 
for new industries. 


ASK for special information and industrial surveys. 


Address: 
INDUSTRIAL DEPARTMENT 
THE CHESAPEAKE AND OHIO RAILWAY COMPANY 
RICHMOND, VIRGINIA 


ed 
(se nce ERNE I Ne Sh NEES RE SE EE/CS SERIES UES AN AE SN SEO 


















THE TRAFFIC WORLD Vol, XLI, No. 7 


february 


THE BALTIMORE & OHIO CHICAGO TERMINAL R.R. CO, | 


(BALTIMORE & OHIO SYSTEM) 


Here is a huge project that was rejuvenated 
through the medium of study—study of its 
patrons’ market and of its internal operat- 
ing methods— 


Resulting in an adaptation of human effort 
to conditions that constantly are changing. 


FOREST HILL TRANSFER STATION 


(76th to 79th Sts., between Leavitt and Western Aves.) 


foresTwu taste? BALTIMORE Aso OHIO FREIGHT STATION | 


IACIMORE = OHIO CHICAGO TERMINAL Re 


See. 








Let us demonstrate to you the personal 
element, as well as the advantages of 
organization effort. 


Your inguiries earnestly solicited. 


ADDRESS 
J. M. McDERMOTT H. M. JOUVER 
Industrial Agent General Freight Agent 
208 Grand Central Station 455 Grand Central Station 


CHICAGO CHICAGO 
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London Midland & Scottish Railway Company 


of Great Britain 


Important Announcement 


Freight Forwarders Shipping Agents 
Traffic Managers Export Managers, etc. 


Shippers to inland points in England should obtain at once 
from the L M S Freight Offices in America 


New British Railway Freight Rates 


based upon the Revised Classification and New Standard 
Charges in force from January Ist, 1928. 


No printed tariffs can be issued, but L MS American 
Offices will quote, on application, on all commodities from 
all British Ports to all points in the interior of Great Britain. 





For information, apply to 


THOMAS ARTHUR MOFFET 
Freight Traffic Manager in America 


LONDON MIDLAND & SCOTTISH RAILWAY COMPANY 
of Great Britain 
One Broapway, NEw York City 
Tel. Bowling Green 4260 
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Burlington 
Route 


FINE BURLINGTON TRAINS 


BLACK COMMERCIAL *ORIENTAL *NORTH 
HAWK LIMITED LIMITED COAST LIMITED 
Lv. CHICAGO 2. A 8:45 P.M. 11:00 P.M. 10:35 A.M. 
Ar. ST. PAUL 3 .M. 8:15 A.M. 10:55 A.M. 10:25 P.M. 
Ar. MINNEAPOLIS... 7:35 A.M. 8:55 A.M. 11:55 A.M. 11:25P.M. 
*Solid through trains to the Pacific Northwest—Spokane, Seattle, Portland 
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COLORADO NEBRASKA *OVERLAND MISSOURI 
LIMITED LIMITED EXPRESS LIMITED 
Lv. CHICAGO 10:30 A.M. 6:15 P.M. 11:30 P.M. 6: ; P.M. 
Ar. OMAHA $ a 8:00 A.M. 3:50 P.M. 
Ar. LINCOLN 
Ar. DENVER 
Ar. ST. JOSEPH 
Ar. KANSAS CITY 
*Through Pullmans to California, via Denver, Royal Gorge, 
Salt Lake City and the Feather River Canyon 


©. 0. ©. 0. 0. 0 OO OO 0 0 OOOO Me? 
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Offering you the fine, dependable service which the 
West’s great railroad has consistently provided the 
American public for 75 successful years. 


For tickets, reservations—Burlington Travel Bureau, 
179 West Jackson Blvd., Phone Wabash 4600, S. J. 
Owens, General Agent, Chicago. 
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ere and When? 


By Mx 
Shippers’ Traffic Man 


Almost every hour of the day someone is 
hurling at me two questions—‘Where is 
that shipment? When will it arrive?” 


The Soo Line gives me top-notch service 
on that important part of my work. The 
Soo Line men are thorough in collecting 
their passing reports, and they give me the 
information every time as if it were a gen- 
uine pleasure. 


That’s one good reason why I route over 
the Soo Line. 


Is a railroad a real person? 


I say “yes” after my experience with the 
Soo. 


ALWAYS DEPENDABLE 
FREIGHT SERVICE 


AGENCIES 


Boston, Mass., 40 Central St. 
Buffalo, N. Y., 409-410 Iroquois Memphis, Tenn., Porter Bldg. 


Bldg. 
Chicago, IIl., 707° ‘Standard Trust Bldg. 
Chippewa Falls, Wis. and Marquette Ave. 
Cincinnati, O., 709 Traction Bldg. Neenah, has 
Cleveland, O., 915 Union Trust Bldg. New York, 


Detroit, Mich., 311 Transportation Bldg. Omaha, Neb "725-26 W. O. 


Duluth, Minn., 408 West Superior St. Passaic, N N. j., 250 Bloomfield Ave. 


Grand Rapids, Mich., 414 Lindquist Bldg. Philadelphia, Pa.. 1500 Locust St. 


Indianapolis, Ind., 430 Merch. Bank Bldg. Pittsburgh, Pa., 2041 Oliver Bldg. 
Portland, Ore., 3rd and Pine Sts. 


Kansas City, Mo., 723 Walnut St. 


ROUTE YOUR FREIGHT 


THE TRAFFIC WORLD 


Los Angeles, Cal., 530 Van Nuys Bldg. 


Milwaukee, Wis. .» 68 East — Ave. 
Minneapolis, Minn., Soo Line Bldg., 5th St. 


Y., Woolworth baie. 
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To avoid delay, shipments for Ca- 
nadian destinations must be accom- 
panied by shippers’ export declaration 
made in triplicate. This document 
must be delivefed to railroad agent 
at initial point with the shipment and 
accompany same to Canadian port 
of entry. 

SAULT SAINTE MARI@ 


St. Louis, Mo., 2050 Railway 
Exch. Bl dg. : 
St. Paul, ae 1112 Merchants Nat’l 
Bank Bi dg. 
San Seeanlat Cal., 681 Market St. 
Sault Ste. Marie, Mich. 
Seattle, Wash., 5564 Stuart Bldg. 
Spokane, Wash., 1006 Old Nat’l ‘Bank Bidg. 
Superior, Wis. 
Tacoma, Wash., 1113 Pacific Ave. 
Waukesha, Wis. 
Winnipeg, Man., 603-604 Lombard Bldg. 


CARE SOO LINE 
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